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MOTOR VEHICLE REGULATION 
At the risk of becoming monotonous, we are once 
) more discussing the subject of motor vehicle regulation. 
: Repetition is warranted, we think, by the fact that the 


pus tisk) 


F subject is important and that it may soon again be before 


the country in proposed legislation by Congress. It is 
well, therefore, that those whom it affects understand 
» it as fully as possible. 
One of the things that have complicated the matter 
© and obscured the issues is the more or less widespread 
) idea that the agitation for motor vehicle regulation was 
: started and is kept alive by the railroads, who hope to 
) save their own skin. For ourselves, we don’t care who 
) started it or who is keeping it alive, or why. What we 
: always try to discover, in such matters, is the merit or 
) lack of merit in what is proposed. We think we have 
‘ the ability to determine this for ourselves and the cour- 
» age to follow what we think to be the right course after 
| we have determined it. This policy sometimes throws 
us with unpleasant bedfellows but we are not deterred 
» from advocacy of what we believe to be right because 
some persons who are actuated by selfishness agree with 
us, any more than we are induced to advocate what we 
| believe to be wrong because some of our good friends 
think it is right. So, to us, it is not important whether 
the railroads want motor vehicle regulation or don’t 
want it. The question with us is merely whether regula- 
tion of motor vehicles is a wise public policy, all things 
considered. 

And yet we realize that, to a greater or less extent, 
many people make up their minds on this or any other 
question largely because some one they do not like or 
Whose motives they suspect has made up his mind the 
other way. This is not wise or careful thinking, but it 
is common. It is important, therefore, because of this 
kind of thinking, or lack of thinking, that it be under- 
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stood that the railroads did not start the agitation for 
interstate regulation of motor vehicle common carriers 
and cannot even be said to be the chief supporters of 
that policy now, though, possibly, they would be if it 
were not for the fear that their energetic support might 
defeat their own ends, by reason of the very fact, of 
which we have been speaking, that many would take the 
other side if the railroads seemed to want this thing 
greatly. We made some allusion last week to the origin 
of the movement. It is our purpose to be more explicit 
now. 

The Chamber of Commerce of the United States 
has been active in this matter for several years. On 
December 26, 1923, Julius H. Barnes, then president of 
the chamber, issued a call for a national conference on 
transportation to be held in Washington January 9, 10 
and 11, 1924. Two hundred leaders of standing in agri- 
cultural, commercial, educational, financial, and indus- 
trial fields, were invited to take part in the deliberations. 
The idea of the conference was first suggested at an 
informal meeting in January, 1923, of representatives of 
various transportation and business interests attended 
also, in an unofficial capacity, by Secretary Hoover, of 
the Department of Commerce. In accordance with a 
resolution adopted at this meeting the president of the 
chamber had appointed six committees to undertake the 
study of various phases of the transportation problem. 
One of these phases was the relation of highway and 
motor transport to other transportation agencies. (See 
Traffic World, December 29, 1923, Page 1616.) 

The committee on this subject had already made 
public its report. (See Traffic World, November 24, 
1923, Page 1269.) The members of the committee were 
as follows: 

Alfred H. Swayne, chairman, vice-president, General Motors 
Corporation, New York. W. J. L. Banham, general traffic manager, 
Otis Elevator Company, New York. L. W. Childress, president. 
Columbia Terminals Company, St. Louis. D. C. Fenner, engineer and 
manager, Public, Works Department, Mack Trucks, Inc., New York. 
Gerrit Fort, vice-president, Boston and Maine. Railroad Company, 
Boston. Philip H. Gadsden, vice-president, United Gas Improve- 
ment Company, Philadelphia. W. H. Lyford, vice-president and gen- 
eral counsel, Chicago and Eastern Illinois Railway Company, Chi- 
cago. Ralph H. Matthiessen, president, Motor Haulage Company, 
New York. John D. Miller, president, National Milk Producers’ 
Federation, New York. H. H. Raymond, president, Clyde Steamship 
Company, New York. Arthur T. Waterfall, vice-president, Dodge 
Brothers, Detroit. Henry J. Waters, editor, Weekly Kansas City 
Star, Kansas City. Robert C. Wright, general traffic manager, Penn- 
sylvania Railroad System, Philadelphia. 

In its summary of its report the committee, among 
many other things, said: 


To insure to the public continuity and reliability of service, sound 
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Speedy Service — 
Between Great Lakes and the Gulf 





Through trafic arrangements with the C. B. & Q. R. R.—using Paducah, Ky., as the 
gateway—the G. M.& N. now affords shippers in the region around the Great Lakes 
a very fast, through-service to and from the Gulf. Our regular schedule provides 


for third-day arrival at Mobile, Gulfport or New Orleans, on shipments from Chicago. 


GM&N 


genes a Decapod 
Locomotives of the lat- 
est design, an excellent road- 
bed and a highly trained 
personnel enables G. M. & 
N. freight trains to main- 
tain an exceptionally fast 
schedule. : 





You can speed your freight 
shipments to and from the 
South and Southwest by 
routing via Gulf, Mobile 
& Northern —“The Road 


of Service.” 






Direct con- 
nections with the main 
trunk lines of the nation. 


Special attention given to Ex- 
port. Import and Inter-Coastal 
Shipments. Free lighterage at 
Mobile. For detailed informa- 
tion, write or wire our nearest 


J. A. Jackson, Freight Traffic Manager 
MOBILE, ALA. 


W. H. Askew, A. F. T. M. E. L. Mountfort, A. F. T. M. 
Mobile, Ala. Chicago, IIl. 


Traffic Agencies 


DETROIT, MICH. 
i. . Goslee, 


JACKSON, MISS. 
R. Lichty, 


KANSAS CITY, MO. 
J. S. Chartrand, 


{. F. Smith, 
Pacific Coast Agt. 


District Freight Agt. 
District Freight Agt. 


District Freight Agt. 
LOS ANGELES, CALIF. 
N 


MEMPHIS, TENN. 
a mon, 


District Freight Agt. 


MERIDIAN. MISS. 


4s * 


, aa, LAPD, | 
Division Freight Agt. 


MOBILE, ALA. 
C. H.. Dege, fr., 


District Freight Agt. 


NEW ORLEANS, LA. 
J. O. Gaither, 


District Freight Agt. 


NEW YORK, N. Y. 
W. R. Butler, 
Eastern lreight 

PADUCAH, KY. 
C. F. Groom, 
Commercial Agt. 

PITTSBURGH, PA. 
R. M. Chittick, 
District Freight 

ST. LOUIS, MO. 
W. O. Lewis, 
District Freight 


Agt. 


Agt. 


Agt. 


Connecting Lines 


Alabama & Great Southern R. R. 
Alabama & Vicksburg Ry. 
Bonhomie & Hattiesburg-Sou. R. R. 
Chicago, Burlington & Quincy Ry. 
Columbus & Greenville Ry. 

Gulf & Ship Island R. R. 

Illinois Central R. R. 

Louisville & Nashville R. R. 
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Mississippi Export R. R. 

Mobile & Ohio R. R. 

Nashville, Chattanooga & St. Louis 
Railroad 

New Orleans & Northeastern R. R. 

St. Louis & San Francisco R. R. 

Southern Railway 

Yazoo & Mississippi Valley R. R. 





Gulf, Mobile & Northern Railroad 
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financial organization of motor transport is necessary, as well as 
public regulation of common-carrier motor service. 

The transportation conference at which this report 
was considered was held in Washington, as planned. 
(See Traffic World, January 12, 1924, Page 83, and Janu- 
ary 19, page 157.) The report was referred to the resolu- 
tions committee, which brought in a set of declarations 
that were adopted by the conference. The declaration 
with respect to the relation of highways and motor 
transport to other transportation agencies was in line 
with the report of the committee, these paragraphs being 
included : 

To insure to the public reliability of service in all forms of motor 
transportation, sound financial organization, public regulation, and 
continuous service are necessary. a 

The proper regulation of common carrier operations of motor 
vehicles, including the rates, should be handled by the existing author- 


ities, which now control the operations of other public carriers. It is 
believed to be to the best interests of all concerned that proper 


5 regulations of traffic and of size, weight, and speed of motor vehicles 


by states and municipalities should be made uniform. 


It was recorded in our report of the proceedings at 
the time that several members of the National Industrial 
Traffic League, participating in the conference, noted 
exceptions to some of the declarations adopted that were 


} not in accord with the position of the League, but they 
| noted no exceptions to the declaration on this particular 


subject. 

In an editorial in the January 19, 1924, Traffic 
World, speaking of the transportation conference and 
| the action it had taken on various phases of the trans- 


} portation problem, we said: 


While we do not agree with all the things in the declarations 
adopted by the transportation conference in Washington last week 
(it would, perhaps, be too much to expect that anyone with. definite 
ideas as to proper transportation policies would agree absolutely 
and in detail with any program adopted by any other individual or 

' group of individuals), we regard them as a valuable contribution 
to present day thought on the problems they deal with and as being 
in many respects wise and in no respect dangerous or revolutionary. 

While there are many objections that can be made to conferences 
of this sort dealing with transportation problems that are, in many 
respects, technical and that, in other respects, can best be dealt with 

| only by men of experience and training in the field where they are 
encountered, we regard the results of this conference as being parti- 
cularly fortunate. That was, perhaps, to have been expected from 

) the personnel of the conference which, although it was “hand picked,” 
was representative. A glance at the roster of those who registered 
as members, shows such names as Rippin, Chandler, Haynes, Banham, 
Beck, Belleville, Conn, French, Sprague and Blair, no identification 
of which is necessary, so well known are their owners as industrial 
traffic managers. There were others who, though not actually engaged 
in traffic work, can be classed as shippers, because they are executives 
of business concerns that buy transportation. The railroad men who 
sell the transportation were also well represented. There were other 
well-known business men, bankers, and so on, who, though they may 
not buy transportation, are qualified to speak for business generally. 
There were publicists and college professors and theorists of all 
sorts. Perhaps no more representative body of that size could have 
been gathered together. All schools of thought were represented. 
Whatever one may say about the results, he can hardly complain 
that the meeting was “packed” by this or that element. Indeed, out- 
side of objections by Mr. Rippin and Mr. Chandler that certain 
Proposals did not meet the announced views of the National In- 

| dustrial Traffic League, there seemed to be little debate or dis- 
agreement. 


Declaration number four, concerning the relation of highways 
and motor transport to other transportation agencies, is pretty gen- 
eral and not conclusive, but it is along the line of the best thought 
on the subject and is not revolutionary. It neglects, however, to 
Suggest that motor trucks used in common carriage ought to pay, 
as such, for the use of the highways—that is, they ought to pay 
more than and on a different basis from vehicles used in private 
usiness. It is sound in suggesting that motor truck common car- 
Tiers ought to be regulated by the same authorities that now control 
other public carriers. 


The transportation conference, though held under 
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the auspices of the Chamber of Commerce of the United 
States, of course, did not represent the views of the 
chamber itself. The chamber, however, took a referen- 
dum vote of its members on the committee reports of 
the conference. This referendum showed 177814 votes 
in favor of and 204% votes opposed to the following 
proposition : 

The committee recommends that the rates and services of motor 
common carriers, both freight and passenger, should be subject to 
regulation by the state and federal commissions which have jurisdic- 
tion over the operation of other common carriers, having particu- 


larly in view insuring to the public adequate, economical, and con- 
tinuous service. 


This vote closed the night of May 6, 1924. Six 
hundred and forty-one organizations participated in it. 

The chamber also, at its annual meeting, May 20-22, 
1925, adopted the following resolution with respect to 
motor vehicle regulation: 

The Chamber recommends that the Congress should amend the 
transportation act so as to embrace motor common carriers engaged 
in interstate commerce. 

It must be pointed out also that the Associated 
Traffic Clubs of America, at its convention in Louisville 
in October, 1925, adopted a resolution favoring regu- 
lation of motor vehicle interstate common carriers. 
This resolution was ratified by a majority of the fifty 
or more member clubs. These traffic clubs are made up 
of the traffic men of both shippers and carriers so, as 
far as their action goes, the industrial traffic men have 
been at least joining with the railroad men in demanding 
this sort of regulation. 


So much for the attitude of others than railroads 
toward the general subject of motor vehicle regulation, 
for years practiced by most of the individual states, 
and now proposed for interstate commerce. We come 
now to the specific movement for interstate regulation, 
before Congress in the Cummins-Parker bill, some fea- 
tures of which are objected to even by persons who 
favor interstate regulation in principle. That bill is 
sponsored by the railroads and the national association 
of state commissioners. In so far as railroad support is 
a detriment, the proposed legislation must bear that 
burden, but the state commissioners have, to say the 
least, never been accused of undue sympathy with the 
railroads and, therefore, their support might be con- 
sidered sufficient to counteract the curse of railroad 
support. 


But it is a fact that, just as support of the general 
theory of motor vehicle regulation by motor vehicle 
manufacturers and operators is shown by the personnel 
of the transportation conference committee, referred to 
above, so the specific movement for interstate regula- 
tion of motor vehicle common carriers has support from 
the same class. It even originated with men in that 
class. 

The Mid-West Motor Transport Conference was 
held in Chicago, May 27 and 28, 1925. (See Traffic 
World, May 30 and June 6, 1925, Pages 1410 and 1468.) 
The conference was called by persons interested in the 
manufacture of motor vehicles, as united in the National 
Automobile Chamber of Commerce, for the purpose of 
bringing together those directly and indirectly interested 
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in transportation by motor truck and motor bus in order 
that some basis for co-operation between the motor 
branch of transportation and the rail and electric lines 
might be established. A similar conference had been held 
in Boston. At the Chicago conference there were several 
addresses and the then recent decisions of the Supreme 
Court to the effect that individual states could not control 
interstate motor vehicle carriage were referred to in some 
of them. Among other speeches was one by T. R. Dahl, 
vice president of the White Company, in which he said 
there should be regulation of interstate motor vehicle 
common carriers by the Interstate Commerce Commis- 
sion, working through the state commissions. A resolu- 
tion committee was appointed. On it were representa- 
tives of the public, the steam and electric roads, and the 
motor transport field. Members of the committee were: 


For the public—Robert C. Ross, chairman, Midwest Shippers’ 
Advisory Board, Chicago; W. G. Eden, vice-president, Central Trust 
Company, Chicago; H. S. Trumbower, United States Bureau of 
.'Public Roads; Charles W. Zeigler, chairman, Indiana Highway Com- 
mission; Prof. A. H. Blanchard, University of Michigan. For 
railroads and electric lines—F. G. Robbins, vice-president, Erie Rail- 
road; J. J. Pelley, vice-president, Illinois Central; C. L. Hinckle, 
general manager, Chicago Great Western; J. M. Pogue, manager, 
Indiana, Columbus & Eastern Traction Company; Ralph P. Bradley, 
vice-president, Chicago, North Shore & Milwaukee Railroad. For 
motor interests—A. J. Brousseau, T. R. Dahl, vice-president, the 
White Company; E. F. Zelle, president, Minnesota Business Associa- 
tion; George W. Dixon; Frank Schmidt, president, Ohio Commercial 
Haulers’ Association. 


That resolutions committee brought in a report, 


which was adopted. Among other things the report 
said: 


The test of experience has demonstrated the wisdom of reason- 
able regulation of common carriers in the public interest. Unregulated 
operation of common carrier motors can only adversely affect the 
public right to uninterrupted, dependable and efficient transportation. 
It is unfair also to those agencies which are regulated and to the 
existing motor carrier operators themselves whose service to the 
public cannot be best maintained if it is subjected to a constant, waste- 
ful attack from “fly-by-night” and financially irresponsible operators. 

Congress should enact such legislation as would make possible 
public regulation of the common carrier motor vehicle engaged in 
interstate commerce. 


In an editorial in the June 6, 1925, Traffic World, 
speaking of this conference, we said: 


The impression one gets from reading of the Mid-West Motor! 
Transport Conference, held in Chicago last week, is that here was 
a gathering of motor vehicle men, railroad men, and shippers, meeting 
on the theory that what is best for transportation as a whole should 
be done, and agreeing, in the main, that both railroads and motor 
vehicles have their place in transportation, that this place should be 
recognized by both, and that they ought not to regard each other so 
much as competitors as co-operating agencies. There was also the 
admission on the part of the motor vehicle men that they ought to 
submit to reasonable regulation. 


That is the spirit in which our transportation problems ought 
to be met, and such conferences as these serve an excellent purpose, 
both in developing the facts and in bringing about a proper spirit 
of co-operation. There is room for every agency of transportation 
in this country—the railroads (steam and electric), the waterways, the 
motor vehicle and the air machine. The problem is to determine 
just what field each should occupy, how it should be regulated, and 
to see to it that in its development it be not allowed undue advantage 
over another. Some of the railroads are showing business judgment 
and foresight by, instead of fighting the motor vehicle as a competitor, 
taking it and using it themselves. There is a wide field for this sort 
of use and, in our opinion, a proper conception and utilization of this 
fact will do much to lift the railroads out of some of their financial 
difficulties. They must do what other business men do—move with 
the times and take advantage of new inventions and new methods. 
Otherwise the goblins get them sooner or later. On the other hand, 
the motor vehicle manufacturers are wise in realizing that they are 
not to be regarded as a favored class, and that if they are to be 
allowed to participate in the business of moving freight and passengers, 
they must submit to the same sort of regulation that governs the 
railroads and that it is to their real interest to do so. 


One of the curious angles in this matter of motor 
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vehicle regulation is the attitude taken by the National 
Industrial Traffic League at its meeting in New York 
last week. The League, by adopting the report of its 
committee, decided to do nothing in this matter, pend- 
ing a report by the Interstate Commerce Commission 
of its recent investigation of the subject, or the pressing 
of legislation in Congress. Why it should be necessary 
to wait for a report by the Commission, in view of the 
fact that the League, in adopting the report if its own 
committee, commits itself to a statement of what the 
Commission’s inquiry developed and, therefore, shows 
that it thinks it knows all that the Commission may 
know on which to base a report, is beyond understand- 
ing, and why, in view of this fact, it should be thought 
necessary to wait until new legislation is proposed or the 
present Cummins bill is pressed before telling Congress 
or the country what it thinks is almost as difficult to 
understand. One would think that the object of such 
a study as the League’s committee is supposed to have 
made would be to tell the country and the law-makers 
that no legislation is needed or that legislation is needed, 
and, if the latter, what kind of legislation. 

The committee report that was adopted, for the 
most part, concerns itself with telling what the Com- 
mission’s inquiry has developed. The only thing in it 
that may be taken as an expression of opinion by the 
League as to what should be done is the statement that 
“there is no visible demand upon the part of the ship- 
ping public for the regulation of motor trucks engaged 
in interstate commerce.” ‘This, to say the least, is an 
exaggeration. It might be said that there is no con- 
certed, or unanimous, or general demand on the part 
of the shipping public for such regulation, but one has 
only to read the record of the Commission’s hearings to 
learn that there is at least some demand from shippers 
for interstate regulation of motor vehicles, including 
trucks. That there is not more demand has been,, per- 
haps, because of lack of study of the subject and, hence, 
lack of conviction as to what should be done. We should 
think it would have been the function of the League’s 
committee to make sufficient study so that it could take 
a position one way or the other and endeavor to con- 
vince the membership of the soundness of its view. The 
action taken is more an evasion than anything else, and 
causes one to wonder why the League should have 
thought it necessary to say anything at all about a sub- 
ject on which it has so little to offer. The passion for 
adopting resolutions and reports on every subject on 
which there may have been some discussion is, doubt- 
less, the explanation. A subject is docketed for consid- 
eration—therefore, there must be some official utterance 
on it. 

About the only thing the League’s report does is 
to give a summary of what was learned by the Commis- 
sion, which might be valuable if it were correct and if 
we could not wait for the Commission itself to tell us 
or were unable or unwilling to read the evidence itself. 


CONSTRUCTION OF LINE 
The Commission has extended from December 31, 1926, to 
July 1, 1927, the time by which the Cowlitz, Chehalis & Cascade 
Railway must complete construction of an extension of its line 


ia Lewis county, Washington, heretofore authorized by the 
Commission. 
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TEXAS CONSTRUCTION CASES 


In disposing of what was generally called the Texas con- 
struction cases (see Traffic World, Nov. 20), the Commission 
had to deal with a fight such as makes the history of American 
railroad building sometimes read like a war story. However, 
in this matter the parties in interest, did their fighting with 
witnesses and law books, not guns. Applications embraced in 
the report are: No. 4769, Construction of Lines by Fort Worth 
& Denver South Plains; No. 3134, Proposed Construction by 
Texas Panhandle & Gulf; Nos. 4747, 4756 and 5372, Proposed 
Branch Line Construction by Pecos & Northern Texas; and 
No. 4959, Extension by Quanah, Acme & Pacific. 

Awards of desired certificates were made to the Fort Worth 
& Denver South Plains, a Burlington enterprise, and the Quanah, 
Acme & Pacific, identified with the St. Louis-San Francisco. 
The Texas Panhandle & Gulf was not identified with any trunk 
line. The Pecos & Northern Texas was a Santa Fe application. 
Applications of the two last mentioned were denied, without 
prejudice to their renewal in the event the Denver should fail 
to complete its proposed lines to Dimmitt and Silverton on or 
pefore December 31, 1929; the Pecos in the event the Quanah 
should fail to complete its proposed extension to Floydada on 
or before December 31, 1928. 

A total of 677 miles of main line, branches and extensions 
was proposed in the applications. 

At the beginning of its report the Commission said that, in 
these proceedings it was called upon for a decision as to the 
additional railroad facilities which should be provided for that 
part of the Panhandle of Texas known locally as the South and 
East Plains, and contiguous territory, to the east in Texas 
and to the west in New Mexico. It said that the project of 
each of the four companies would duplicate, to some extent, the 
project of one or more of the other companies. It said that in 
each case it had to consider the need of certain territory, now 
remote from railroads, for rail facilities and the need for a 
more direct outlet from the plains to the east and southeast. 
It said that all the construction except that of the Panhandle 
would lie in Texas. 

Hearings were held upon each application, three of them 
being heard together, and three reports proposed by examiners, 
covering five of the applications, were served upon the parties 
of record. Thereafter the five applications covered by the pro- 
posed reports were consolidated. The Commission said that at 
the opening of the argument a motion was made to consolidate 
the sixth application. It said that, in order to have a compre- 
hensive view of the situation, the sixth was included in the 
consideration and would be disposed of in this report. 

The conclusions announced by the Commission differ from 
those recommended by the examiners. There is nothing in them 
keeping alive a suggestion that one of the applicants should ally 


itself with a stronger company so as to improve its financial 
condition. 


One of the big questions in the consolidated case was as to 
the bearing the provisions of the first section, paragraphs 18 
to 21, inclusive, would have upon: the competition the projects 
proposed for the Santa Fe. The Commission said that while 
those paragraphs were intended to prevent unnecessary and 
wasteful competition by rival carriers, it was clearly not the 
intention of Congress to put a stop to all competitive railroad 
building. The Commission discussed each project in detail and 
then disposed of the matter by saying: 


_ The facts of record warrant the conclusion that a line such as 
is proposed by the T. P. & G., the Denver, or the Quanah, opening 
a more direct and practicable route from the Plain to Fort Worth, 
Dallas and other points to the east and southeast would greatly 
Promote the feeding of cattle, most of which, as fat cattle, would 
be shipped to Fort Worth; would tend to increase the feeding of 
hogs for the Fort Worth market where, other things being equal, it 
Should be more economical to pack meat for Texas consumption than 
at points farther north; would be of some advantage to the mills 
of northern and central Texas for the movement of grain, resulting 
im increased competition for grain grown in the Plain and possibly 
some benefit to the producer and consumer; would be of some ad- 
vantage for quicker movement of green grain to Fort Worth; would 
make the storage facilities at Fort Worth more accessible during times 
of congestion at Galveston; would possibly stimulate the development 
of irrigation by making more accessible nearby markets for vege- 
tables; would give better passenger, mail, and express’. service 
than is possible under existing conditions, and would give the 
People of the Plain more convenient access to nearby markets for 
supplies. It would result in little, if any, benefit to the cotton 
industry of the Plain except in making more accessible sources of 
supplies for those engaged in the industry. The benefits to result 
to the grain industry would probably be more than offset by the 
loss of economy due to grain dealers forcing grain through Fort 
Worth on circuitous routes. The Plain would no doubt be greatly 
benefited and its development would be stimulated by the com- 
petitive service which such a line would afford. 

While one of the purposes of the provisions of paragraphs 
(18) to (21), inclusive, of section 1 of the interstate commerce 
act is to protect existing carriers against unnecessary and waste- 


ful competition by rival carriers, it was clearly not the intention 
of Congress by these provisions to put a stop to all competitive 
railroad building. The intention to preserve competition in rail 
transportation is mainfest in numerous provisions of the act. Com- 
petition such as would result from building a more direct line 
from the Plain to the east and southeast is not the kind the pro- 
visions of paragraphs (18) to (21) are intended to prevent. Such 
a line would not be a mere duplication of the Santa Fe’s lines. It 
could perform many transportation functions much more economically 
than they are being, and probably could be, performed by exist- 
ing lines. None of the lines proposed by the Santa Fe’s rivals 
would parallel any of its lines to any great extent. While the 
Santa ke proposes presently, or as the needs of the country require, 
to build into those areas in the Plain now remote from a railroad, 
and has indicated a willingness to construct a direct line to Fort 
Worth if such a line is needed, and while the lines which it might 
build would probably in some respects be superior to those proposed, 
some weight should be given to the advantages of competitive serv- 
ice to the principal rail centers of the Plain. 

The evidence indicates that the traffic of the Plain would be 
sufficient to support a more direct line to the east and southeast, 
and that the loss of traffic by the existing lines through the con- 
struction of such competing line would not impair their ability to 
serve the public. Under all the circumstances it appears that the 
public convenience and necessity require the construction of a more 
direct line from the Plain to the south and southeast. Three of 
the applicants now before us propose to provide such a line. 

The project of the T. PP. & would serve a greater area 
remote from railroad than the project of any of the other appli- 
cants. Public convenience and necessity would not require the 
construction of the T. P. & G. to serve locally those areas be- 
tween Paducah and Friona if the Denver’s proposed lines, or the 
Santa Fe’s proposed branches and the part of the Denver's pro- 
posed lines below the Cap Rock, should be constructed. As has 
been noted above, it is not shown that there is need of additional 
rail facilities for local service in those areas east of Paducah, and, 
while there is some evidence to support the claim that there is 
need for additional rail facilities for local service in the area 
west of Friona, the need could be met at much less cost than is 
proposed by the T. P. & G. by constructing a short branch line 
trom one of the existing railroads bounding that area. An examina- 
tion of distances will show that the line proposed by the T. P. 
& G. would bring a larger area closer to Fort Worth via both 
single-line and joint-line routes than the proposed lines of either 
tne Denver or the Quanah, and that both the line proposed by 
the T. P. & G. and the lines proposed by the Denver would be 
superior to the Quanah, in this respect. Neither the T. P. & G. 
nor the Quanah would serve directly either Lubbock or Plainview, 
the principal centers of the east central part of the Plain. The 
T. P. & G. would afford a direct outlet to Fort Worth from Knox, 
Kaylor, King, Cottle, and Parmer counties, Tex., and Curry and 
quay counties, N. M. None of the other proposed lines would open 
a direct ‘route from these counties. The record shows, however, 
that a more direct outlet from these counties to Fort Worth is 
of less importance than such an outlet from Lubbock, Plainview 
and the country around those cities. The T. P. & G. would also . 
give a shorter and more direct route from a source of coal supply 
on joint-line routes, to a large part of the south and central Plain 
and to a limited area east of the Cap Rock, and tend to reduce the . 
cost of coal at the point of rail delivery. The chief benefit from 
the railroad as a coal carrier, however, would be the reduction of 
trucking charges on coal used in those areas of the tributary terri- 
tory now remote from a railroad. The other lines proposed would 
accomplish this result for the areas which they would serve. 


The T. P. & G. would give competitive service to large areas 
around Tucumcari, Friona, Tulis, Paducah, and Truscott; the Den- 
ver to large areas around Plainview, Lockney, and Lubbock, and 
to a limited area west of Plainview; and the Quanah only to the 
territory around Floydada. Construction of the line proposed by 
the T. P. & G. would utilize and strengthen the Gulf, but would 
divert from the Quanah considerable traffic that it can not well 
afford to lose. It would also divert some traffic from the Orient, 
but not enough to seriously affect it. Extension of the Quanah’s 
line to Floydada would increase its earnings and probably enable 
it to improve its service. The line proposed by the T. P. & G., 
the Denver’s lines, or the Quanah extension would divert traffic from 
the Santa Fe, but the development that would follow the construc- 
tion of any of the lines would probably more than offset the losses 
from the traffic diverted. 


The cost of constructing the line proposed by the T. P. & G. 
would probably be much more than the applicant’s estimate. The 
line might easily cost as much as the Denver has estimated, or it 
might be so built as to come within the applicant’s estimate, ex- 
cept as to interest during construction. It seems probable, how- 
ever, that it would cost at least $9,000,000 to build the line and 
there would be no real economy in building it for less, if it 
could realize approximately the traffic estimated by the applicant. 
On all the evidence it seems reasonable to conclude that the initial 
cost of building and equipping the proposed line would be about $12,- 
000,000. The evidence indicates that the estimates of the T. P. 
& G. as to its probable traffic and revenue are too high. The show- 
ing of the T. P. & G. is insufficient to convince us that its pro- 
posed railroad would be able to earn its fixed charges during the 
first five years of operation. 

The estimates of the Denver and the Quanah covering the cost of 
their respective projects appear to be reasonable. Their estimates 
of traffic and revenue are probably too sanguine. Development of 
the territory to be served should ultimately justify the additional 
investment proposed by the Denver. The traffic the Quanah is likely 
to get would hardly seem to warrant the investment proposed, but 
might do so in view of the effect on the rest of the line, which ap- 
pears to earn a fair return in a country that averages no better, 
probably worse, than that to be traversed by the proposed extension. 

The Denver and the Quanah are prepared to finance their pro- 
jects and to carry the burden of the investment through lean years 
that are likely to be experienced following completion of construc- 
tion. The Denver’s lines are to cost more per mile and would prob- 
ably be superior in physical characteristics to the line proposed 
by the T. P. & G. Both the Denver and the Quanah would have better 
grades against westbound traffic. The ability of the T. P. & G. to 
finance its project is very doubtful. A long time has elapsed since 
its application was made and the record shows little progress in 
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getting subscriptions to the preferred stock. The plan of financing 
proposed would put a very heavy fixed charge on the property which 
it probably could not carry in the early years of operation. 

A plan for bringing the service of the T. P. & G,. to the prin- 
cipal commercial centers of the South Plains and for its proper 
financing and operation was suggested in the proposed reports. The 
plan contemplates the utilization of the Gulf and of part of the 
Quanah’s line, extended as proposed, the construction of a line from 
Floydada to Lubbock, and of a line from Floydada to Plainview in the 
event trackage rights can not be secured over the Floydada branch, 
and the sale of the promoters’ interests in the T. P. & G. to one of 
the major carriers, other than the Denver or the Santa Fe, with 
which connection would be made. The plan is opposed by the Quanah 
and is not entirely acceptable to the T. P. & G., which suggests cer- 
tain changes. None of the major carriers mentioned in the plan have 
manifested any interest in it, and its approval would result in con- 
siderable delay in the provision of rail facilities for which the record 
shows there is urgent need. é . 

The brief of the state of Texas supports the application of the 
Denver regardless of what disposition may be made of the applica- 
tions of the Santa Fe or the T. P. & G. It points out that the Den- 
ver’s lines would give the South Plains one-system service to Colo- 
rado and, by connection with the Burlington and its two controlling 
systems, one-system connection with the entire northwest and claims 
that construction of the lines would benefit the whole state of Texas. 
Other reasons given by the state for granting the Denver’s applica- 
tion are in substance urged by the Denver and the South Plains 
committee and have been noted above. 

Upon the facts presented we find that the present and future 
public convenience and necessity require the construction by the 
Fort Worth & Denver South Plains Railway Company of the lines of 
railroad described in the application in No. 4769 and subsequently 
modified as stated herein, one extending from Estelline through 
Plainview to Dimmitt, and the other from Silverton to Lubbock, and 
construction by the Quanah, Acme & Pacific Railway Company of the 
extension from McBain to Floydada described in the application in 
No. 4959; but do not require and will not require the construction 
by the Texas Panhandle & Gulf Railroad Company of the lines of 
railroad described in the application in No. 3134, or the construc- 
tion by the Pecos & Northern Texas Railway Company of any of 
the lines of railroad described in Nos. 4747, 4756 and 5372. 

The application of the T. P. & G. and the applications of the 
Pecos in Nos. 4747 and 4756 will be denied without prejudice to 
renewal should the Denver fail to complete its proposed lines to 
Dimmitt and Silverton on or before December 31, 1929, and the ap- 
plication of the Pecos in No. 5273 will be denied without prejudice 
to its renewal should the Quanah fail to compete its proposed ex- 
tension to Floydada on or before December 31, 1928. Appropriate cer- 
tificates and orders will be entered. 


L. & N. OBLIGATION AUTHORIZED 


In a mimeographed report by division 4 in Finance Docket 
No. 5870, the Commission has authorized the Louisville & Nash- 
ville to assume obligation and liability, as lessee, in respect of 
securities of the Cumberland & Manchester Railroad Company. 
The securities are as follows: A note of $375,000; $125,000 of 
general mortgage bonds; $70,000 of equipment trust certificates; 
and $36,000 of Horse Creek branch first mortgage serial bonds. 
The L. & N., by order of the Commission dated July 27, 1926, 
was authorized to acquire control of the Manchester, provided 
that an application under section 20a of the act was filed by the 
L. & N. for authority to assume obligation and liability, as 
lessee, in respect of the bonds and other obligations of the 
Manchester. The L. & N. owns all the stock of the Manchester. 
It proposed, if the authority sought in the instant case was 
granted, to execute a 10-year lease of the Manchester, paying as 
rental interest and dividends on the outstanding note, bonds and 
equipment-trust certificates, all taxes and assessments levied on 
the leased railroad and other property owned by the company 
and, in addition, the expenses of maintaining the Manchester’s 
corporate existence. The note for $375,000 will mature June 15, 
1931. It is held by the government as evidence of a loan to the 


Manchester under section 210 of the transportation act. 
s EE ——— 





EXTENSION OF ST. L., B. & M. 


The St. Louis, Brownsville & Mexico Railway Company, in 
a mimeographed report by division 4, in Finance Docket No. 
5745, has been authorized by the Commission to construct an 
extension of its line in Willacy county, Tex., from a point near 
Raymondville to a point near the Hidalgo-Cameron county flood- 
way, a distance of approximately 18 miles. Request for permis- 
sion to retain excess earnings was denied. The St. L., B. & M. 
is controlled, through stock ownership, by the New Orleans, 
Texas & Mexico Railway Company, which in turn is controlled 
by the Missouri Pacific. The object of construction of the ex- 
tension is to promote further agricultural development of the 
section it would serve, an area estimated at 154,000 acres, of 
which 20,000 acres are under cultivation. It was stated that the 
present hauls to the applicant’s main line ranged from 10 to 12 
miles from some of the area now under cultivation and that that 
was too long a distance to haul winter vegetables and other 
perishable products. The estimated cost of construction was 
given as $441,578. Under the Commission’s order, construction 
of the extension must be begun not later than March 1, 1927, and 
completed not later than March 1, 1928. 


UNCONTESTED FINANCE CASES 


The New Orleans, Texas & Mexico has been authorized to acquire 
control of the San Antonio Southern by purchase of capital stock. 

The Winchester & Western has been authorized to issue $30,000 
of receiver’s certificates. 

The Crooksville Telephone Company has been authorized to ac- 
quire certain properties of the Perry County Telephone Company. 

he Commission has approved applications of the Chesapeake & 

Hocking to issue $70,000 of capital stock and not more than $12,500,- 
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000 of promissory notes, and of the Chesapeake & Ohio for authority 
to acquire control of the Chesapeake & Hocking by purchase of its 
stock. The Chesapeake & Hocking was organized in the interest of 
the C. & O. to construct a 63-mile line between Gregg and Valley 
Crossing, O., to connect the C. & O., and the Hocking Valley. 

The Gulf, Colorado & Santa Fe has been authorized to issue to 
the Santa Fe one 6 per cent general mortgage bond for $21,310,000 
to refund bonds in like amount now held in pledge. 


FINANCE APPLICATIONS 


The Carolina Southern Railway has applied to the Commission 
for authority to acquire and operate the line of railroad of the Well- 
ington & Powellsville Railroad, extending from Ahoskie to Windsor, 
N. C., a distance of approximately 22 miles. The applicant proposes 
to convert the line from narrow to standard gauge. 

The Cache Valley Railroad has applied for authority to abandon 
its line from Sedgwick to Light, Ark., a distance of about 9 miles, 

The Northern Pacific has applied for authority to abandon its 
Coda branch, which extends from Iron River to Coda, Wis., a distance 
of 9 miles. Part of the branch was abandoned under permission of 
the Commission but the part in issue now was required to be kept 
in operation. The applicant said the results of further operation did 
not justify continuance of the 9-mile line operation. : 

The Wichita Falls, Ranger & Fort Worth has applied for au- 
thority to issue $2,500,000 of 5% per cent first mortgage gold bonds 
and $1,500,000 of common stock in connection with settlement of the 
cost of the construction of its line from Dublin to Jimkurn, Tex., 
which was completed before the effective date of the Commission’s 
control over construction of new lines. 

The Reading Company has asked for authority to guarantee the 
payment of the principal and interest on an issue of $3,000,000 of 
first mortgage bonds of the Philadelphia Grain Elevator Co. of which 
the Reading owns 97.7 per cent of the stock. The money is to be 
used to construct a concrete elevator with a capacity of 2,500,000 
bushels to take the place of a frame elevator having a capacity of 
1,500,000 bushels which the applicant says has become obsolete. 

The Missouri Pacific has asked for authority to issue $13,156,000 
of 5% per cent secured serial gold bonds and sell them at 97, to Kuhn, 
Loeb & Co. The proceeds are to be used to redeem, at par, 15-year 7 


per cent of sinking fund notes now outstanding which will become due 
January 17, 1927. 


FINANCE CASES CONSOLIDATED 


The Commission has consolidated for hearing, argument and 
disposition Finance Docket No. 5688, application of C. C. C. & St. 
L. for authority to acquire control under lease of the Cincinnati 
Northern and the Evansville, Indianapolis & Terre Haute, and 
Finance Docket No. 5690, application of the New York Central 
for authority to acquire control under lease of the railroad sys- 


tems of the C. C. C. & St. L., the Michigan Central, and the 
Chicago, Kalamazoo & Saginaw. 


PETROLEUM ORDER MODIFIED 


The Commission has issued a mimeographed supplemental 
order in I. and S. No. 2665, petroleum oil and its products from 
Texas to Mississippi River Crossings (see Traffic World, Novem- 


ber 18, p. 1106, under heading “Higher Oil Rates Justified), as 
follows: 


Good cause appearing therefor: 

It is ordered, That the third paragraph of the Commission’s order 
in the above-entitled proceeding, dated November 5, 1926, be, and it 
is hereby, amended to read as follows: 

‘It is ordered, That the respondents be, and they are hereby, 
notified and required to cancel said schedules in so far as they 
relate to rates on fuel oil and other low grade petroleum products 
from Wichita Falls and Fort Worth, Tex., and points grouped with 
them on or before December 2, 1926, upon notice to this Commission 
and to the general public by not less than one day’s filing and post- 
ing in the manner prescribed in section 6 of the interstate commerce 
act without prejudice to the filing, on not less than one day’s notice, 
of new schedules in accordance with the conclusions expressed in said 
—- —e rates on fuel oil and other low grade petroleum 
products.” 


And that the fourth paragraph of said order be, and it is hereby, 
amended to read as follows: 

“It is further ordered, That the order heretofore entered in this 
proceeding suspending the operation of said schedules in so far as 
it relates to rates other than those referred to in the next preceding 
paragraph hereof, be, and it is hereby, vacated and set aside as 
of November 29, 1926, and that this proceeding be discontinued.” 


The modification was made as the result of the following 


telegram from J. E. Johanson, of the Southwestern Freight 
Bureau: 


Commission’s order November 5, I. & S. Docket 2665, requires 
that suspended schedules be canceled without prejudice to filing upon 
statutory notice, new schedules in accordance with the conclusions 
expressed in said report. Commission is respectfully urged to modify 
this order to allow suspended schedules to take effect on December 
2, aS proposed, except in so far as such schedules are inconsistent 
with the findings of the Commission on low grade oils, and to au- 
thorize publication on not less than one day’s notice, rates on low 
grade oils to conform to the Commission’s findings. The present order, 
unless modified, as above suggested, deprives carriers of rates which 
have been fully justified and requires continuation of fourth section 
departures at intermediate points which carriers seek to avoid. 


Mr. Johanson was notified that the order was amended in 
accordance with his suggestion. 


CHANGE IN DOCKET 
Argument in No. 17257, American Cement Tile Mfg. Co. vs. 


A. & R. R. R. Corp. et al., assigned for November 27, at Wash- 
ington, D. C., was canceled. 


Argument in finance 5149, 4807, and 5150, set for November 
27, at Washington, D. C., was postponed. 
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ILLINOIS COAL RATES 


In a supplemental report on further hearing in No. 11703, In 
the Matter of Intrastate Rates within the State of Illinois, 
Examiner William J. Koebel said the Commission should find 
that a modification of the Commission’s order of January 11, 
1921, giving effect to findings in a report in this proceeding, 60 
I. C. C. 92, in respect of rates on soft coal, from the Fulton 
County-Peoria district to Canton, Peoria and Galesburg, IIl., was 
not warranted. 

The question of the Commission lifting its order setting 
aside state-made rates on coal, so as to allow the Illinois com- 
mission to deal with the matter, was presented in the form of 
a formal complaint, No. 14052, International Harvester Co. 
et al. vs. Chicago, Burlington & Quincy. The Canton Gas & 
Electric Co. was the co-complainant with the International 
Harvester Co. 

Instead of proceeding with the complaint on the formal 
docket the Commission treated the complaint of the harvester 
and gas companies as petitions to have its order issued in the 
thirteenth section proceeding involving Illinois coal rates lifted. 

The question as stated by the examiner was as to whether the 
intrastate rates, from mines in Fulton and Peoria counties in 
effect January 11, 1921, the date of the Commission’s order 
which struck down the Illinois rates, were so related to con- 
temporaneous interstate rates as to have been unduly prefer- 
ential of traffic under intrastate rates, as to be unduly prejudicial 
to traffic under the interstate rates, or to result in unjust 
discrimination against interstate commerce. The complainants, 
treated as petitioners, asked the federal commission to find that 
the rates made by the Illinois commission were not so related 
to interstate commerce in the period ended June 30, 1922, as 
to contravene the provisions of the interstate commerce act. 
The complainants alleged that the rates in the period January 
11, 1921, and April 18, 1922, were unreasonable, unjustly dis- 
criminatory and on a higher level than the rates of the respond- 
ents contemporaneously maintained for the transportation of 
freight under similar circumstances and conditions in intra- 
state and interstate commerce. In disposing of the case the 
examiner said: 


Respondents say that this Commission dealt with Illinois intra- 
state rate primarily as a revenue matter in Illinois Freight Rates, 60 
. C. C. 92. Much of that report was devoted to a discussion of the 
rates and revenues on coal, one of the most important commodities 
handled by Illinois carriers. It is claimed that, because of the gen- 
eral relationship of the rates under consideration to other coal rates, 
this traffic would fail to contribute its just share to the revenues 
found necessary in that decision if these petitions were granted. 

Considerable evidence was introduced by respondents with re- 
spect to the effect upon the coal revenues of Illinois carriers if the 
basis used by the Illinois commission in fixing rates to Canton, Peoria 
and Galesburg and other points, upon complaints of these petitioners 
and others, were applied to coal rates throughout Illinois. They calcu- 
late that the average reduction would be about 20.8 per cent, and that 
the reduction. in the revenues on such coal would be greater than the 
entire amount in controversy in Illinois Freight Rates, thus nullifying 
the relief there afforded. 

As previously stated, rates resulting from the findings and orders 
of the Illinois commission upon the complaints of these petitioners 
and others before that body are not in issue here. The ‘‘sole question” 
presented for determination by the orders reopening this proceeding 
is “whether the intrastate rates on bituminous coal’? from and to 
these points “in effect on January 11, 1921, were so related to con- 
temporaneous interstate rates on the same commodity from, into, or 
through the state of Illinois’ as to have been unduly preferential and 
unjustly discriminatory against interstate commerce. The Indiana 
intrastate short-haul rates, strongly relied upon by petitioners, can 
not be accepted as the measure of these Illinois rates. Indiana Case, 
pp. 342-348, and 346. 

Coal moving from and to these points is in competition with coal 

moving in interstate commerce. Considering the level of the con- 
temporaneous interstate rates shown of record to and from Illinois 
for hauls comparable with those under the rates in issue it appears 
that the latter were unlawful in violation of section 13(4) of the 
interstate commerce act. 
___The Commission should find that the evidence of record does not 
warrant a modification of its order of January 11, 1921, in this pro- 
ceeding with respect to the rates here in issue. The petitions under 
consideration and hereinbefore described should be denied; and the 
complaint in No. 14052 should be dismissed. 


ALTERNATIVE APPLICATION RULE 


Examiner E. P. Hurley has recommended the dismissal of 
No. 17378, Cook & Gill Co., Inc., et al. vs. Chicago & Alton et al., 
on a finding that the rates charged on automobiles and rubber 
tires, carloads, from Detroit, Mich., and Kenosha and Cudahy, 
Wis., to points in Oregon and Washington, between July 7, 1922, 
and October 26, 1923, were applicable and not illegal, as alleged 
im the complaint. Illegality alone was alleged. 

Hurley started his report by saying the shipments were 
domestic in character. The controversy arose over the signifi- 
cance of alternative application rules carried in Countiss tariffs. 
Westbound Transcontinental Tariff 4-Q, I. C. C. No. 1085, which 
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preceded 4-R, Hurley said, originally consisted of three sections, 
each carrying an alternative application rule or clause, provid- 
ing, in effect, that if the rate in any other section made a 
lower charge on any shipment, such lower charge would be ap- 
plicable. By supplement No. 34, effective June 1, 1922, a fourth 
section was added, publishing rates on certain commodities, in- 
cluding automobiles and tires. The rates were designated as 
“BHxport Rates to Pacific Coast Ports. Applying only on traffic 
destined to and consigned through to Hawaiian islands.” That 
section also carried an alternative application rule. It said 
that if the rate in any of the three preceding sections made 
lower than the rates in the fourth section, the lower charges 
would apply. A month later 4-Q became effective. It carried 
a conspicuous caption setting forth that the rates therein, to 
Pacific coast ports, applied on traffic destined to and consigned 
through to Hawaiian islands. That legend appeared on each 
page of the fourth section. 

The examiner said the only question was one of tariff inter- 
pretation. The question, concretely, he said, was as to whether 
the governing tariffs, in the period of the complainant’s ship- 
ments, were so constructed as to require the application, on 
rubber tires and antomobiles, of the lower rates prescribed in 
section 4, in lieu of. those in sections 1 and 2. In support of 
their proposition the complainants submitted the decision of 
January 4, 1926, by the federal court for the district of Oregon 
in John H. Lothrop vs. Spokane, Portland & Seattle et al., in 
which the identical question was considered. The testimony in 
that case was made a part of the record in this case. Hurley 
said the court found, in effect, that the tariff provisions were 
ambiguous and contradictory, and therefore had to be construed 
in favor of the plaintiff. It should be noted, in this connection, 
says Hurley, that the court decision has been appealed. 

Complainants argued, said Hurley, that inclusion of the rule 
in section 4 was unnecessary unless the carriers desired to give 
it effect without regard to the caption of the section. They also 
emphasized the fact that the carriers, after publishing the export 
rates in section 4 without the alternative application clause, 
later added it. They urged that amendatory matter, because of 
later publication, must be held to have abrogated that which 
preceded, if in positive derogation thereof, and that if it created 
on ambiguity only, the shipper was entitled to that construction 
most favorable to him. 

The carriers contended that the rule did not apply indis- 
criminately to any rate between any points, but than, in respect 
of section 4, it applied only to rates applicable to the commodities 
therein and subject to all the rules governing the use of those 
rates. 


Hurley came to the conclusion that rates in section 4 were 
clearly limited to shipments moving to shipside at the ports and 
destined for export. The shipments involved were not destined 
for export. Nor were they exported, hence Hurley’s conclusion 
that the complaint should be dismissed. 


INAPPLICABLE RATES CHARGED 

Examiner W. K. Berryman, in No. 17529, Dann-Gerow Co., 
Inc., vs. Atlantic Coast Line et al., said the Commission should 
find the rate charged on four carloads of brick shipped from 
Shawnee, O., to St. Petersburg, Fla., between March 3, and 
December 5, 1924, inapplicable and award reparation. A com- 
bination of 40.5 cents was collected. By applying the Sligo 
rule, the examiner found that the applicable rate was 38.5 cents 
and said the Commission should award reparation to that basis. 


RATE UNDULY PREJUDICIAL 


A finding of undue prejudice, but not of unreasonableness, 
has been recommended by Examiner Paul O. Carter, in No. 
17732, Manufacturers’ Association of Chicago Heights, on behalf 
of American Stoveboard Co. vs. Baltimore & Ohio Terminal 
et al., as to a rate of 24.5 cents on lumber from Angora, Minn., 
to Chicago Heights, applied on shipments between June and 
November, 1923. The complaint also alleged that the rate in 
effect at the day of the hearing and the present rate was and 
is unreasonable, and, as compared with rates on like traffic from 
Angora and Tower, Minn., to destinations in Illinois and Wis- 
consin, unduly prejudicial. The Commission was asked to 
authorize the waiving of undercharges and prescribe a reason- 
able rate for the future. Carter said the Commission should 
find the rate was unduly prejudicial to the extent it exceeded 
the rate from Tower but that it was not and that the present 
rate of 22 cents is not unreasonable. He said that inasmuch as 
the undue prejudice had been removed, no order for the future 
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was necessary. He said no proof of damage was made and 
that the undercharges should be collected. 


OIL TO INDIANA 


Examiner William H. Smith has recommended the dismissal 
of No. 15822, Indian Refining Company vs. Cleveland, Cincinnati, 
Chicago & St. Louis, on a finding that the rates on petroleum 
products, from Lawrenceville, Ill., to Greencastle, Indianapolis, 
LaFayette and Fowler, Ind., applied on shipments between May 
4, 1922, and November 20, 1923, were applicable and not unrea- 
sonable. A number of consignees of petroleum products inter- 
vened to ask reparation on account of charges made on ship- 
ments in the same period. The rates were alleged to violate the 
first, fourth and sixth sections. 

The complainant contended that under the intermediate 
point rule, a rate of 16 cents, applicable from Lawrenceville to 
Chicago, was the proper rate to have applied on the shipments 
in question. Instead, rates of 17.5 to Greencastle, 19.5 to Indian- 
apolis, 21 cents to LaFayette and 22 cents to Fowler were ap- 
plied. The last mentioned was a specific classification rate. 

The examiner disposed of the intermediate point or inter- 
mediate station rule on the authority of Standard Oil Company 
vs. A. T. & S. F., 113 I. C. C. 597, the case that has created an 
uproar among traffic men because, as they contend, the Com- 
mission thereby reversed a long line of cases pertaining to open 
routes and closely related points. He applied the rule in the 
Iten Biscuit case to get rid of the fourth section features and 
on the question of reasonableness came to the conclusion that 
the lower basis of rates in Illinois territory than that applicable 
between Illinois and Indiana was no reason for reducing the 
rates to Indiana points. 


LUMBER RATES CONDEMNED 


In a proposed report on No. 17658, Dawkins Lumber Com- 
pany vs. Chesapeake & Ohio et al., Examiner J. Edgar Smith 
said the Commission should find the through rates on lumber, 
from Royalton, Ky., a point served by the Kentucky Railway, a 
short-line connection of the Chesapeake & Ohio, to points in 
central territory unjust, unreasonable and unduly prejudicial in 
that they are composed of a local rate from Royalton to Daw- 
kins, Ky., not in issue in this case, plus the full rate published 
by the Chesapeake & Ohio and connections from Dawkins to 
final destinations, whereas, from similarly situated points on an- 
other short line connecting with the C. & O. at Meadow Creek, 
W. Va., to points in the same territory, through rates are based 
upon proportional rates from Meadow Creek. The proportional 
rates, Smith said, were lower than the full or local rates from 
the same junction point. 

Smith said the rates from Royalton were not unreasonable 
or unduly prejudicial by reason of being the full combination of 
locals but that they were unjust, unreasonable and unduly preju- 
dicial in and to the extent they were made up of the local rate 
of the Kentucky Railway to Dawkins and the full locals from 
Dawkins, whereas from competitive points served by the Sewell 
Valley, another short-line connection of the C. & O., the through 
rates were combinations of the local of the Sewell Valley to 
Meadow Creek plus proportionals from Meadow Creek to desti- 
nations. 





RATES ON LUMBER 


An award of reparation has been recommended by Examiner 
S. A. Aplin in No. 18261, S. L. Culler Lumber Company vs. C. B. 
& Q. et al., on a proposed finding that rates charged on lumber 
from Buick, Mo., to Hillsdale, Mich., in the period from June 
1, 1923, to May 1, 1924, were in excess of the applicable rates. 
No appearance was entered for defendants. The rates charged 
varied from 41.5 to 44.5 cents. The applicable rate was 41 cents, 
the examiner said, following the Sligo Iron Store case. 


CHARGES ON TRACTORS 

Dismissal of the complaint and direction for refund of over- 
charge have been recommended by Examiner A. J. Sullivan in 
No. 17935, Holt Company of Texas vs. Southern Pacific et al., 
on a proposed finding that complaint, alleging that charges 
collected on a carload of caterpillar tractors from Stockton, 
Cal., to Dallas, Tex., were unreasonable, in violation of the long- 
and-short-haul provision of the fourth section and inapplicable, 
be found barred by limitation as to allegations of unreasonable- 
ness and violation of fourth section. He said the rate charged 
was inapplicable and that there was an outstanding under- 
charge that should be promptly refunded. 


DISMISS, SAYS EXAMINER 


Examiner R. L. Shanafelt has recommended the dismissal 
of No. 17709, Merchants’ & Planters’ Compress & Warehouse Co. 
vs. Demurrage & Storage Bureau, Galveston Bay Lines et al., 
on a finding that the demurrage, free-time rules and charges on 
interstate shipments of cotton to back-from-the-water-front 
facilities at Galveston are not unreasonable or unduly prejudicial 
or preferential. The complainant operates what are known as 
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a back-from-the-water-front facilities where cotton, moving in- 
bound by rail, is unloaded, compressed, concentrated or stored 
and delivered by dray to water-front piers for export or coast- 
wise movement, or to local dealers according as its customers 
may direct. Others similarly situated intervened. 

In effect their complaint, Shanafelt said, was that the free- 
time provisions and the demurrage rules and charges were 
unreasonable and unduly preferential of competitors at New 
Orleans. The Galveston Commercial Association intervened in 
behalf of the complainant and interveners and the New Orleans 
Joint Traffic Bureau intervened to protect New Orleans’ interests. 
Terms at New Orleans were alleged to be more liberal. Wit- 
nesses for the carriers, parties to the demurrage tariffs, and 
New Orleans said the demurrage tariffs were not applied at 
New Orleans as interpreted by the complainants and that the 


applications were made under conditions that did not prevail 
at Galveston. 





LUMBER RATES NOT UNREASONABLE 


Examiner S. A. Aplin has recommended the dismissal of No. 
18254, H. F. Stanley Lumber Co. vs. Alabama & Vicksburg et al., 
on a finding that rates on lumber, from points in Mississippi 
to Mariemont, O., are not unreasonable. The complaint was 


that they were unreasonable to the extent they exceeded rates 
to Cincinnati. 


GLUTEN FEED RATES 


Examiner Charles W. Berry has recommended the dismissal 
of No. 18071, American Maize Products Co.’s New York Central 
et al., on a finding that rates charged and rates now applicable 
on gluten feed, in carloads, from Roby, Ind., to stations in New 
York on the Ulster & Delaware were and are not unreasonable 
or unduly prejudicial. The examiner said a mere showing of 
the rates and distances was not sufficient to warrant a finding 
of unreasonableness, although the earnings thereunder might 
be high in comparison with those of carriers generally. 


APPLICABLE RATES CHARGED 


Examiner Harris Fleming has advised the Commission to 
dismiss No. 16615, Armour & Co. vs. Director-General, as agent, 
on a finding that the applicable rates were charged on various 
shipments of hogs made in the federal control period, from 
Peoria, Ill., to Chicago and East St. Louis. The question was 
one of tariff interpretation, the complainant contending that 
the lower rates were applicable on hogs from Peoria because 
all hogs were “from beyond,” on which sort of hogs the lower 
rates, commonly called proportionals, were applicable. The 
complainant contended the local rates from Peoria were mere 
paper rates and applicable only to such hogs as might be raised 
in Peoria and that the proportionals applied on hogs that might 
be driven across the city line into Peoria. The examiner said 
that such an interpretation of a tariff could not be accepted. 
He said that when the words “from beyond” are used in a tariff, 


as in the one in question, they implied a rail haul beyond the 
rate-breaking point. 





TENTATIVE VALUATION REPORTS 


: Great Southern Railroad Company, $678,660, as of June 30, 1916. 
North Charleston Terminal Company, $112,500, as of June 30, 1919. 





FINAL VALUATION REPORTS 


Valuation docket No. 588, Colorado, Wyoming and Eastern, 116 
I. C, C. 329-60, firfal value, for rate-making purposes, of the property 


owned and used for common carrier 5 
ag ged ge * e er purposes, found to be $1,882,785, 


Valuation Docket No. 803, Port Townsend and Puget Sound Rail- 
way Company et al., opinion No. B-400, 116 I. C. CG. 361-90, final 
value for rate-making purposes of property owned and used for com- 
mon carrier purposes, found to be 3,790, and of property used but not 
owned, $777,875, as of June 30, 1917. The report also embraces the 


valuation of the property of the Port Town 
eae eae y send Southern Railroad 


SUSPENDED TARIFFS 


: In I. and S. No. 2795, the Commission has suspended from 
November 20 until March 20, schedules as published in supple- 
ments Nos. 3 and 2 to New York Central (Ohio Central Lines) 
I. C. C.-O. C. Nos. 197 and 198, respectively. The suspended 
schedules propose to restrict the application of transit privileges 
on carload shipments of grain and feed at Charleston, W. Va., 
when originating at points on the New York Central Railroad 
(Ohio Central Lines) or beyond, and destined to certain points 
on the Chesapeake & Ohio Railway in Kentucky and West Vir- 
ginia, resulting in the application of higher combination rates in 


lieu of the present joint through rates. The following statement 
is illustrative: 


On flour, C. L., from St. Marys, Ohio, to Elkhorn City, Ky., pres- 
ent 30.5, proposed 41.5; Toledo, Ohio, present 30.5, proposed 48. . 


In I. and S. No. 2796, the Commission has suspended from 
November 20 until March 20, schedules as published in Gal- 
ligan’s tariff I. C. C. No. 84. The suspended schedules propose 
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to apply combination rates in lieu of the present through rates 
on sand and gravel, in certain instances, between points outside 
the Chicago terminal district on the one hand and points within 
the Chicago terminal district on the other hand which would re- 
sult in increased charges on this traffic. The following is 
illustrative: 


Sand, in carloads, rates in cents per 100 pounds, from Eau Claire, 
Wis., to South Chicago, Ill., via C. & N. W. and I. H. B. Rys., pres- 
ent 9%, proposed 11%. 


In I. and S. No. 2797, the Commission has suspended from 
November 21 until March 21, schedules as published in Supple- 
ment No. 6 to Agent J. E. Johanson’s tariff I. C. C. No. 1853. 
The suspended schedules propose to increase the joint through 
rates on clean rice and rice flour, carloads, from points in 
Louisiana to the South Atlantic Coast Ports, when from stations 
on the Gulf Coast Lines, Texas & Pacific Ry., and Southern 
Pacific lines in Louisiana, and to apply higher combination rates 
from all other points in Louisiana. The following is illustrative: 


To Charleston, S. C., and Jacksonville, Fla., from Crowley, La. 
(N. O. T. & M.), present 50, proposed 58; Alexandria, La. (T. & P.), 
present 50, proposed *58; Goldman, La. (Mo. Pac.), present 50, pro- 
posed {671%4. 


*When via C. R. I. & P. Ry.-L. & A. Ry.-L. R. & N. Co. or Mo. 
Pac. R. R. apply combination rate of 67%%4c. 
~Combination rate. 





COKE FROM ALABAMA 


The refusal of the Commission to suspend rates on by- 
product coke from Alabama points to Michigan destinations 
(Traffic World, November 20), it is believed, will be followed by 
the Pennsylvania and the Baltimore & Ohio concurring in rates 
which they refused to accept when the Louisville & Nashville, 
speaking of that road as typical of the southern lines, proposed 
them. The Big Four accepted the proposal of the southern 
lines and thereby became their preferred connection, in that re- 
spect at least. Northern coke makers did not like the action of 
the Big Four. The refusal of other northern lines to concur 
was ascribed to the influence of the northern shippers. = 

Efforts were made by northern shippers, after the division 
handling the subject had refused to suspend the tariffs, to bring 
about a reversal so as to have an investigation and suspension 
proceeding created in which, as the northern shippers thought, 
the whole subject of rates on coke, in central territory and from 
points in the south to that territory could be discussed and 
fought out. The commissioners, however, refused to change their 
action. The recourse of the northern producers, therefore, is to 
file a formal complaint, if they desire, to bring in issue the rea- 
sonableness of the rates in central territory and the relative 
reasonableness of rates from the south into that territory. 

At the conferences preceding the filing of the tariffs which 
the Commission refused to suspend, the declaration was made 
that the railroads in central territory admitted that some of 
their rates were out of line. The northern shippers, for the pur- 
poses of the discussion about rates from the south to the north, 
appeared to be willing to accept the assurances of the lines serv- 
ing them that the maladjusted rates would be smoothed out, and 
averse to having the two things joined in any way. The refusal, 
however, of the Commission to suspend is taken to mean that if 
the northern producers want to go into the question they will 
have to file a formal complaint or complaints, the southern ship- 
pers, in the meantime obtaining such benefit as they may from 
the existence of the rates from the more distant ovens alleged 
to be relatively much lower than those from the ovens in various 
parts of central territory. The position of the Louisville & 
Nashville, in the conferences, has been that the rates it pro- 
posed were as high as it could obtain on such traffic and that 
unless it made rates about what it did, and possibly lower, it 
would not obtain any coke for shipment. 


COMMISSION ORDERS 


The petition of Agent J. E. Johanson, for and on behalf of 
carriers parties thereto, for a postponement of the effective 
date of fourth section order No. 9279, rates on grain, grain prod- 
ucts, seeds, hay, straw and related articles to lower Mississippi 
river crossings, entered on application Nos. 638 and 672 of 
Leland, 2659 of Santa Fe, and others, has been denied. 

The Commission has denied the petition of the Gulf, Mobile 
& Northern in fourth section application No. 12958, of the Gulf, 
Mobile & Northern, lumber and related articles, from Gulf, 
Mobile & Northern stations. 

The Chicago Association of Commerce has been permitted 
to intervene in No. 18548, Jones & Laughlin Steel Corp. vs. 
Alton & Eastern et al. 

Endicott Johnson Corporation has been permitted to inter- 
vene in No. 18740, Central Leather Co. et al. vs. Akron, Canton 
& Youngstown et al. 

The Texas Industrial Traffic League and the Southern Kan- 
sas Millers’ Club have been permitted to intervene in No. 18782, 
New Orleans Joint Traffic Bureau vs. Abilene & Southern et al. 
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The Quinton Spelter Company has been permitted to inter- 
vene in No. 18819, Athletic Mining and Smelting Co. et al. vs. 
Santa Fe et al. 

The Western Wallboard Company, Overland Cement Plaster 
Company, Nephi Plaster and Manufacturing Company and 
Jumbo Plaster and Jumbo Plaster & Cement Company have been 
permitted to intervene in No. 18693, Standard Gypsum Co. vs. 
Union Pacific et al. 

The Public Service Commission of Wyoming has been per- 
mitted to intervene in No. 18730, Board of Railroad Commis- 
sioners of the State of South Dakota vs. Santa Fe et al. 

Carson, Pirie, Scott & Company has been permitted to inter- 
vene in No. 18418, Sub. No. 1, the Firestone Tire & Rubber 
Co. et al. vs. Akron, Canton & Youngstown et al. 

The International Paper Company and St. Regis Paper Com- 
pany have been permitted to intervene in No. 18596, Tonawanda 
Paper Co., Inc. (successors to the Daily News Paper Corp.), 
et al. vs. New York Central et al., and No. 18597, Ontario Paper 
Co., Ltd., et al. vs. Canadian National Ry. Co. et al. 

Dwight E. Davis, Secretary of War, has been permitted to 
ageing in No. 18672, Hoboken Manufacturers’ R. R. vs. Santa 

e et al. 

The New Bedford Board of Commerce has been permitted to 
intervene in No. 18798, Fall River Chamber of Commerce vs. 
New York, New Haven & Hartford. 

The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 892, Louisville, Henderson & St. 
Louis Ry. 

The New York Central Securities Corporation and Fonda, 
Johnstown & Gloversville Railroad have been permitted to in- 
tervene in finance No. 5690, in the matter of application of New 
York Central, for authority to acquire control, under lease, of 
the railroad systems of the Big Four, the Michigan Central, and 
Chicago, Kalamazoo & Saginaw Ry. 

Endicott Johnson Corp. has been permitted to intervene in 
No. 18546, United Hide & Fur Co. vs. Baltimore & Ohio et al. 

The Board of City Development (of the City of Amarillo, 
Texas) has been permitted to intervene in No. 18579, J. E. Bry- 
ant Co. vs. Fort Worth and Denver City et al., and No. 18642, 
Arizona Corporation Commission et al. vs. Santa Fe et al. 

The Vera Chemical Co. has been permitted to intervene in 
No. 18775, The Northwest Paper Co. vs. Chicago, Milwaukee & 
St. Paul et al. 

N. Geraci & Co. has been permitted to intervene in No. 
18821, The Salina Chamber of Commerce et al. vs. Santa Fe et al. 

The Chamber of Commerce of Brownsville, Texas, has been 
permitted to intervene in Finance No. 5744, In the Matter of 
Application of San Benito and Rio Grande Valley Railway for 
authority to construct extensions of its lines of railroads in 
Cameron County, Texas. 

The Western Union Telegraph Company has been permitted 
to intervene in Valuation 897, Wabash Railway et al. 

The Southard Feed & Milling Company and Associated 
Jobbers of Los Angeles have been permitted to intervene in 
No. 18669, The Southwestern Millers’ League vs. Santa Fe et al. 

The Western Union Telegraph Co. has been permitted to 
intervene in Valuation No. 896, Spokane, Portland and Seattle 
Railway. 

The Canadian International Paper Co. has been permitted 
to intervene in No. 18596, Tonawanda Paper Co., Inc. (successors 
to the Daily News Paper Corp.) et al. vs. New York Central 
et al., and No. 18597, The Ontario Paper Co., Ltd., et al. vs. 
Canadian National et al. 


PETITIONS FOR REHEARING, ETC. 


The Deering Southwestern, defendant in No. 16930, Dillman 
Egg Case Co. et al. vs. Santa Fe et al. has asked the Com- 
mission for rehearing, reargument and reconsideration. 

The complainant in No. 16443, Birmingham News Company 
vs. Atlanta, Birmingham & Atlantic et al., has asked the Com- 
mission to modify its finding in report and order. 

The complainants in No. 16282, and Sub. 1, McEwing & 
Thomas Clay Products Co. et al. vs. Chicago & Eastern Illinois 
et al., have asked the Commission for reconsideration by the 
whole Commission on the record as made. 

The defendants, St. Louis Southwestern and Deering South- 
western, in No. 16930, Dillman Egg Case Co. et al. vs. Santa Fe 
et al., have asked the Commission to modify its order authoriz- 
ing them to withdraw from participation in through rates on 
lumber and related articles from Caruthersville, Mo., to destina- 
tions in the states of Iowa, South Dakota, Minnesota, Wisconsin 
and Illinois. 

The complainant in No. 17484, C. H. Wheeler Manufactur- 
ing Co. vs. Atlantic Coast Line et al., has asked the Commis- 
sion to grant a rehearing therein. 

Agent Morris, on behalf of defendant carriers parties to 
16741, Kosmos Portland Cement Co. vs. Illinois Central et al., 
has asked the Commission to modify its order dated September 
28, 1926, by extending the effective date of January 7, 1927, for 
a period of ninety days. 

The complainant in No. 17282, Blacker Elevator Co. vs. 
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Union Pacific et al. has asked the Commission to grant a re- 
hearing and reargument therein, and to grant the above cause 
be reopened for interjection and introduction of material evi- 
dence relative to developments shown in the decision. 

The complainant in No. 17723, Dr. Miles Medical Co. vs. 
Baltimore & Ohio et al., has asked the Commission to reopen 
it for further argument before entire Commission, and for modi- 
fication of findings and order. 


IRON AND STEEL-HOCH-SMITH 


The Trafic World Washington Bureau 


The Commission’s never announced but seemingly well- 
established plan of procedure in respect to the Hoch-Smith 
resolution investigation of the quality of the freight rates of the 
country (No. 17000, Rate Structure Investigation) has been 
further extended by the addition of an iron and steel part. The 
addition is to be known as No. 17000, Rate Structure Investiga- 
tion Part 6, Iron and Steel Articles. Parts 3 and 5 had not 
been announced at the time the iron and steel part was insti- 
tuted. 

Seven formal cases, one, an inquiry into Ohio’s intrastate 
rates and six created by complaints, have been assembled under 
No. 17000, Rate Structure Investigation Part 6, Iron and Steel 
Articles. They are as follows: 


No. 17878, rates on iron and steel articles, in carloads, within the 
state of Ohio. 

No. 18547, the Cleveland Chamber of Commerce vs. Atchison, To- 
peka & Santa Fe et al. 


No. 18548, Jones & Laughlin Steel Corporation vs. Alton & East- 
ern et al. 


No. 18627, Cumberland Steel Company vs. Baltimore & Ohio et al. 


= 18667, The American Rolling Mill Company vs. Pennsylvania 
eta 


No. 18688, Inland Steel Company et al. vs. the Akron, Canton and 
Youngstown et al. 


‘ - 18951, the Detroit Board of Commerce vs. Alton & Eastern 
et al. 


The order instituting Part 6 is not exactly like the one con- 
stituting Part 4, the oil section of No. 17000, but the general 
effect is the same. In fact, Part 6 constitutes a general inquiry 
into the rates on iron and steel in Official Classification territory 
because the Commission specifically sets forth that “no decided 
cases relating to rates on iron and steel articles have been 
re-opened, but this will not preclude the Commission from 
reaching conclusions different from those determined in prior 
cases, if such action seems warrented.” In other words, while 
No. 15110, the Jones & Laughlin case, the decision in which was 
so unsatisfactory that the seven formal docket cases used in 
making up Part 6 were filed, was not re-opened, that fact will 
not preclude the Commission from changing the rates therein 
prescribed, if the facts brought out in connection with the hear- 
ing on the cases constituting Part 6 seem to warrant. 

The doctrine of stare decisus does not obtain in Commission 
practice. Therefore the reservation made by the order in Part 
6 was not really necessary. However, the Commission, being 
desirous of putting every one on notice, made that reservation 
so that, if changes are made in the Jones & Laughlin case 
those who are satisfied with it cannot claim they have been taken 
by surprise. The notice in the order instituting Part 6 is warn- 
ing to them, it is believed, that they had better be prepared to 
combat any testimony that may be put in in connection with the 
rates of iron and steel that might tend to cause a change in 
the Jones & Laughlin scale or any other part of the Jones & 
Laughlin decision. 


However, the greatest significance, it is believed, lies in the 
fact that the Commission appears to have come to the con- 
clusion that No. 17000 should be made to cover general investiga- 
tions into the structures of rates on specified widely distri- 
buted commodities such as are usually denominated basic. In 
other words, the Commission appears to have adopted the 
theory that it cannot provide for a transfer of the burden of 
freight rates on products of agriculture to some other traffic 
without first discovering such commodities as may be bearing 
burdens deemed too light in comparison with those on agricul- 
tural products. Thus far, by means of additions to No. 17000, 
the Commission has put rates on classes in Western Trunk 
Line territory, rates on petroleum covering a large part of the 
country and iron and steel rates in Official Classification terri- 
tory in the train of Hoch-Smith inquiries. The order instituting 
the iron and steel part of No. 17000 as as follows: 


There are pending before the Commission a number of formal 
complaints assailing the rates on iron and steel articles, in carloads, 
between certain points within official territory. *Furthermore, on 
December 14, 1925, upon petition filed on behalf of the steam rail- 
roads operating in the state of Ohio, the Commission instituted a 
proceeding, No. 17878, Rates on Iron and Steel Articles, in Carloads, 
within the state of Ohio, to determine whether the rates on iron and 
steel articles, in carloads, in Ohio cause any undue or unreasonable 
advantage, preference, or prejudice as between persons or localities 
in intrastate commerce on the one hand and interstate or foreign 
commerce on the other hand, or any undue, unreasonable, or unjust 
discrimination against interstate or foreign commerce. The Com- 
mission has also pending a general investigation, No. 17000, Rate 
Structure Investigation, which includes, among others, all of the rates 
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assailed in those proceedings. It has concluded to assign for hearing 
No. 17000 in so far as it covers the interstate rates on iron and steel 
articles, tin carloads, between points within official territory with the 
above-entitled proceedings. 

No decided cases relating to rates on iron and steel articles have 
been reopened, but this will not preclude the Commission from reach- 
ing conclusions different from those determined in prior cases if 
such action seems warranted. 

In order to perfect plans for the preparation and presentation 
of data with a view to avoiding duplication and to handle the pro- 
ceedings as expeditiously as possible a preliminary conference will be 
held in the Merchants Association Rooms, 233 Broadway, New York, 
N. ¥., at 9:00 A. M., December 4, 1926, by representatives of this 
pace ane with representatives of state commissions, shippers and 

rriers. 

The time and place for the hearings will be hereafter announced. 
A proposed report will be issued. 





*Official territory for the purposes of this inquiry will be under- 
stood to include the territory east of the Mississippi River and north 
of the Ohio River and the line of the Norfolk & Western Railway from 
Bristol, Tenn.-Va., to Norfolk, Va., as well as the lower Peninsula 
of Michigan and a narrow strip in southern Wisconsin. 

tComprising all of the manufactured iron and steel articles gen- 
erally included in the manufactured iron and steel lists. 

That these parts of No. 17000 will become closely identified 
as parts of the Hoch-Smith inquiry seems to be settled by the 
fact that the Commission, on the day it announced the creation 
of Part 7, put out a notice of revised hearings in what has 
heretofore been designated as No. 18458, the general petroleum 
investigation under its new title No. 17000, Rate Structure 
Investigation (Part 4). The revised hearing program notice is 
as follows: 

Hearing in the above entitled proceeding, now assigned for De- 
cember 10, 1926, at Pittsburgh, Pa., and December 16, 1926, at New 
York, before Examiner Keeler is cancelled, and the above entitled 
proceeding is reassigned for hearing on January 5, 1927, at Pittsburgh, 
Pa., in the Chamber of Commerce Rooms; and January 10, 1927, in 
the Merchants Association Rooms, 233 Broadway, New York, N. Y., 
at 10:00 o’clock A. M., standard time, before Examiner Keeler. 

The above notice embraces the following named proceedings: No. 
18458, rates on petroleum and petroleum products within the territory 
on and east of the Mississippi River and south of the Ohio River and 
east of the Indiana-Illinois state line, and from points without to 
points within said territory. No. 17471, Roxana Petroleum Corp. vs. 
the C. C. C. & St. L. Ry. Co. et al. No. 17561, American Refining 
Co. et al. vs. A. & R. R. R. Co. et al. No. 17911, Arab Gasoline Co. 
vs. the A. & R. R. R. Co. et al. No. 18006, Kansas City Refining 
Co. vs. the A. & S. Ry. Co. et al. 18007, Mid-Continent Refiners 
Traffic Assn, vs. the W. Ry. Co. et al. 18061, Trans-Continental Oil 
Company vs. A. & V. Ry. Co. et al. 18413, Indian Refining Co. vs. 
the A. & V. Ry. Co. et al. 18451, the Muscle Shoals Oil Co. vs. the 
A. & V. Ry. Co. et al. 18605, the Caldwell & Taylor Co. vs. the A. T. 
& S. F. Ry. Co. et al. No, 18199, the Standard Oil Co. of. Ky. vs. 
the A. & V. Ry. Co.et al. 18253, the Texas Company vs. the A. & R. 
R. Co. et al. 18653, Empire Refineries, Inc., vs. A. T. & S. F. Ry. Co. 
et al. 18689, Ohio Valley Refining Company vs. the B. & O. R. Co et al. 


EL PASO WHISKY CASE 


‘ Attorneys for the complainant in No. 16203, Sunny Brook 
Distillery vs. Atchison, Topeka & Santa Fe et al., the case in 
which the complainant, a distiller, seeks to recover money paid 
for the storage of carload of whisky, at El Paso, from August 19, 
1920, to June 14, 1923, have filed a second petition for further 
hearing and/or re-argument. They plainly mark their petition 
as their second. Their contention is and has been that the 
whisky was held by the customs collector at El Paso and that 
therefore the shipment comes within the terms of the demurrage 
and storage tariff providing for exemption from charges when 
freight may be held by “delay by U. S. Customs.” 

Division 1 held with the complainant but the Commission, 
after argument, reversed the division on the ground that there 
was no showing that while the shipment was being held prior 
to attachment by the United States marshal any effort was made 
by the complainant, the consignor, or the drug store in Jaurez, 
Mex., the consignee to submit proper documentary evidence 
necessary for the exportation of the whisky. 

The attorneys retort to that that there was no showing that 
anything required by the regulations had not been done. They 
admitted that the difficulty arose from the fact that the whisky 
was-ordered by liquor dealers in Jaurez, for use as beverage, in 
the name of a drug store in Jaurez. The latter knew nothing 
about the consignment. The collector of customs received in- 
formation that the shipment was beverage whisky so he held it. 
Weeks after that was done the whisky was libeled under the 
prohibition laws and therefore he decided to allow its further 
shipment. 

The complainant asserts that in dismissing the case the 
Commission erred in that it failed to accept the transcript of 
the court proceedings, showing that the collector of customs 
stopped the shipment and that the court proceedings were not 
initiated until long after the detention of the whisky by the col- 
lector of customs. The attorneys said they had never heard of 
any rule or precedent for the action of the Commission (denying 
their first petition) denying a petition for further hearing which 
offered to establish material facts upon which the reversal of 
the decision of division 1 of the Commission was based. 


REIMBURSEMENT OF DEFICIT 


The Commission has certified to the Secretary of the Treas- 
ury that $34,524.86 is due the Crystal River Railroad Company 
under section 204 of the transportation act. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


ests taken from Reporters and sete of National Reporter 
SS published by West Publishing Co. St. Paul, Minn. 
Copyright by West Publishing Co.) 





REGULATIONS OF COMMON CARRIER 


(Supreme Court of Minnesota.) Documents received in evi- 
dence but not included in the settled case, are not before the 
court on appeal. If the settled case shows that documents were 
received, and the certificate of settlement makes no mention of 
them, the fact as shown in the settled case prevails over the 
certificate Sheffield King Milling Co. vs. Chicago Great West- 
ern R. Co., 210 N. W. Rep. 282. 

Under the evidence it is held that the wheat rate and not 
the wheat products rate applied to certain shipments of wheat 
with a milling in transit privilege, and the evidence sustains 
the findings of overcharges.—Ibid. 

(Supreme Court, Fulton County.) Under Const. U. S., art. 
1, sec. 1, cl. 3, no state may impede or interfere with interstate 
commerce, but may, under its police power and in interest of 
public health and safety, regulate certain matters, within its 
jurisdiction until Congress acts.—Board of Hudson River Regu- 
lating Dist. vs. Fonda, J. & G. R. Co., 217 N. Y. S. 780. 

Conservation Law, sections 430-472 (as added by Laws 1915, 
c. 662), relating to river regulation, does not purport to regulate 
commerce, and condemnation of railroad right-of-way under sec- 
tion 430, subd. 1, and section 445 (both sections as added by 
Laws 1915, c. 662), and section 446 (added by Laws 1915, c. 662, 
as amended by Laws 1922, c. 665, sec. 1) is not interference with 
interstate commerce, and district board need not procure con- 
sent of federal authorities, and if relocation of railroad be new 
construction, within interstate commerce act, sec. 1, subds. 18-22, 
as amended by transportation act 1920, sec. 402 (U. S. Comp. 
St., sec. 8563), it is the duty of railroad to apply for consent of 
Interstate Commerce Commission, and board cannot make Inter- 
state Commerce Commission party to proceedings.—Ibid. 


PACIFIC COAST SEAMEN’S CASE 


The Supreme Court of the United States, November 22, in 
No. 306, Cornelius Anderson, suing on behalf of himself and all 
other seamen, vs. Shipowners’ Association of Pacific Coast et al., 
held that the bill brought by Anderson in the lower courts stated 
a case within the anti-trust act. The bill attacked practices of 
the steamship owners and operators with reference to requiring 
seamen to have a discharge book and requiring them to submit 
to other regulations in order for them to obtain employment. 
The court said the only question for consideration was whether 
the bill stated a case within the anti-trust act. The case was 
remanded to the Circuit Court of Appeals for the Ninth Circuit 
for further proceedings in conformance with the opinion of the 
Supreme Court. 


CANAL CONNECTION CASE 


The Supreme Court of the United States, November 22, in 
an opinion delivered by Mr. Justice Stone, in No. 284, United 
States of American and the Interstate Commerce Commission, 
appellants, vs. New York Central, reversed the district court 
of the United States for the northern district of New York in 
the case in which the lower court enjoined an order of the 
Commission requiring the New York Central to provide trans- 
portation service between the public terminal of the Erie barge 
canal at Buffalo and shippers located along the tracks of the 
New York Central and other railroads. 

The state of New York, by its superintendent of public 
works, in a complaint filed with the Commission sought to com- 
pel the New York Central to provide transportation service be- 
tween the public terminal of the Erie barge canal at Buffalo 
and shippers located along its tracks and along the lines of other 
railroads with which it could interchange traffic. A similar 
application had been made to the public service commission of 
New York but the state supreme court set aside an order of 
the state commission, granting the relief prayed for, on the 
ground that the traffic concerned was interstate in character. 

The federal Commission granted the relief sought. (State 
of New York vs. New York Central, 95 I. C. C. 119.) The 
railroad company then filed a bill in equity in the district court 
for northern New York to enjoin the enforcement of the Com- 
mission’s order. The court granted an injunction and the case 
came before the Supreme Court by direct appeal. 

“The jurisdiction of the Commission in this case was prop- 
erly invoked,” Justice Stone said, adding that the only question 
to be considered was the power of the Commission, assuming 
pet _— was but one carrier before it, to issue the order at- 

cked. 

Justice Stone said the Commission had the authority to 
Make the order and that its findings were supported by the 
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evidence. It was contended that the jurisdiction conferred on 
the Commission by paragraph 13 of section 6 of the interstate 
commerce act was limited to interstate commerce, while the 
order related to the transportation of both interstate and intra- 
state traffic. 

Justice Stone referred to the commingling of interstate and 
intrastate commerce and the difficulty of segregating the freight 
passing through the terminal, and said he thought it was clear 
that Congress intended to confer on the Commission power to 
regulate the entire stream of commerce. 

“An interpretation of the statute which would in practice 
require the segregation of all shipments in interstate commerce 
would make compliance with the Commission’s orders impossible 
and defeat the purpose of the act,” the justice said, in con- 
clusion. 


S. P. LAND GRANT RATE CASE 


In No. 239, Southern Pacific vs. United States, the Supreme 
Court of the United States, November 22, in an opinion by Mr. 
Justice Stone, affirmed the Court of Claims. The carrier 
brought suit to recover for the transportation of military ship- 
ments, on order of the War Department, in 1916 and 1917. The 
Court of Claims allowed recovery for five items but denied 
others. The latter were in issue in the appealed case. The 
War Department paid for the shipments in issue at land-grant 
reduced rates. The carrier accepted payment under protest. 
Justice Stone said the record contained no finding of the rea- 
sonable value of the services, and that the petitioner (the car- 
rier) failed, as the court below held, to offer any proof of the 
reasonableness of the rates which it sought to apply to the 
shipments. 


SUPREME COURT ACTION 


Petitions for writs of certiorari were denied this week by 
the Supreme Court of the United States in the following cases: 
No. 589, Missouri, Kansas & Texas vs. United States; No. 629, 
Moore, administrator, vs. B. & O.; No. 645, Atchison, Topeka & 
Santa Fe vs. Mappin, administrator; No. 653, Seaboard Air Line 
vs. Florida ex rel Burr; and No. 654, Atlantic Coast Line vs. 
Florida ex rel Burr. In No. 662, Mellon, as Director General, vs. 
Goodyear, administrator, a petition for a writ of certiorari was 
granted. 


MINNESOTA REVERSED 


The Supreme Court of the United States, in an opinion by 
Chief Justice Taft, in No. 170, Hughes Bros. Timber Co., peti- 
tioner, vs. State of Minnesota, delivered November 23, held that 
pulpwood on which taxes were sought to be collected by the 
state was in interstate commerce. The proceeding involved the 
efforts of the tax collector to collect taxes on personal property 
owned by the Hughes company, including taxes on 10,000 cords 
of pulpwood. The company contended that the pulpwood was 
not subject to taxation in Minnesota at the time it was assessed 
but was in actual transit in interstate commerce by continuous 
route from Minnesota to Michigan. The chief justice said the 
case seemed to the court to come within the ruling of the court 
in Champlain Co. vs. Town of Brattleboro, 260 U. S. 366. The 
local court held against the Hughes company—that the wood 
was not being carried in interstate commerce. The Supreme 
Court of Minnesota reversed the lower court on the ground that 
the judgment was wrong as to the amount of taxes, but other- 
wise affirmed the holding of the lower court. The Supreme 
Court of the United States reversed the Supreme Court of Minne- 
sota, the effect of the decision being that the pulpwood was in 
interstate commerce. 


LUCKENBACH CLAIM REJECTED 


In No. 32, Luckenbach Steamship Company, Inc., vs. United 
States, the Supreme Court of the United States, in an opinion 
delivered November 23 by Mr. Justice Van Devanter, affirmed 
the Court of Claims. The steamship company sued to recover 
what it claimed was just compensation for several barges and 
tugs seized by the government in the war period, not being satis- 
fied with the compensation found just by the President. The 
highest court held it could find no cause for changing the de- 
cision of the Court of Claims which had sustained the award 
made by the government. 


UTILITY VALUATION DECISION 


More than usual interest was evinced this week, among 
those interested in railroad valuation theories, in a decision of 
the Supreme Court of the United States in No. 37, John W. 
McCardle et al., as members of the Public Service Commission 
of Indiana, et al., appellants, vs. Indianapolis Water Company, 
which upheld a higher valuation on the company’s property than 
was fixed by the state commission and which sustained the 
finding of the state commission that the company was entitled 
to earn a return of 7 per cent on the value of its property. The 
highest court said a reasonable return was not less than 7 per 
cent. 
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While valuation experts believe that the Supreme Court 
must decide a railroad valuation case covering all theories of 
valuation in issue before it can be said that that court has 
passed on railroad valuation questions, nevertheless the decision 
in the water company case was regarded as of importance in 
the valuation field generally. Associate Justices Brandeis and 
Stone dissented. 


The opinion was written by Associate Justice Butler. The 
case came before the court on appeal from the United States 
district court for Indiana, the decree of which was affirmed by 
the highest court. The lower court set aside the rate order of 
the state commission. 


The water company asked for an increase in rates and sub- 
mitted a schedule of proposed rates. The city of Indianapolis 
apposed any increase. The state commission held that the value 
of the company’s property, used, was not less than $15,260,400, 
as of May 31, 1923; that the annual return under existing rates 
was about $800,000; that 7 per cent was a reasonable rate of re- 
turn; that the rates in force were insufficient and that those 
proposed would be exorbitant and discriminatory. The commis- 
sion prescribed a schedule increasing some of the rates. It 
said the rates prescribed might not yield a return of 7 per cent 
in the immediate future but that it expected that the rates 
would yield an adequate return over a period of three years. 

The water company sued to enjoin enforcement of the order 
on the ground that the rates prescribed were confiscatory. 

“There was involved the value of the property used, prob- 
able earnings, operating expenses, and the amount required to 
constitute just compensation safeguarded by the Fourteenth 
amendment,” said Justice Butler. 


The lower court sustained as proved material averments of 
the complainant, and held that the fair value of the property, 
as of January 1, 1924, was not less than $19,000,000. It held that 
the rates prescribed in the order were too low—confiscatory of 
complainant’s property. Enforcement of the order was enjoined. 

The appellants—the city of Indianapolis and the commis- 
sion—contended that the lower court adopted as the ‘measure 
of value the cost of reproduction new less depreciation, esti- 
mated on the basis of spot prices as of January 1, 1924, or gave 
that figure controlling weight. The water company said the cost 
of reproduction less depreciation, estimated at such prices, was 
shown to be more than $22,500,000, and that the court did not 
adopt such costs as a measure or give them undue weight as 
evidence of value. After further discussing the opinion of the 
state commission, Justice Butler said: 

But in determining present value, consideration must be given 
to prices and wages prevailing at the time of the investigation; and, 
in the light of all the circumstances, there must be an honest and 
intelligent forecast as to probable price and wage levels during a 
reasonable period in the immediate future. In every confiscation 
case, the future as well as the present must be regarded. It must be 
determined whether the rates complained of are yielding and will 
yield, over and above the amounts required to pay taxes and proper 
operating charges, a sum sufficient to constitute just compensation 
for the use of the property employed to furnish the service; that is, 
a reasonable rate of return on the value of the property at the time 


of the investigation and for a reasonable time in the immediate fu- 
ture. 


The justice here cited the Supreme Court’s decisions in 
S. W. Tel. Co. vs. P. S. C., 262 U. S. 276, 287, 288, and other 
cases. 

“It is well established that values of utility properties fluc- 
tuate, and that owners must bear the decline and are entitled to 
the increase,” said he. 

“The high level of prices and wages prevailing in 1922 and 
1923 should be taken into account in finding value as of January 
1, 1924, and in the years immediately following,” he continued, 
adding that the price trend had been upward rather than 
downward. 

“The price level adopted by the commission—the average 
for the ten years ending with 1921—was too low,” Justice Butler 
said. “And it is clear that a level of prices higher than the 
overage prevailing in the ten years ending with 1923 should be 
taken as the measure of value of the structural elements on and 
following the effective date of the rate order complained of.” 


“While some expressions of the district judge indicated that 
he was of opinion that dominant or controlling weight should be 
given to cost of reproduction less depreciation estimated on spot 
prices as of January 1, 1924, it is clear that the $19,000,000 fixed 
by him as the minimum value could not have been arrived at on 
that basis,” said Justice Butler. 


The justice said the evidence was more than sufficient to 
sustain the rate of 7 per cent found by the Commission, adding 
that recent court decisions supported a higher rate of return 
than 7 per cent. He said the decree of the lower court was 
right. He said a reasonable return was not less than 7 per cent. 
On consideration of the evidence, he said, it was held that the 
value of the property as of January 1, 1924, and immediately fol- 
lowing, was not less than $19,000,000. 


ADMITS FALSE CLAIM 


The defendant in United States vs. Niagara Falls Smelting 
and Refining Corporation, the Commission has been advised, has 
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pleaded guilty to an indictment, returned in the federal court 
for the western district of New York, accusing it of attempting 
to obtain transportation for less than the lawful rate by means 
of a false loss and damage claim. Bert L. Smelker, an attorney 
on the Commission’s staff in the Bureau of Inquiry, developed 
the case against the accused. 

The claim was made against the Nickel Plate in respect of 
a shipment of scrap brass and copper, the shipper asserting that 
a shipment was several thousand pounds short, due to loss in 
transit, the claim being for about $1,000. A fine of $1,000 was 
imposed. The claim had not been paid and the accusation was 
that an attempt had been made to obtain transportation for 
less than the published rate by means of that false claim. 

An indictment against the president of the company, re- 
turned at the time the corporation was accused, was nolle 
prossed. 


AVENT CASE AGAIN 


Another chapter in the litigation between the government 
and Edward P. Avent, Jr., about the validity of Service Order 
No. 23, of July 25, 1922, has been written by the Circuit Court 
of Appeals for the sixth circuit in No. 4332, Edward P. Avent, 
Jr., vs. United States. 

Avent was accused, in an indictment brought at the in- 
stigation of the Commission, of procuring the shipment of coal, 
in the period of shortage in 1922, under a priority order des- 
ignating the coal for use in the making of gas when, as a matter 
of fact, it was used in the making of portland cement. For the 
latter purpose a priority order would not have been issued. 

An indictment of ten counts was returned against Avent. 
A demurrer was overruled and Avent pleaded guilty to counts 
1, 2, 3, 9 and 10 and was fined: $2,000. A motion in arrest of 
judgment, having been overruled, that matter was taken to the 
Supreme Court of the United States. That court, in Avent vs. 
U. S., 266 U. S. 127, decided there was no substantial constitu- 
tional question involved and transferred the case to the lower 
= a determination of all other questions presented by the 
record. 


In the renewed proceedings, according to the opinion written 
by Judge Donahue of the sixth circuit bench, Avent claimed 
that Service Order No. 23 exceeded the authority conferred upon 
the Commission by the transportation act and that that quesion 
was not decided in the Avent case, supra, or in either of the 
two later service order cases, U. S. vs. P. Koenig Coal Co., 270 


a 512, or U. S. vs. Michigan Portland Cement Co., 270 U. S. 


The case has been handled, for the Commission, by William 
H. Bonneville, a member of the Bureau of Inquiry staff, and 
Frank E. Wood, for Avent. In affirming the judgment of the 


— court, to which Avent went first, Judge Donahue, in part, 
said: 


It is said by the Supreme Court in the first paragraph of its 
opinion in the Avent case that “The Transportation Act of 1920 
authorizes the Interstate Commerce Commission, whenever it is of 
opinion that shortage of equipment, congestion of traffic or other 
emergency requiring immediate action exist in any section of the 
country, to suspend its rules as to car service * * * and also, among 
other things to give directons for preference or priority in trans- 
portation or movement of traffic.” In the same case the Supreme 
Court further held that Congress has the power to require a pref- 
erence in the order of purpose for which coal should be carried and 
that it can confer like powers on the Interstate Commerce Commis- 
sion, citing Interstate Commerce Commission vs. Illinois Central R. R., 
215 U. S. 452; United States vs. Grimand, 220 U. S. 506; Penn. R. R. 
Co. vs. Puritan Coal Mining Co., 237 U. S. 121, 133. 

In this connection the court said: “The statute confines the 
power of the Commission to emergencies and the requirement that the 
rule shall be reasonable and in the interest of the public and of 
commerce fixes the only standard that is practicable or needed,” 
citing Union Bridge Company vs. United States, 204 U. S. 364; Nash 
vs, United States, 229 U. S. 373, 376, 377; Intermountain Rate Cases, 
234 U. S. 476, 486; Mutual Film Company vs. Industrial Commission 
of Ohio, 236 U. S. 230, 246. 

It would therefore appear that the Supreme Court in this case 
has decided, not only that Congress may confer this power upon the 
Interstate Commerce Commission, but that it has actually done so 
in paragraph 15 of Section 204 of the Transportation Act of 1920. 

t is nevertheless insisted on behalf of the plaintiff in error 
that the authority conferred upon the Commission to suspend the 
operation of any or all rules, regulations or practices then estab- 
lished with respect to car service for such time as may be deter- 
mined by the Commission, does not authorize.the Commission to sus- 
pend the statutory duties imposed upon carriers by paragraph 12 of 
the same section and that the intention of Congress not to confer 
such power further appears in the National Emergency Act of 1922, 
which purports to enlarge the authority of the Commission “to issue 
to transportation of coal or other fuel, orders for priority in car serv- 
ice.” 

If the provision in paragraph 15 did not confer upon the Com- 
mission the power to suspend the requirements relating to car serv- 
ice mentioned in paragraph 12 of the same section, then an order 
of priority made by the Commission in pursuance of the authority 
conferred in paragraph 15 would avail nothing and the conferring of 
such power without the means to exercise it would be a vain and 
useless thing. 

In the transportation act of 1920, the Commission is authorized 
to exercise this power in any section of the country, when in its 
pone an emergency requiring immediate action, exists in such 
section. 

The power here conferred does not extend to the country as 4 
whole, but only to any section of the country in which in the opinion 
of the Commission, an emergency exists. 

The national emergency act, effective September 22, 1922, does 
not deal with parts or sections of the United States but with the 
nation as a whole. If, however, the power conferred upon the Com- 
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mission by the transportation act extended to all and not merely 
to any section of the country, the right to exercise that power 
was not unconditional but only when, in the opinion of the Commis- 
sion, an emergency exists. The national emergency act but declares 
that a national emergency exists and enlarges the powers of the 
Commission to meet the necessities of this nationwide situation with- 
out any preliminary finding by the Commission as to the existence 
of such emergency. 

In United States vs. The P. Koenig Coal Co., supra, a demurrer 
to a similar indictment for the violation of service order No. 23 was 
based on seven different grounds, all of which, except the first and 
third, the Supreme Court held were decided in the Avent case. The 
first ground was that the facts charged did not constitute a_ con- 
cession given or a discrimination practiced as defined by the Elkins 
act. The third, that the service order exceeded the authority con- 
ferred upon the Interstate Commerce Commission. The district court 
sustained the demurrer upon the first ground and that was the only 
one urged in the Supreme Court in support of the demurrer. While, 
for this reason, the Supreme Court did not discuss the third ground, 
it reversed the judgment of the district court sustaining the demurrer. 
If the indictment were vulnerable to the third ground of the demurrer, 
the Supreme Court would not have reversed the judgment of the 
district court sustaining the demurrer régardless of the reasons given 
by that court for its judgment. 

In United States vs. The Michigan Portland Cement Co., supra, 
one of the grounds of demurrer urged by counsel for the defendant 
was ‘that paragraph 15 of Section 402 of the transportation act did 
not authorize and delegate to the Interstate Commerce Commission 
the fixing of preference and priorities in transportation’’ for the 
reason that ‘“‘car service does not include transportation.’”’ In dis- 
posing of this question the Supreme Court said: “It seems to us 
clear that the order of the Commission affects the furnishing of 
cars, their loading, their consignment and thus necessarily their 
movement in transportation and corresponds fully with the. power 
conferred by Section 15 of that section and that Section 15 and 
Service Order No. 23, both apply not only to priority of car serv- 
ice but also to that of transportation.” 


READING BUS OPERATION 


The Traffic World Washington Bureau 


In a formal complaint filed with the Commission against the 
' Reading Company, the Schuylkill Railway Company and the 
Schuylkill Transportation Company, a_ subsidiary of the 
railway company, under No. 18968, have asked the Commission 
to issue an order requiring the Reading, among other things, to 
» refrain “from engaging directly or indirectly in the business of 
' owning, leasing or operating motor busses in Schuylkill county, 
' Pa, unless and until the terms and conditions of engaging 
» therein shall be approved by the Commission’s certificate of 
» public convenience and necessity.” 

rs The complainants are engaged in the transportation of pas- 
| sengers between points in Schuylkill county by electric street 
: railway and by motor busses. They said that the steam rail- 
> road line of the Reading was substantially parallel with the 
electric line of the Schuylkill Railway Company between numer- 
ous points in Schuylkill county, and that between those points 
the two lines were competitive as regarded strictly local and 
intrastate passenger business. The Schuylkill Transportation 
Company, the complaint further sets forth, operated a line of 
motor busses which was paralleled by the line of the Reading. 
Complainants referred to specific trains operated by the Reading 
and said that no passenger service was supplied by the Reading 
to the public by means of those trains, which was not or could 
not be also supplied contemporaneously by the electric and bus 
service of the complainants. 

Reference was made by the complainants to alleged testi- 
mony by defendant’s witnesses before the Public Service Com- 
mission of Pennsylvania to the effect that the trains referred to 
were operated at a net annual loss. The complainants said the 
proceeding referred to was an application to the Public Service 
Commission of Pennsylvania by the officers of the Reading for 
approval of certain motor bus routes to be operated in the 
interest of the Reading in substitution for certain trains of the 
Reading. The complainants alleged that the operating loss 
encountered by the Reading in the operation of the trains under 
discussion was due to abnormally low fares charged on the 
trains. The complainants alleged that the proposed motor bus 
investment and operation of the Reading could only result in 
even greater losses than the defendant now admitted; that it 
suffered in train operation and would suffer in motor bus 
operation. Complainants alleged the Commission had power 
under the interstate commerce laws to require that “the de- 
fendant shall not undertake the proposed motor bus service 
without the Commission’s express approval of the terms and con- 
ditions of its financing and operation.” They asked the estab- 
yr lishment of just and reasonable fares for application over the 
| lines of the defendant; that the defendant be required to cease 
to operate specified trains; and that the defendant be prohibited 
from engaging in the motor bus business as indicated. 
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MOTOR VEHICLE INVESTIGATION 


The city of Portland, Ore., in a brief filed in No. 18300, 
motor bus and motor truck operation, said its theory was sub- 
stantially the same as that advanced by the Oregon Highway 
Commission, which filed a brief with thé Commission in October. 
In any federal legislation enacted, the city of Portland said, 
recognition should be given to the necessity for local state 
regulation and local municipal regulation. The legislation 
should be limited in its regulatory features to matters distinctly 
general in character and not local, the city said. 
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R. B. A. MEETING 


(By a Staff Correspondent at New York.) 
The Railway Business Association adopted the following 
resolutions at its annual meeting in New York November 18: 


We see with satisfaction the growth of the railways in public 
esteem. This is partly due to good service. The Shippers’ Regional 
Advisory Boards, dealing with car distribution, have fostered both 
good service and good will. The wider holding of railway securities 
has contributed. Many roads have improved their methods of getting 
closer to the people along their lines. Yet measures tending to break 
down the roads are pressed and though they may be defeated now 
they seem assured of stronger support in any season of depression 
and discontent. Against attacks, present or future, upon a regulatory 
system designed to maintain rail transportation strong, reliable and 
progressive, public good will can be made a bulwark of defense. 


A Market for Railway Stock 


_. The task of rehabilitating railway credit is well begun. We urge 
citizens to steadfast vigilance in support of governmental courses 
calculated to complete this important process. The roads are bond- 
heavy. Sale of new stock is restricted to a few of the strongest roads. 
Even on the basis of fuller use and of competition by other carriers 
anything approaching a restoration of the previous percentage in 
traffic increase would overtake railway capacity and require its vast 
enlargement. The additions should be made with new capital. This 
should not be borrowed in such proportions to the whole as have pre- 
vailed for many years. Stock issues should be numerous enough and 
large ‘enough to bring down the present ratio of bonds to stock. 
Transportation rate levels should have that objective in view. 


Independence of the Commission 


We oppose all measures which would tend to impair the independ- 
ence of the Interstate Commerce Commission. We oppose regional 
appointment of Interstate Commerce Commissioners. We oppose leg- 
islative rate-making such as is proposed in the Pullman surcharge 
repeal bills. We favor retention by the Commission of its discretion 
to grant relief from the long-and-short-haul section. 

Permissive Unifications 

We reaffirm the view that whatever legislation Congress may 
adopt affecting railroad unifications should exclude coercive features. 
The process should respond not to governmental compulsion but to 
economic needs; and legislation if any should be restricted to the 
removal of unnecessary obstacles. 


Regulation of Motor Vehicles 


Organizations serving the automobile industry have approached 
the problem of its governmental regulation declaring a spirit of defer- 
ence to the public interest and of cooperation with other forms of 
transportation. The Association of Railway Executives has met them 
in a like spirit. We congratulate them both. We favor reasonable 
regulation conceived primarily in the public interest. Movement of 
automobile common carriers and other motor vehicles should be 
restricted so far as may be necessary to preserve use of the highways 
to other traffic for which they were built. They should pay for a 
fair share of the road repairs. Before setting up competition with 
railroads the projector should be required to obtain a certificate of 
public convenience from some competent authority which should 
determine what restrictions and obligations if any upon the newer 
agency are required to maintain the rail line in vigor and regulate 
highway transport accordingly. During a formative period we favor 
regulation of state traffic by the states and of interstate traffic 
through state officials designated by Congress to administer federal 
regulation. 

Service and Markets the Farmers’ Need 


Some of those who had brought pressure upon the Interstate Com- 
merce Commission for reductions in rates upon heavy and bulk goods, 
suggesting compensation through increases on other freight, have 
postponed their proposals pending further progress in railway unifica- 
tions. In respect to farm products such pressure continues. The 
farmer’s best friends are those who tell him the truth about his 
dependence upon transportation and industry. The truth is that rates 
on farm freight are secondary in importance to service and markets. 
The railroad problems that most concern farmers are to preserve the 
carrier so that the goods can reach market promptly and safely and 
to sustain domestic consumption of agricultural commodities by 
stabilizing railway buying power, upon which depends the maintenance 
and growth of industrial community buying power. The Interstate 
Commerce Commission exercises a national responsibility. Discussion 
of rate adjustments should proceed in an orderly manner before that 
body with the same avoidance of agitation outdoors which is accorded 
the courts. 

Less Regulation All Round 


At its long session Congress restricted farm aid to the measure 
which was favored by the Railway Business Association—creation 
of a cooperative marketing division in the Department of Agriculture. 
This is a means of self-help which business men in the general interest 
can assist in establishing. The country needs not more regulation 
but less—agricultural, industrial, and railroad. In the common interest 
industry and transportation are studying the farmer’s problems. In 
his own as well as the common interest the farmer is well advised 
to study the problems of industry and railroads. It should be the 
joint aim and effort to avoid regulation of agriculture, to foster 
abstinence from political pressure upon the Interstate Commerce Com- 
mission in the regulation of railroads and to encourage a tendency 
toward relying less on commissions and more on the courts in dealing 
where necessary with competition in business and industry. 


Taxation 


Recent federal income tax readjustments have aggravated the 
unjust discrimination against corporations. Exemption has been 
extended to millions of individuals. The tax on individual and part- 
nership incomes has been reduced to a normal rate of 5 per cent. 
Meanwhile the corporate tax has been raised from 10 per cent to 
12 per cent, then to 12% per cent, next to 13 per cent, and on the 
business of 1926, if not repealed, to 13% per cent. Owners of corpora- 
tions cannot afford to sleep on their rights. They cannot afford to 
acquiesce in the perpetuation of this discrimination. It will return 
to plague them. To let it stand without protest will give it a sanction 
in future years increasingly difficult to break down. For its fiscal 
year ending June 30, 1927, the Treasury estimates that beyond expenses 
and debt reductions there will be a surplus available for tax relief. 
It is proposed to deduct in excess of $300,000,000 from the March and 
June installments payable in 1927 on incomes of 1926. The govern- 
ment should be just before it is generous. In determining what further 
progress toward equality of burden is wise at this time we ask 
Congress to keep in view that the stock of corporations has become 
widely diffused, the owners now numbering about 19 million individ- 
uals, and that the whole body of consumers if the law stands will be 
paying prices affected by a 13% per cent tax levied eve time the 
commodity is handled by a corporation, from original extraction to 
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retail purchase, thereby increasing the cost of living. The Railway 
Business Association stands with other business bodies in the effort 
to obtain immediate relief for corporate stockholders and consumers. 


Committees of Congress 


For intelligent and wise legislation, Congress must depend upon 
the intensive work of standing committees. To serve this purpose, 
committees must be organized for effective investigation and manned 
and equipped to reach, report and defend well-considered conclusions. 
Some committees uphold tradition in this respect. They bring to their 
respective branches only such measures as_ have been thoroughly 
studied by them, representing convictions which a non-partisan major- 
ity of the committee are prepared to support vigorously. This is 
sound practice. Public hearings should precede committee reports. 


No bill should be reported without the signatures of a majority of 
the committee. 


Chamber of Commerce of the United States 


With a view to simplifying relations with constituent organiza- 
tions, the Chamber of Commerce of the United States has modified 
the method by which the Board of Directors avails itself of Chamber 
staff service. The Railway Business Association has been a member 
of the Chamber from its formation. We welcome mutual cooperation 
with it. We wish it success in its purpose of bringing together for 
common counsel and action the several branches of business in the 


country. 
R. B. A. Annual Dinner 


Regulation of the railroads from the viewpoint of railroad 
management and from the viewpoint of a member of congress 
was discussed at the annual dinner of the Railway Business 
Association at the Hotel Commodore on the night of November 
18, by W. R. Cole, president of the Louisville & Nashville, and 
Senator Fess, of Ohio, a member of the Senate interstate com- 
merce committee, respectively. Alba B. Johnson, president of 
the association, presided. The Rev. Dr. John L. Davis, described 
on the program as “Revivalist to the Hopesick,” delivered an 
entertaining address filled with stories and remarks that kept his 
audience in laughter. 

In beginning his address, Mr. Cole made some remarks about 
pre-Volstead banquets when it was not difficult to entertain an 
audience and referred to the time “before the Volstead act 
made the world safe for hypocrisy.” He said he had recently 
read an editorial in “a leading traffic journal” to the effect 
that there were occasional damp spots now. 

After these opening remarks, Mr. Cole entered on a discus- 
sion of the railroads with relation to the results of federal 
control and the developments since that time. He referred to the 
failure of the Railroad Administration to see that revenues kept 
pace with the enormous expenses of operation. He attributed 
the unparalleled performance of the railroads in the last two 
years to the spending by the roads of four Dillion dollars to 
improve the railroad plant, to the improved morale of the rail- 
way employes, and last but not least, to the wonderful co- 
operation on the part of shippers. 

Discussing section 15a, Mr. Cole said the effect of it was 
simply that the railroads were entitled to earn a fair return, 
and that there was no guaranty. He said if the recapture 
clause were to be retained, the basis for recapture should be 
made three or five years instead of one year as the law now 
provided. Otherwise, he said, the railroads, on accuont of lean 
years, would earn less than the average of a fair return. 

Politicians of the old school, he continued, were still resort- 
ing to railroad baiting, not having learned that the people now 
had a much better understanding of the railroads than in previ- 
ous years. He believed the railroad baiter was not finding his 
job as popular pastime as it had been. 

Mr. Cole asserted the dangerous thing now was the ten- 
dency toward direct rate making by Congress. He condemned 
legislation designed to reduce:rates on farm products, and the 
proposition that because the farmers were in distress, they 
should be relieved through reductions in freight rates. He said 
it was a dangerous doctrine to take from one class and give 
it to another, assuming, of course, that the rates charged were 
reasonable and equitable. If reductions in rates for farmers in 
distress was justifiable, why not for steel and coal when prices 
in those industries were low, he asked. He said the troubles 
of the farmers were not due to high freight rates, and referred 
to studies of the Bureau of Railway Economics on the relation 
of prices and freight rates on farm products as proving his 
statement. Probably the chief trouble with the farmer, he 
said, was that he was producing and selling under the unre- 
stricted law of supply and demand in operation while he had 
to buy in a market where artificial restrictions had been thrown 
around the law of supply and demand, such as wage agreements. 
He did not believe the farmer should look to Washington for 
relief. He said he was getting tired of seeing appeals made 
to Washington for legislative solutions of such problems. He 
referred to the surcharge on travel in parlor and sleeping cars, 
declaring that members of Congress urging repeal of the sur- 
charge did not understand the purpose of it. As to motor and 
waterway competition, he said, services by those methods of 
transportation should be co-ordinated with railroad service. He 
urged that the proper relation of the government to business 
was in the government acting as a great referee and in not tell- 
ing the players how to play. 


Senator Fess Speaks 
Senator Fess said the difficulty the legislator had to face 
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was that he must recognize the interest of railroad management, | 
the employes, and the public, in dealing with proposed legisla. F 
tion. He had respect for those who urged repeal of the sur. 
charge, who favored regional appointments to the Commission, 
who favored the amendments to make the fourth section rigid 
—although he did not agree with them. He condemned the 
proposal to “regionalize” the Commission, asserting that it must 
be kept as a national tribunal serving the nation as a whole anj 
therefore serving best each section of the country. He referred 
to legislation, presumably the Hoch-Smith resolution, classify. 
ing agriculture as a basic industry and remarked there Were § 
a number of “basic” industries. ¢ 

Some held, he said, the way to give relief to agriculture 
was to reduce rates. He said he would have some sympathy 
with that view if revenues could be taken care of. He thought 
the rate structure could be revised to the end that valuable 
manufactured articles would be assessed higher rates and farm 
products lower rates, but if such a revision were made, he 
said, it should be made by the Commission and not by Congress, 

Senator Fess told his audience the country had a serious 
problem before it in the agricultural situation and that it had 
to be met—that it could not be blinked away. He believed 
the solution lay in co-operative marketing with provision for 
government loans to aid marketing associations in holding 
surplus crops off the market until they could be absorbed. 
He condemned proposals to have the government fix the prices 
of farm products. He remarked that there were six consumers 
of flour to one producer of wheat and that if the government 
fixed the price of wheat, the “flour eaters would fix the wheat 
producers.” 

Referring to section 15a, the senator said, with respect to 
repeal thereof, that he respected the wishes of railroad man- 
agement that it should not be repealed for fear the result might 
be that it would be interpreted as against the railroads being 
entitled to a fair return. He believed they were entitled to 
that, regardless of the section. 

Senator Fess believed there was substantial sentiment, 
among certain classes, for government ownership, and said 
that that must be recognized. He said the railroads had to run 
and that if private owners could not operate at a profit, the 
government would have to run the roads. He believed a solu- 
tion of the “weak” road problem lay in consolidation and ex- 
pressed the hope that consolidation legislation would be passed. 
He indicated opposition to compulsory features of the Cummins 
Consolidation Bill and said a bill without such features would be 
introduced in the Senate. While there was not much chance 
of final action in the coming short session, he believed that 
ultimately such legislation would be enacted. He _ believed 
that in proper consolidation was to be found “a better sub- 
stitute for government ownership.” In conclusion he praised 
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the efficient transportation service of the railroads. si 


HEAVY LOADING.AND FAST TIME 


A high record for all time in the speed with which freight 
was handled was established by the railroads in September, 
according to the Bureau of Railway Economics, which says: 


The daily average movement of freight cars on the steam railroads 
of this country in September was 32.7 miles, the highest average ever 
reported for any one month. This exceeded by one-half mile the 
best previous record established in October last year,.at which time 
an average of 32.2 miles was attained. The average for September 
this year was an increase of 1.9 miles over September last year and 
an increase of 3.9 miles over September, 1924. 


In computing the average movement per day, account is taken 
of all freight cars in service, including cars in transit, cars in process 
of being loaded and unloaded, cars undergoing or awaiting repairs 


= also cars on side track for which no load is immediately avail- 


The average load per car in September was 27.3 tons, an in- 


crease of one-half a ton over that for September last year and an’ J . 


increase of three-tenths of a ton above the same month in 1924. 


The volume of freight handled in September was also the greatest 
for any month on record. This freight traffic amounted to 44,328,177,- 
000 net ton miles which exceeded by 266,189,000 net ton miles or six- 
es of one percent the best previous record, established in October, 


This heavy freight movement, however, was handled without 
transportation difficulties. 


Freight traffic in September was an increase of 3,023,550,000 net 
ton miles or 7.3 per cent over the same month last year and an in- 


crease Of 5,263,815,000 net ton miles or 13.5 per cent over the same 
month in 1924, 


In the eastern district, there was an increase of 15.7 per cent 
in the freight traffic handled in September compared with one year 
ago but the southern district showed a decrease of one per cent. The 
western district, however, reported an increase of 2.6 per cent. 

The railroads also handled a record traffic in the first nine months 
this year. This traffic amounted to 356,854,042,000 net ton miles which 
was an increase of 13,040,025,000 net ton miles or 3.8 per cent over 
the previous high record for the first nine months, established in 1923. 
The volume of freight handled in the first nine months this year 
was also an increase of seven per cent over the corresponding period 
in 1925, and an increase of. 13.9 per cent over 1924. 


For the first nine months period, the railroads in the eastern 
district showed an increase of 8.3 per cent over the like period last 
year while the railroads in the southern district showed an increase 


of 7.7 per cent. The roads in the western district reported an in- 
crease of five per cent. 
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November 27, 1926 


N. I. T. L. MEETING 


(By a Staff Correspondent at New York) 


At the closing session of the meeting of the N. I. T. L., the 
afternoon of November 18, the committee on rail and water 
competition, C. E. Childe, chairman, submitted a comprehensive 
report on the subject referred to it. (See Traffic World, Novem- 
ber 20.) It discussed the growth of waterway transportation 
via the Panama Canal and on the inland waterways, and referred 
to the contentions as to taxation and regulation of waterway 
transportation with relation to that form of transportation as 
a competitor or substitute for rail transportation. After dis- 
cussing the intercoastal situation, the committee said it appeared 
that regulation of rates of coastwise and intercoastal vessels 
would, on the whole, be harmful to the American merchant 
marine, and to shippers by water, and would not be materially 
beneficial to rail transportation, and that the same applied with 
equal force to regulation of internal waterway commerce. 

The executive committee recommended that the following 
paragraph be eliminated and the recommendation was approved: 


Your committee believes it is fair, as a general principle, that 
a toll or charge should be assessed for the use of facilities provided 
for water carriers. Such charge would be, of course, passed on to 
the public in the rates charged for water transportation. Wherever 
it is practicable to put the charge directly on the commerce,: the 
burden is more equitably distributed than if the transportation cost 
is partially borne by taxation. 


Referring specifically to the Panama Canal, its cost and 
tolls collected from ships using it, the committee said: 


At the present time Canal tolls yield a return on operating 
expenses after certain deductions for depreciation, etc., of between 
$10,000,000 and $15,000,000 annually, or just about at the rate of 4 per 
cent on a $275,000,000 investment. It would seem that from every 
standpoint this might reasonably be increased. 


The executive committee recommended that the last sen- 
tence of the above paragraph be eliminated. The recommenda- 
tion was approved. 


The rail-and-water competition committee made the follow- 
ing recommendations: 


Your committee recommends that the League urge upon Congress 
and our authorities in Washington the desirability of a thorough 
investigation by the Department of Commerce of Panama Canal tolls 
with the idea of increasing them to a basis which will pay operating 
expenses and amortize our investment in the Canal within a reason- 
able period of time, without interfering with or unduly burdening the 
traffic moving through the Canal. 

Your committee recommends that the Department of Commerce 
also be requested to make a study of the feasibility of assessing tolls 
or other charges for the use of harbor, port and channel facilities 
generally throughout the country; and that our future national policy 
in that regard should be determined after full investigation and knowl- 
edge of the facts. 

As an additional measure of encouragement of full and free com- 
petition between rail and water commerce, your committee believes 
that rail carriers should be given greater latitude under the fourth 
section of the interstate commerce act to meet competition of water 
carriers, and that where it may be determined by the Interstate Com- 
merce Commission to be in the public interest, and of benefit to rail 
traffic, and not destructive or unduly disadvantageous to commerce 
by water, common carriers by railroad should be allowed to make 
competitive rates from and to points where water competition exists, 
without regard to rates at intermediate points on their lines where 
such water competition does not exist. We recommend that the legis- 
lative committee of the League be requested to prepare and submit 
for consideration at a future meeting, a proposed amendment of the 
fourth section with that end in view. 


The executive committee recommended that the recommen- 
— of the special committee be stricken out, and that was 

one. 

The executive committee recommended that the report as 
amended be received as a report of progress and sent back to 
the special committee for further consideration and future 
report, with the understanding that it did not establish a policy 
for the League. This recommendation was approved. 

Mr. Childe said the report had disturbed the executive com- 
mittee which, he said, took the teeth out of it. He said he 
thought the recommendations made followed the facts as stated 
in the report but that the committee had no objection to the 
recommendation that the matter be studied further. He said 
he hoped the committee would receive the views of members 
who were opposed to the report. There was no further discus- 
sion of the report. : 


Transportation Education 


The special committee on transportation education, J. H. 
Beek, chairman, submitted a comprehensive report dealing with 
the subject: of traffic education. It made the following recom- 
mendations: 


First, That the special committee on traffic education be continued 
for further consideration of the subject. 

Second, That pending a final report, the members of the League 
be urged to cooperate with colleges and universities, giving traffic 
instruction, by assisting them when called upon to advise as to proper 
courses; to furnish problem material for class discussion; to lecture 
to classes, and to render whatever other assistance they can. 

Third, That the special committee be directed to arrange a confer- 
ence, if possible, for a further discussion of this subject with the 


eee of some of the leading universities particularly inter- 
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Fourth, That your special committee be directed to confer with 
the railroads through a_ representative committee selected by the 
American Railway Association or Association of Railway Executives 
as to the employment of university trained men, and if it seems 
desirable that the universities be represented by a committee, at such 
a conference. 

Your committee, in this public manner, acknowledges with an 
expression of its thorough appreciation, the co-operation of the various 
colleges and universities which have replied to its questionnaire. More 
direct acknowledgment, with an opportunity for a further interchange 
of views will be made at the earliest opportunity. 

In the meantime your committee invites the views, not only of 
members of the League, but of railroad officials, and educational insti- 
tutions, which, like the League, are interested in arriving at a plan 
of procedure which shall be mutually helpful. 


The executive committee recommended approval of the 
report with an amendment adding the following to the second 
recommendation: 


To cooperate with the commendable efforts of the Associated 
Traffic Clubs of America in the same direction. 


The recommendation was approved. 


In its report the committee on transportation education 
said, in part: 


There is no division of opinion in the committee as to the value 
of traffic education, and there is no division of opinion as to the 
desirability of the League cooperating to the utmost of its ability with 
the colleges and universities offering traffic courses, in an effort to 
make their work more practical and more efficient. We think we are 
sufficiently advised to warrant the statement that the colleges and 
— will not only welcome that cooperation but that they 
seek it. 


There is, however, a difference between training and education, 
and your committee discovered that it had been using the words as 
meaning the same thing. Education precedes training. It is a means 
to an end. It should lay a broad and general foundation, upon which 
the superstructure of training is built. 

Your committee believes that it is the proper function of colleges 
and universities to lay a broad foundation in the fundamental prin- 
ciples of traffic and transportation; to provide an adequate background 
of knowledge of the economics of transportation, of commerce, railroad 
accounting, marketing, etc.; but that the technique of traffic manage- 
ment cannot be taught in colleges but must be acquired on the job. 
As expressed by one of our correspondents: ‘‘You cannot learn to play 
bridge whist by reading a book; nor play football by reading the rules; 
no amount of traffic education can make a traffic manager unless it is 
coupled with practical experience.’’ The ideal plan, where it is possible 
to arrange it, would doubtless be part part theoretical education, and 
part time training by doing practical work. This plan has already 
been adopted by some universities in their engineering courses, and 
at least one institution, Antioch College, Yellow Springs, Ohio, is 
operating exclusively on the principle of its students spending part 
of their time in study, and the other part in actual work. 


Mr. Beek commented favorably on the activities of a number 
of railroads with reference to special instruction given to 
employes. 

Weighing Committee Report 


The weighing committee, C. T. Bradford, chairman, reported 
as to negotiations with respect to a proposed change in section E 
of rule 8 of the code of weighing rules, covering tolerance with 
particular reference to the tolerance on coal and coke. The 
committee said there was so much objection, however, to any 
change in the percentage of tolerance that no change at this 
time was recommended. The committee said it found a disposi- 
tion on the part of some coal carrying railroads to apply to 
the settlement of claims for loss and damage of coal and perhaps 
other open top freight the tolerances carried in the weighing 
code. It said this was improper as it was understood that the 
tolerances agreed to were applicable only to the assessment of 
freight or weighing charges, and that it would be glad to have 
instances of such improper use brought to its attention. The 
report was received as one of progress. 


Coal Demurrage and Storage 


The committee on car demurrage and storage, T. Noel 
Butler, chairman, discussed proposed changes in demurrage and 
storage rules. The report dealt with demurrage rule 1-B-4, 
note 1; demurrage rule 2-A-3; demurrage rule 3-A and note 
thereto; demurrage rule 3-B-1, and note thereto; demurrage 
rule 3-B-2; demurrage rule 4-E; demurrage rule No. 9; and 
storage rule No. 6. 


As to demurrage rule 1-B-4, note 1, the executive committee 
recommended that this part of the report be referred back to 
the demurrage committee for further consideration. This was 
approved. Similar action was taken with respect to demurrage 
rule 2-A-3. 


As to demurrage rule 3-A and note thereto the executive 
committee recommended approval of this part of the report 
which follows: 


The present Rule and Note read: 

“Section A. On cars held for loading, time will be computed from 
the first 7 A. M. after placement on public delivery tracks and without 
notice of placement, but if not placed within 24 hours after 7 A. M. 
of the day for which ordered, time will be computed from 7 A. M. 
after the day on which notice of placement is sent or given to con- 
signor. (See Rule 2, Section A, Paragraph 1, and Rule 6—Cars for 
Loading.) ' 

“Note: Except as otherwise provided in Rule 2, Section C, and 
Rule. 3, Section F, forwarding directions for a car loaded outbound 
sent by the consignor by U. S. Mail to the Agent of this railroad at 
point of shipment, will release car at 7 A. M. of the date received, 
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provided they are mailed prior to the date received, and provided, 
further, that the car is ready for forwarding at such 7 A. M.’ 

At Detroit the Committee offered the following: 

“Section A. On cars held for loading, time will be computed from 
the first 7 A. M. after placement (actual or constructive) and without 
notice of actual placement; but if for loading on a public delivery 
track and not placed within 24 hours after 7 A. M. of the day for 
which ordered, time will be computed from first 7 A. M. after notice 
of placement is sent or given to consignor. (See Rule 2, Section A, 
Paragraph 1, and Rule 6—Cars for Loading.) 

“Note: Forwarding directions for a car loaded outbound sent by 
the consignor by U. S. Mail to the agent of this railroad at point of 
shipment, will release car as of 7 A. M. of the date received, provided 
they were mailed prior to the date received, and provided further, 
that the car was ready for forwarding at such 7 A. M. This will not 
apply to cars received from switching line and held by this railroad 
for forwarding directions. (See Rule 2, Section C, and Rule 3, Sec- 
tion F.)’’ 

There was considerable discussion of this Rule, and for those 
interested reference is made to Page 64 of League Circular No, 885. 

While the Rule was referred back to the Committee with the 
recommendation that no change be made in the present Rule, the 
discussion hinged mostly on the point that the proposed Rule did not 
clearly indicate its application to cars placed on public delivery tracks 
and on other than public delivery tracks. : ; 

This matter was considered with the American Railway <Associa- 
tion Committee and that Committee, together with yours, feels that 
some clarification of the present Rule is necessary. In order to over- 
come what we felt were the objections of the League we submitted 
a counter proposal to the American Railway Association Committee, 
which was as follows: ; 

“Section A-1—On cars for loading on other than public delivery 
tracks, time will be computed from the first 7 A. M. after action or 
constructive placement, and without notice of actual placement. (See 
Rule 2, Section A, Par. 1, and Rule 6—Cars for Loading.) . 

“2—On cars for loading on public delivery tracks, time will be 
computed from first 7 A. M. after placement and without notice of 
actual placement; but if not placed within twenty-four hours after 
7 A. M. of the date for which ordered, time will be computed from 
the first 7 A. M. after notice of placement is sent or given to con- 
signor. (See Rule 2, Section A, Par. 1 and Rule 6—Cars for Loading. 

“Note: Forwarding directions for a car loaded outbound sent by 
the consignor by U. S. Mail to the agent of this railroad at point of 
shipment, will release car as of 7 A. M. of the date received, provided 
they were mailed prior to the date received, and provided further, 
that the car was ready for forwarding at such 7 A. M. This will not 
apply to cars received from switching line and held by this railroad 
Fe ad oe directions. (See Rule 2, Section C, and Rule 3, Sec- 

on F.)’ 

This proposal has been accepted by the American Railway Asso- 
ciation Committee, and we now present it to you with our recom- 
mendation that it be approved. 


The recommendation of the executive committee was ap- 
proved. 


As to demurrage rule 3-B-1, and note thereto, and demurrage 
rule 3-B-2, the League appproved recommendations of the execu- 
tive committee that those sections of the report be referred 
back to the demurrage committee for further consideration. 

No action was required with reference to demurrage rule 
4-E and demurrage rule 9, that part of the report having been 
submitted as a report of information and it was so received. 

As to storage rule 6 the League approved, on recommenda- 


tion of the executive committee, that part of the report which 
follows: 


There is quoted below the present and proposed form of the Note 
to Storage Rule No. 6. 


This proposal has been approved by your Committee and is trans- 
mitted to you with our recommendation that it be adopted. 

The interest most involved is the petroleum industry and the Rule 
has received the endorsement of the American Petroleum Institute. 


It broadens the rule in the interest of the shipper and consignee and 
it is hoped will receive your approval. 


Present Form 


Note: The term ‘Railroad Premises” as used in this rule, when 
applicable to shipments held in cars, shall embrace all tracks which 
this railroad provides for its own uses and purposes or provides for 
general public use; but shall not embrace tracks that are owned or 
leased by an industry and located upon property owned or leased by it, 


unless such track is located inside of carrier’s right-of-way, yard and 
terminals. 


Proposed Form 
Note: The term ‘‘Railroad Premises” as used in this rule, when 
applicable to shipments held in cars, shall embrace all tracks which 
this railroad provides for its own uses and purposes or for general 
public use; also all other tracks located inside of its right-of-way, 


yard and terminals, except tracks located on or within the confines 
of property owned or leased by an industry. 


For the information of the League it can be advised now that the 
Interstate Commerce Commission has given its tentative approval to 
the changes in Demurrage Rules 2, 3 and 8, and Storage Rule No. 2 


which have heretofore been approved by both the League and the 
American Railway Association. 


The changes involved will be incorporated in the tariff as early 
as possible, 


The report, as amended, was adopted. 
Coal Claim Rules 

The special committee on coal claim rules, J. D. Battle, 
chairman, said there had been nothing to warrant a meeting 
of the committee. Chairman Battle said recent court decisions 
seemed to strengthen the position of the League with reference 
to coal claim rules. 

“I believe our position on these rules is sound,” said he. 
“Uniformity is desirable, and the aforesaid court decisions lead 
to the conclusion that it is best for the League to stand pat on 
the adoption of the present code of rules.” 

The report was received as one of information. 


Rate Construction and Tariffs 


The following report of the committee on rate construction 
and tariffs, T. T. Webster, chairman, was approved. 
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Novembe 
At the last annual meeting the committee on rate construction 
and tariffs was delegated to act officially and finally for the League i shi 
in the negotiations with the representatives of the carriers and the ff ee ee t 
Interstate Commerce Commission, dealing with the re-issue of Tariff CABO 
Circular 18-A. At the spring meeting in Detroit, this committee The 
reported that it was awaiting call for a conference by Mr. G. M. & P 
Crosland, chief of section of tariffs, bureau of traffic, Interstate Com- B for its e! 
merce Commission. ¢ The 
Mr. Crosland has not called the conference and is unable to state F itte 
at this time just when it will be held, but assures us that the matter : commit 
is actively in hand. Since your committee realizes that there is very i Pp. M. R 
little that can be accomplished toward further simplification of tariffs 7 George | 
pending the re-issue of the tariff circular, it will be our purpose to § H. St 
have the subject given final consideration at the earliest possible date. t M. ° 
This report of the status of the matter is simply for the information — Wilson, 
of the members of the League. e] The 
Members of the League have been kept fully informed by circular 4 b 
letters with respect to Paragraph (c) of Rule 56 of Tariff Circular 18-A, F) 4 mem 
In circular letter No. 888 of July 2, 1926, there is quoted the revised 3 chairma 
rule under which the Commission permits the carriers to publish the > member 
rule without first procuring permission to do so, except where purely 4 * 
local rates on the line of one railway are involved. 3 chairme 
Certain members of this Committee believe that the rule should F The 
be applied with the same freedom in connection with local rates, and —” tion rel: 
while the Committee as a whole has not considered this subject, it is B> trial 
felt that there is much merit in the suggestion that local rates should F dustr1 
not be excluded from the application of the rule, and if it meets with B Novemb 
the approval of the membership, an effort will be made by this B the par 
Committee, to convince the Commission that it should permit the B 
incorporation of this or a similar rule in purely local tariffs without Whe 
first requiring the carriers to secure permission to publish it. A the offic 
_ ,it is with satisfaction that we find that Paragraph (c) of Rule 56, B to critic 
is being adopted more generally by tariff-issuing agents throughout FB) refusing 
the country. Much is still to be accomplished, but as previously F 
reported there is little further that this Committee can do toward §- 
urging the general adoption of the rule. However, individual members 
can accomplish much by insisting upon the publication of the rule in 
all tariffs in which they find it would be helpful. ; Lo: 
The executive committee recommended that the rate con- a totaled 
struction and tariffs committee negotiate with the Commission fF With tl 
with a view of framing a rule for adoption by the carriers — “ation. 
requiring carriers to check local tariffs so that they would not fF” spondit 
be in excess of the aggregate of intermediates. Mr. Webster >) the sal 
said that that was not sufficient—that what was desired was to — %¢@800 
get the Commission to put out a rule for use with local tariffs q of 24,8 
similar to that used with joint tariffs. On his recommendation os 
the committee was authorized to seek such action at the hands i ber 1 
of the Commission. follow: 
Warehousing Forms 3 ities a 
4 
Mr. Beek reported briefly as to the standard forms for ware |) —, 
housing approved by the Department of Commerce. He said 103,238 





the terms and conditions were not binding in any way if the 
shipper did not wish to use them. 

President Childe, with approval of the League, referred to 
the executive committee a report of the special committee on 
merchant marine received too late for action. 


On motion of Mr. Chandler, the League went on record as — ~- 
favoring the present practice of steamship lines with reference — L. C. 1 
to making “contract” rates. Mr. Chandler urged such action 64,620 
that the League might be in position to act if the Shipping isa 
Board revived its inquiry into such rates, S 1,126; 
¢ . , ? merch 
Conference With Steamship Lines © 52,976 
B. C. Nettels, chairman of the special committee appointed BP 15,427 
to confer with steamship lines, submitted the following report: PD ae 
Your committee appointed to confer with a committee of the 40,190 
Trans-Atlantic steamship companies regarding the proposed surcharge 
of 10 cents per 100 pounds or 5 cents per cubic foot on shipments 224° 
packed in fibre containers, spent three hours in a full discussion of coke, 
the subject, with the result that the Steamship representatives sub- 3,669; 
mitted the following tentative proposal: j saat 
The Lines propose to continue experiments with regard to the — 4.527 
handling of shipments packed in fibreboard veneer and plywood cases fF and | 
on the following basis: # ol 
1. A committee representing the steamship lines will shortly a 41,75 
announce the minimum weight or strength of fibreboard veneer and a yi 
plywood which may be used in packages for export. © live 
_ 2 The steamship committee will designate the articles which the ) and 
lines are prepared to accept experimentally packed in fibreboard veneer 41,34 
and plywood cases. 397,4 
3. The committee will recommend to the Conference Lines the 1,016 
suspension of the proposed additional charge for fibreboard and veneer 
plywood cases during the experimental stage. 
. .The committee will receive applications from shippers to add > two 
to the list of commodities from time to time as may be required which 
may be carried in fibreboard veneer and plywood cases during the Fiv 
experimental stage. Fou. 
5. The committee will also, in considering the commodities to be ot 
carried, definitely state whether the fibreboard cases are to be sealed in 
with glue or with staples and also nominate the packages which must Fiy 
be band strapped. (Wire strapping will not be acceptable.) ot 
6. During the experimental period the clause published in Circular Fou 
regarding this subject as follows: ‘‘Packages insufficient in strength, Fou 
insufficiently protected, it is agreed that the shipper assumes all risk ee 
of loss and or damage not occasioned by negligence of the carrier Fiv 
will be inserted in the bills of lading and other documents. ’ We, 
It will be noted that the surcharge will not become effective during We. 
the experimental period, which may extend beyond January 1, 1927. e 
Interested shippers using the above described containers, and T 
desiring to continue their use, will be required prior to December 1 
to file an application with the secretary of the Trans-Atlantic Con- 
ference, No. 8 Bridge Street, New York, describing the product to be 
shipped (that is, weight, measurement, value, etc.) also the type of 
container, giving full information as to construction (thickness, test 
of board, resistance, etc.). ae 
This information is necessary to enable the steamship companies Tel 
to conduct and determine the proper standard package and commod- for 


ities that can be safely handled in water transportation. : 
When the list of acceptable commodities and type of container, 
is designated by the steamship companies, it will be necessary 10°F 
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d committee by the board of directors: 
| 


November 27, 1926 


every shipper whose product is not covered therein, to present. his 
case to the Conference Committee. 


z The report was received and the committee was thanked 
-) for its efforts. 


The following were elected as members of the executive 
J. M. Belleville, chairman; 
P. M. Ripley, J. P. Haynes, F. M. Renshaw, L. G. Macomber, 
George A. Blair, Jonas Woffle, F. E. Paulson, H. J. Wagner, 
M. H. Strothman, G. L. Cory, A. L. Vandegrift, R. C. Ross, H. C. 
Wilson, and F. T. Bentley. 

The executive committee named W. H. Chandler, who is 
a member of the committee by virtue of holding a committee 
chairmanship, vice-chairman of the executive committee. The 
membership of the committee also includes the officers and 
chairmen of standing committees. 
‘ The word “offering” in the fourth “whereas” in the resolu- 
' tion relating to political influence adopted by the National In- 
’ dustrial Traffic League, as reproduced in The Traffic World, 
' November 20, p. 1200, should have been “appearing,” making 
the paragraph read as follows: 


Ses 


Whereas such efforts to secure such support very often places 

the official approached in the unhappy position of either appearing 

' to criticize the Commission appointed to solve such problems or of 
refusing the request of influential constituents. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended November 13 
totaled 1,112,886 cars, according to reports filed by the carriers 
with the car service division of the American Railway Asso- 

' ciation. This was an increase of 62,946 cars over the corre- 
' sponding week last year and an increase of 96,043 cars over 
_ the same week in 1924. Due to Armistice day and the usual 

seasonal decline in traffic, the total for the week was a decrease 
' of 24,324 cars under the preceding week. 
Revenue freight loading by districts the week ended Novem- 


: ber 13 and for the corresponding period of 1925 was reported as 
follows: 


Eastern district: Grain and grain products, 11,024 and 9,090: 
live stock, 3,565 and 3,492; coal, 56,134 and 31,043; coke, 3,310 and 
4,050; forest products, 5,107 and 4,988; ore, 3.630 and 4,251; mer- 
chandise, L. C. L., 76,366 and 74,696; miscellaneous, 97,262 and 
103,238: total, 1926, 256, 398; 1925, 234, 848; 1924, 236,371. 

Allegheny district:' Grain and grain products, . 259 and 3,525; 
live stock, 2,633 and 2,859; coal, 65,647 and 44,297; coke, 5,945 and 
7,753: forest ~o. 3,058 and 2,867; ore, 8.456 and 6,238: mer- 
chandise, L. C. L., 57,656 and 56,164: miscellaneous, 83,378 and 
80,142; total, 1926, 230, 032; 1925, 203, 845; 1924, 197,420. 

Pocahontas district: ‘Grain and grain products, 258 and 262; 
live stock, 225 and 124; coal, 47,821 and 44,595; coke, 662 and 679; 
forest products, 1,694 and 1,769; ore, 105 and 60; merchandise, 
L.C. L., 7,730 and 7,592; miscellaneous, 6,125 and 4, 540; total, 1926, 
64620; 1925, 59,621; 1924, 52,673. 

Southern district: Grain and grain products, 3,870 and 3,895; 
live stock, 2,051 and 2,001; coal, 31,036 and 27,775; coke, 754 and 
1,126; forest cer 21,243 and 21,985; ore, 1,059 and 1,409; 
merchandise, % © G. €2, 359 and 42, 548; miscellaneous, 59,271 and 
52,976; total, 1926, 161, 643; 1925, 153, 715; 1924, 156,9 

Northwestern district: Grain and grain Po onal 11,074 and 
15,427; live stock, 10,983 and 10,279; coal, 12,656 and 10,870; coke, 
1,736 and 1,523; forest products, 17, 359 and 17, 527; ore, 20, 424 and 
25,268; merchandise, i. ©. b. 3S 597 and 33, 435; miscellaneous, 
40,190 and 40,091; total, 1926, 148, 019; 1925, 154, 420; 1924, 133,253. 

Central Western district: Grain and grain products, 11, 390 
and 10,071; live stock, 14,724 and 14,646; coal, 20,863 and 21, 074; 
coke, 346 and 304; forest products, 10, 050 and 9,912; ore, 3,672 and 
3,669: merchandise, | a ae oe ,047 and 35, 951; miscellaneous, 
66,764 and 65,401; total, 1926, 163, 856; 1925, 161, 028; 1924, 163,364 

Southwestern district: Grain and grain products, 4,934 and 
4,527; live stock, 4,017 and 3,459; coal, 7,938 and 6,755; coke, 324 
and 267; forest products, 8,863 and 7,956; ore, 512 and 453; mer- 
chandise, L. Cc. &., 17,269 and. iT, 290; miscellaneous, 44,441 and 
41,756; total, 1926, 88,318; 1925, 82, 463; 1924, 76,861 

Total, all roads: Grain and grain products, 45, 809 and 46,797; 
live stock, 38,198 and 36,860; coal, 242,095 and 186, 409; coke, 13, 077 
and 15,702; forest products, 67, 374 and 67,004; ore, 37, 858 and 
41,348; merchandise, me © Be, 271, 044 and 267, 676; miscellaneous, 

1926, 1,112,886; 


ae 
= 


397,431 and 388,144; total, 1925, 1,049,940; 1924, 
1,016,843. 
Loading of revenue freight this year compared with the 


two previous years follows: 


: 1926 1925 1924 
Five Weeks in January.......... 4,432,010 4,456,949 4,294,270 
Four Weeks in February......... 3,676,449 3,623,04 3,631,819 
Four Weeks in March............ 3,877,139 3,702,413 3,661,922 
Four Weeks in April............. 3,795,837 3,726,830 3,498,230 
Wive Weeks in MAY... 0600000006 5,142,879 4,853,379 4,473,729 
Wour Weeks: in JUune.......0<00000 4,112,150 3,965,872 3,625,182 
Four Weeks in July..........000. 5,245,267 4,945,091 4,470,522 
Four Weeks in August.........0. 4,417,780 4,321,427 3,898,384 
Four Weeks in September........ 4,552,378 4,297,936 4,147,885 
se Weeks in October... ......... 6,006,024 ey 159 5,455,431 
week ended November 6th....... 1,137,210 62,646 95,2 
eek ended November 18th...... 1,112,886 i 049,940 1,016,843 
OUR Sc ralsro neroereio iron aed ee 47,508,009 45,542,689 43,169,496 


ACQUISITION OF TELEPHONE PROPERTY 


The Bell Telephone Company of Pennsylvania and the Home 
Telephone Company of Ridgway have applied to the Commission 
for approval of acquisition by each of the applicants of certain 
Properties of the other in order to avoid duplication of service. 


he properties are in Warren, Elk and McKean counties, Penn- 
Sylvania. 
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SHALL WE MOVE THE ATLANTIC? 


(By the Great Lakes-St. Lawrence Tidewater Association) 
Vil—Cheaper Roads to World Markets 

With forty million people marooned—with their outbound 
and inbound trade bearing freight overcharge of more than 
$100,000,000—-with such excessive transportation costs lowering 
the farm and factory price of products at the place of production 
—lower transportation costs are necessary to the economic life 
of the mid-continent. 

There are two conceptions of how transportation at a lower 
cost may be secured. One is to improve our highways to the 
ocean; the other is to move the ocean itself as far inland as 
possible—as near to the farmer and to the factory as may be 
possible—and so to confer upon the interior the perpetual benefit 
of deep water transportation. 

The expanding business of the continent is today taxing the 
great harbors of the nation to their capacity. The harbor of 
New York, through which flows the largest volume of our trade, 
both outgoing and incoming, is the most congested and most 
expensive harbor in the world. If new highways from the mid- 
continent over the land to existing deep water harbors are laid 
down and maintained, it will be at tremendous cost and at a 
perpetual charge for maintenance, upkeep and future enlarge- 
ment of inland and port terminals. Under such conditions it 
may be doubted whether the benefits of added trunk highway 
transportation of the interior to the seacoast will in any ap- 
preciable degree spread out to the farmer and to the business 
man of the mid-continental area. These benefits will more prob- 
ably be absorbed by the added costs of such development and 
maintenance. 

We may develop the larger interior rivers of our nation and 
make them effective carriers of barge transportation to the ocean 
and especially for furnishing low-cost water movement between 
interior points, but we must remember that such barge trans- 
portation, under its most favorable development, stands inter- 
mediate in cost between the best rail transportation that can 
be offered and the costs by means of the deep sea cargo vessel. 

As the nation expands we must develop our inland rivers 
as arteries for commerce, but at their best they serve only to 
cheapen the cost of reaching the ocean. The St. Lawrence 
Ship Channel will bring the ocean to us. The one is a means 
to an end; the other is the end itself. 

From Chicago and Duluth to Liverpool by way of the Great 
Lakes—St. Lawrence Ship Channel—the distance is approxi- 
mately 4,500 miles. This—when thirty-three miles in the St. 
Lawrence is improved—is an all-deep-water highway. The 
mouths of the Mississippi are 5,400 miles from Liverpool, or the 
distance is greater by nine hundred miles than via the St. Law- 
rence route. It stands to reason that grain laid down at Chicago 
or Duluth can be carried direct to Europe by ocean freighters 
at no greater cost than grain laid down at Gulf ports. For the 
region naturally tributary to the Gulf ports, whether by rail or 
barge, these ports offer advantages which the Great Lakes-St. 
Lawrence route does not. But as an ocean freighter and low 
cost freight route, the Great Lakes-St. Lawrence Ship Channel 
offers the shortest, most direct connection between the farm and 
factory of the mid-continent to Europe and the east coast of 
South America, the Atlantic seaboard, and the far east by way 
of the Suez. The St. Lawrence route divides with the lower 
Mississippi the advantages of deep water transportation for the 
trade that moves to and from the Carribean, to and from the 
west coast of South America and North America, and to and 
from the Orient, via Panama. 

Bearing in mind the volume of our agricultural products that 
moves eastward over the Great Lakes-New York-Atlantic route 
at the present time—and the great grain stream from Canadian 
ports into the same channel, part of the American grain going 
by way of Montreal and part of the Canadian grain going by 
way of New York—three-fourths of all North American export 
grain going via the Great Lakes and Atlantic—it is reasonable 
for us to consider what improvement to that trunk highway may 
be necessary in order that it shall become a sea channel ade- 
quate to the needs of both nations. Since the price of farm 
products in the United States is now dependent upon the cost 
of transportation over that route, its improvement is of the 
utmost importance. 

The improvement of every road that leads down to the sea 
is desirable. Bringing of the Atlantic to the heart of the conti- 
nent is vital. Every improvement of our inland waterways trans- 
portation facilities—every development of port facilities—every 
enlargement of our transportation outlets from the interior to 
the coast brings benefits that are measurable and are worth 
securing, but only by moving the ocean westward into the Great 
Lakes can the full benefits of deep water transportation be given 
to the Great Lakes region, and to the Prairie States, and to the 
marooned Rocky Mountain region and Interior Basin. In the 
one case we reduce costs of land transportation; in the other 
we cut out entirely a large part of the land haul, replacing high 
cost transportation down to the sea by low cost transportation 
over the sea. 

To be more specific: We can, by lifting the Atlantic and mov- 
ing it westward into the Great Lakes, add to the farmer’s bushel 
of wheat a large part of all the computed twelve cents per bushel 
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saving that ocean transportation from Duluth and from Chicago 
would achieve, for the simple reason that such saving is east- 
ward of the point where the streams of commerce meet and 
join for ocean transportation, and is so situated that each and 
every part of the marooned interior receives an equal benefit. 

And for the manufacturer, the importer, the distributor there 
are similar benefits in urging to completion the St. Lawrence 
ship channel. 


Vill—Why Our New York Outlet Satisfies New York 


To many of the readers of this series of articles, the great 
commercial highway that leads eastward from the head of the 
Great Lakes and on to Europe is as familiar as the road that 
runs past their own door. But to many others it is unfamiliar. 

Let us think of this great road from the mid-continent to 
the markets of Europe and of the world, as a trunk line high- 
way—as we might think of the highway that runs past the 
reader’s door. This highway collects at its western terminal on 
the Great Lakes the goods that move eastward for transporta- 
tion to other lands—the wheat and other grains, live stock 
products, manufactured goods, all the vast surplus of the in- 
terior. This surplus has already been mentioned as amounting 
to some twenty million tons per year. Over the same highway, 
coming in, moves another stream that amounts to another ten 
million tons per year. 

This vast outbound commerce flows over the highways and 
railroads of the interior, down to the Great Lakes harbors, among 
which are numbered some of the greatest and best harbors in 
the world. These harbors are deep and spacious and adapted 
to the handling of ocean-sized steamers. 

For approximately 1,000 miles this trunk highway is com- 
pleted. It was not always as it is today. Harbors had to be 
dredged and shallows deepened, the great locks at the Soo put 
in place; all this has been done at the expense of either the 
United States or of Canada. This first section of the mid- 
western ship channel to Europe is completed. It leads from 
Duluth-Superior, Chicago and Milwaukee, down the lakes past 
Detroit, Toledo, Cleveland and on to Buffalo. Here the com- 
merce of the Mid-West is lifted from the ships, placed upon cars 
and transported a distance of 442 miles to the great, congested, 
expensive harbor of New York and again it is unloaded and 
placed aboard ship for Europe. 

This is not only an expensive procedure, but it is a wasteful 
one. When our shipment arrives at New York it is further away 
from Liverpool than when it left Buffalo, 442 miles to the west- 
ward. In other words, Buffalo is closer to Liverpool by way of 
the direct natural water course of the Great-Lakes-St. Lawrence 
than is New York over the Atlantic sea route. 

And the 442 miles, the two transfers, the rail haul, the ex- 
pense and delay of exchange from car to boat at the crowded 
harbor of New York, all represent a loss in distance, a waste in 
time, an increase of cost and a decrease of local market price 
to the mid-continental producer. 


It costs on the average four cents to move a bushel of wheat 
from the head of the lakes to Buffalo and deliver it aboard cars. 
It costs another 9.1 cents to ship that bushel of wheat from 
Buffalo to New York. It costs still another cent, and often more, 
to unload the wheat from the car and put it aboard a ship 
bound for Europe, and the average cost of moving it across the 
Atlantic is eight cents more—a total cost, from the head of the 
Great Lakes to Europe, amounting to 22.1 cents. 


If, when we loaded our ship at Chicago or Duluth-Superior, 
or at any other of the Great Lakes ports, the ship could go direct 
to Europe without unloading and without delay, the cost of the 
entire voyage would not greatly exceed the cost from New York 
to Liverpool. 


It has already been mentioned that the cost of shipping a 
bushel of wheat from the Gulf ports to Liverpool averages eleven 
cents. The Gulf ports are about 5,500 miles distant from Liver- 
pool, while New York is 3.578 miles distant. Chicago is 4,500 
miles from Liverpool. With the Chicago-Duluth-St. Lawrence- 
Liverpool route open it is fair to assume that the cost of ship- 
ping a bushel of wheat by that route would lie somewhere be- 
tween the eight cents charged from New York to Liverpool and 
the eleven cents charged from Galveston to Liverpool. If we 
call it ten cents, such a charge will not be far from what the 
actual rate when the St. Lawrence Ship Channel is opened will 
be. A ten-cent rate from Chicago and Duluth-Superior to Liver- 
pool as compared to the present 22.1 cent rate gives us 12.1 
cents as the amount which the present route is costing us over 
and above what the cost ought to be. This amounts to an excess 
charge of $4.00 per ton, and is the measure of the handicap 
which the Mid-West is now suffering because of a congested, 
insufficient and too expensive road to market. 

It is quite easy to understand why the present route seems 
good enough to the eastern interests that oppose the Great 
Lakes-St. Lawrence Ship, Channel. They get the transfer busi- 
ness at Buffalo, they get the transfer business at New York, 
they get the haul between. As a consequence of this they get 
the privilege of doing the banking business for those who han- 
dle the grain. When there are delays they finance the money 
tied up by these delays and they profit from each and every 
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delay. The land gap between Buffalo and New York serves the} estimat 
same purpose as a toll gate would serve on a highway; thef the figu 
keeper of such a gate can exact toll from every passer-by andf neers si 
he strenuously objects when somebody suggests that a shorter, | going sl 
more direct route, one making the toll gate unnecessary, might ¥ the wat 
well be used. > power i 
This in simple English is why New York opposes the Great fF” Hal 
Lakes-St. Lawrence Ship Channel. > pelongil 
And the delays, the costs, the depression of Mid-Western fF The 
agriculture and business resulting therefrom, are sufficient rea-— tween t 
sons why the Atlantic must be moved inland—why the St. Law. on a 50: 
rence must be opened to the sea. - conside: 
IX—The St. Lawrence Ship Channel / would 1 
The natural water route from the head of the Great Lakes f- — 
to the Atlantic is down the Great Lakes from their western ter.) 2 P&™™ 
minals at Duluth-Superior and at Chicago, past the cities and > aia 
harbors along their shores to Buffalo, and from Buffalo across _ 
Lake Ontario and down the St. Lawrence river to the Atlantic. 
This is a water level, down hill pull all the way. The only 
reason why it is not used by ocean ships at the present time is Pp 
the fact that at two points there are rapids to overcome. These fF os 
rapids have already been bridged by canals which float small F soap 
vessels—ships carrying 2,000-ton cargoes and less. Ocean ships F” wil A 
carrying such cargoes have come into and gone out of the, gen 
Great Lakes regularly during and since the World War. Nearly, fF t - Pie 
if not quite sixty vessels have made the Atlantic-St. Lawrence > = am 
Great Lakes voyage during the season of 1926. mY . 
But vessels of this modest size are not economical freight Mu 
carrying ships. They cannot compete with the standard ocean — tion to. 
freighter that handles from seven to ten thousand tons of cargo F we 
at a trip. The present canals of the St. Lawrence and thep | 4", 9 
Niagara will not permit ships to load to more than fourteen feet F © sidered. 
draft, while the standard ocean freighter needs twenty feet of F In! 
water or more. So for the purpose of opening the Great Lakes Ff” oe 
to ocean navigation it is necessary that the canals of the St.f our cou 
Lawrence and at Niagara shall be enlarged. The Canadian gov: f cial res 
ernment is already spending about $100,000,000 in building a fF of ee 
substitute for the Welland Canal. This canal now building will B sentime 
have locks thirty feet deep and a channel twenty-seven feet F which | 
deep. When opened in 1930 it will be wide enough and deep F ™2x'mu 


enough to carry any of the lake freighters or any ocean ship that F 
can go through the great locks at the “Soo.” It will be suff- > ~ 
ciently large to accommodate ocean freighters carrying up to > 
twelve thousand tons. This will enable the great merchant fleet f 
of the Great Lakes to go down into Lake Ontario and as far as F- 


ST. 


Ogdensburg, 60 miles below the foot of that lake. : — 
At the other end of the St. Lawrence ship channel route F) with tp 
lies the Atlantic ocean and the lower St. Lawrence river. Mon F on the 
treal, a thousand miles up the St. Lawrence from the Straits of f° states 
Belle Isle, is at the head of ocean navigation. Today Montreal, Ff” merce 
measured in overseas commerce, is the second largest North F ments 
American port. She leads the ports of the Gulf and of the F > questio 
Atlantic, New York alone excepted. No Pacific Coast port does F tion yw, 
as much transoceanic business as Montreal. The harbor of F one yw 
Montreal accommodates ships much larger than the ordinary g p x 
ocean freighter—great passenger vessels that run on a regi: F dian se 
lar course between that city and the British Isles. > Charle: 
There is no point in the St. Lawrence River below Montreal F- Th 
where the depth of the water in the channel is less than thirty F a cour; 
feet. The channel below Montreal, like the Great Lakes and & of a tr 
connecting channel above Ogdensburg, New York, is deep and Th 
wide, and in every way adapted to the use of ocean going ships. F pages, 
Between Ogdensburg and Montreal lies the section of the B ternati 
St. Lawrence river that needs improvement. That river, like F develo; 
the Detroit river, with which it might be compared, which is, F Th 
in fact, an upper section of the same stream, is not a river in B project 
the usual sense of that term. It connects two large bodies of B Th 
water and has a remarkably steady flow. There are no floods, F the fo! 
and for the reason that the Great Lakes act as a settling basil F 
there is neither sediment nor sand bars. The St. Lawrence is 4 § ws The 
deep stream of slowly moving water except where the flow of Be of a 
the river over outcroppings of rock forms rapids. » to feas’ 
These rapids are at present overcome by the fourteen foot wa 
Canadian canals. By throwing dams across the river, flooding two-ph 
the shallows caused by the rapids, and building short stretches a 
of canal section, the deep water channel of the Great Lakes son 
and connecting rivers is joined with the deep water channel to pro 
from Montreal to the sea. The proposed channel improvement fainime 
will require seven locks, the same size as that now being place of ns 
in the Welland, and there will be thirty-three miles of thirty-foot than ¢ 
depth ship canal. The rest of the distance will be unhindered | 
navigation. gation 
The cost of this improvement, which will shorten the dis $159, 00( 
tance from the Middle-West to Europe by more than 450 miles jf 1821 
and which will reduce the cost of transportation by approx: eth 
mately $4.00 per ton, is computed by the United States and naviga: 
Canadian engineers who have surveyed the route, at $160,000,000, itp cl 
considering navigation alone. But as the waste flow of th is saps 
river furnishes an immense amount of water power, which in thé $252,001 
interest of economy should be developed and used at the sallé buta 


time, the estimates of cost of providing such water power. ready 
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for delivery at the busbar, is included in the army engineers 
estimate. The water power development adds $109,000,000 to 
) the figures, or a total of $269,000,000 is considered by the engi- 
' neers sufficient to provide a ship channel deep enough for ocean 
J going ships of ordinary size, and also to create, develop and use 
- the water powers of the St. Lawrence, of which 1,500,000 horse- 
» power is in the international section. 
i Half of this, or 750,000 horsepower would be the portion 
' pelonging to the United States. 
The cost of ship canal construction would be divided be- 
' tween the United States and Canada. If we divided such costs 
' on a 50-50 basis, then the cost of the St. Lawrence ship channel, 
considering the water-power development as paying for itself, 
would be one-half of the $160,000,000 required for channel im- 
provement, or $80,000,000. Can the United States afford to make 
a permanent investment of $80,000,000 in order to make an 
economic saving amounting to $120,000,000 a year? 
Can the United States afford. not to? 


COOLIDGE ON WATERWAYS 


; President Coolidge desires that the development of inland 
- waterways proceed as rapidly as the country’s financial resources 
' will permit, according to a letter from the President read at the 
' convention of the Mississippi Valley Association at St. Louis 

‘this week. Secretary Hoover delivered an address in which he 
_ set forth his views on waterway development. The letter sent 

by the President was as follows: 


iz 


: Much to my regret I find it impossible to accept your invita- 
tion to make an address at the eighth annual convention of the 
Mississippi Valley Association, to be held in St. Louis the latter 
part of this month. 1 cannot refrain, however, from sending a 
a — y emphasize my interest in the principal matter to be con- 
' sidered. 

In my messages to Congress I have expressed my opinion that 
the development of the waterways of the Mississippi for trans- 
portation purposes is of great importance to a large section of 

‘our country. I want this work to go on as rapidly as our finan- 
' cial resources will permit. To that end I had an additional item 

- of $10,000,000 put into the present budget. 

¥ Your association can be most helpful in crystallizing public 
sentiment and in considering and suggesting the best ways in 

_ which your waterways may be improved so as to furnish the 

' maximum of service to your people and to the nation at large. 


| §T. LAWRENCE WATERWAY PROJECT 


The Trafic World Washington Bureau 


_ Another step toward final decision as to the St. Lawrence- 
a Great Lakes-to-the-sea waterway project was taken this week 
' with the submission of the report of the joint board of engineers 
on the project to the St. Lawrence Commission of the United 
_ States of which Secretary Hoover, of the Department of Com- 
merce, is chairman. The board was appointed by the govern- 
ments of the United States and Canada to report on certain 
' questions referred to it. The members of the United States sec- 
_ tion were Major General Edgar Jadwin, chief of engineers; Col- 
_onel William Kelly, corps of engineers; and Lieutenant-Colonel 
_G. B. Pillsbury, corps of engineers. The members of the Cana- 
' dian section were Duncan W. McLachlan, Olivier O. Lefebvre and 
' Charles Hamilton Mitchell. 
The report will be considered by the two governments and 
_acourse of procedure determined upon looking to the negotiation 
of a treaty to give effect to the plans for the project. 
The report of the joint board of engineers embraces 106 
_ pages. The board was appointed on recommendation of the In- 
| ternational Joint Commission. The report dealt at length with 
' developments that preceded the present inquiry. 
The board reported favorably on the practicability of the 
" project. 
% The Great Lakes-St. Lawrence Tidewater Association issued 
| the following statement in explanation of the report: 


: The unanimous report of the joint American and Canadian board 
_ of engineers on the St. Lawrence ship channel confirms the views 
_ of the friends of the Great Lakes-St. Lawrence waterway, both as 
_ to feasibility of such a channel and as to the cost of construction. 
4 The report of the joint board presents two plans and cost esti- 
mates, the one being a single phase development and the other a 
| two-phase development of the water power possibilities of the St. 
_ Lawrence River. Both cost estimates rest upon ‘“‘the recognized prin- 
ciple that the interests of navigation on the St. Lawrence are para- 
mount.” The engineers’ report says: “The endeavor has been made 
» to Provide the maximum amount of open-river navigation, with a 
minimum of locks and of canal navigation.” And again it says: “The 
improvement of the rapid sections of the river for the joint benefit 
of navigation and power affords, as a rule, much better navigation 
than could be secured by the improvement now economically justi- 
able in the interest of navigation alone.” 

The cost estimmate of improvement of the St. Lawrence for navi- 
ye alone calls for an expenditure of $167,720,000, as compared with 
*159,000,000 for a 30-foot channel made iy | the joint board of engineers 
th 1921. The reason assigned for this increase in cost estimates is 
Wh higher unit cost of labor and material at the present time. 
} od the single or double stage development is adopted these 
his gation costs remain at the same figure. The estimated cost of a 
ins channel 25 feet in depth in the reaches with lock-sills 30 feet 
. saben and carrying with it the development of 1,365,000 horse power 
$253 95,025,000. This compares with the 1921 engineers’ estimate of 
tribygo0- 000 for a 25-foot channel. This difference in cost is largely at- 

utable to the inclusion in the 1926 estimates of items for the de- 
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velopment of water power which would not appear in the earlier 
report. 

Having regard for the returns on such expenditure it does not 
appear that the total figures for both navigation and power develop- 
ment, as given out by the joint board of engineers in 1926, increase 
in any material amount the cost of such improvement as calculated in 
1921. Improvement of the river to provide against ice obstruction to 
power usage and the installation of hydro-electric power machinery 
account for the essential cost differences between the two reports. 

While the joint estimates of cost of the present joint report are 
based upon a channel depth of 25 feet, cost estimates for a twenty- 
seven and thirty foot depth are included. To give the entire channel 
from Lake Ontario to Montreal a minimum depth of 27 feet would 
add but $5,800,000 to the cost of a 25 foot channel, and to make the 
minimum depth 30 feet would add to the entire cost but $24,400,000. 

The report, as anticipated, stresses the feasibility of the St. 
Lawrence as a commercial route connecting the Great Lakes with 
the Atlantic. It estimates a maximum of eight years as the time 
necessary for the completion of this work. 

Having in mind the changed conditions during the five years 
that have elapsed since the earlier report was published, the report 
of 1926 follows closely the lines of the earlier report and fully con- 
firms the findings that then approved the St. Lawrence ship channel. 


ALL-AMERICAN ROUTE 


Indorsement, November 23, at St. Louis of the “All-American 
Deep Waterway” from the Great Lakes to the Atlantic seaboard 
at New York City threw the influence of the Mississippi Valley 
Association into the fight against cooperation with Canada and 
against adoption of the St. Lawrence river, as the preferred 
route. 

Unanimously recommended by a resolutions committee 
headed by Thomas F. Cunningham, of New Orleans, the “All- 
American Route” was approved without debate. 


SARGENT ON WATERWAYS 


President Fred W. Sargent, of the Chicago & North West- 
ern Railway, points out that he was not quoted with entire 
correctness in the October 30 Traffic World report of his address 
at the education and industry conference at the University of 
Chicago and the editorial in the same issue. He was quoted 
as saying he believed there was a definite need for a direct 
ocean route from the Chicago region via the Great Lakes and 
the St. Lawrence River and, possibly, the Mississippi to the 
Gulf, and that the opening of such routes would stimulate in- 
dustrial and agricultural growth, with resulting benefits to all 
classes of business, including railroad transportation. 

Perusal of the text of his address shows that it was mainly 
directed to showing the probability of lack of success of inland 
water routes. His only mention of the proposed St. Lawrence 
Canal was as follows: 

Turning to the question whether transportation by water is 
cheaper than by rail, we might well dismiss from consideration trans- 
portation on deep waterways provided by nature, such as the ocean 
and the Great Lakes. A direct ocean route from this interior terri- 
tory to trans-Atlantic markets would stimulate industrial and agri- 


cultural growth with resulting benefits to all classes of business, in- 
cluding that of railroad transportation in the region thus benefited. 


In the course of his expression of doubt as to the prac- 
ticability of waterway schemes, he said this with respect to 
the Lakes to the Gulf project: 


If there is any inland waterway that promises any measure of 
success along these lines it is to be found in the route from the 
foot of Lake Michigan to St. Louis and the Gulf and, possibly, in the 
route from the Twin Cities to the Gulf, although, in the latter case, 
the probability of long periods of inactivity, due to freezing of the 
— = the winter months, presents a somewhat more serious 
obstacle. 


It is clear that Mr. Sargent was misquoted, though it is 
easy to understand how his remarks, not analyzed carefully, 
might receive the interpretation they did receive in the news 
report on which the editorial was based. As to the St. Law- 
rence waterway, the misunderstanding was doubly easy because, 
on a former occasion Mr. Sargent had expressed approval of 
the project. Speaking before the Rotary Club of Chicago, May 
4, 1926 (see Traffic World, May 8, page 1283), he said: 


There would seem to be little doubt but that, if the ocean going 
steamers might dock in Lake Michigan ports the advantages would 
be tremendous. There are those, however, who question this state- 
ment. They argue that the route could only be kept open a few 
months out of each year, and that, if the tonnage moved was in 
sufficient volume to justify the cost, it would so lessen the traffic 
density of the railroads as to make it necessary to apply sufficiently 
higher rates to what remained to more than offset any possible 
economies. They argue that there must be transportation in the 
winter as well as in the summer; that now the only season that the 
railroads make a profit is in the summer and fall when tonnage is 
moving freely and in large volume. They also argue that to ma- 
terially lessen this volume would mean either the abandonment of 
rail transportation or higher rates for thinner traffic, and, since the 
former is impossible, the latter would be unavoidable. 

I believe, however, that these fears are not well founded. A direct 
ocean route from this interior territory to trans-Atlantic markets 
would stimulate industrial and agricultural growth with resulting 
benefits to all classes of business, including that of railroad trans- 
portation. Such projects move slowly and, if we expect to see ocean 
going steamers taking tonnage from the ports of Lake Michigan 
within the next decade, the time to start the campaign is now. 


As to the Lakes to the Gulf waterway, his remarks in the 
Rotary Club speech were inconsistent with the University of 
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Chicago speech, if the latter be considered as favorable to that 
project. To the Rotary Club he said: 


I am not so hopeful over the results to be expected from a barge 
canal connecting the Great Lakes with the Guif. The Hudson is 
not now able to compete with the New York Central in any large way. 
The New York Barge Canal is a hopeless failure. What it cost in 
taxes alone would have paid the freight on all its tonnoge by rail 
and left a surplus to be returned to the taxpayers. The Hennepin 
Canal cannot compete with the railroads. Engineers say it is be- 
eause of only a six foot draught of water, but I predict a nine foot 
draught will be an antiquated and out of date compared to the prog- 
ress of railroad transportation ten years hence as a six-foot canal is 
today. But whether right or wrong in this view, I am sure that. co- 
ordination and cooperation between proposed water routes into Lake 
Michigan ports and the rail routes radiating therefrom will be forth- 
coming to the end of finding a constantly enlarging market for the 
products of industry. 


CHESAPEAKE AND DELAWARE CANAL 


Reconstruction of the canal between Chesapeake and Dela- 
ware bays is nearing completion, according to the weekly notice 
to mariners, prepared jointly by the Commerce Department’s 
Coast and Geodetic Survey and Lighthouse Service. The work 
required in the reconstruction included the removal of three 
locks and necessitated deepening the canal to a sea-level depth 
of 12 feet. 

It is expected that the work will be completed by the middle 
of February, 1927, the report states, and that the canal will be 
navigable at that time. The formal opening of the canal, how- 
ever, is planned for March 1, 1927. 


RIVERS AND HARBORS CONGRESS 


Speakers at the twenty-second convention of the National 
Rivers and Harbors Congress to be held in Washington De- 
cember 8 and 9, and the subjects to be discussed by them, 
include the following, according to a bulletin issued by the 
congress: 


“Line Haul vs. Terminal Charges,’’ J. Spencer Smith, New York 
City, president, American Association of Port Authorities; ‘‘The Great 
Lakes and Their Traffic,’ R. J. Maclean, Detroit, Mich.; ‘‘Shall the 
I. C. C. Control Our Waterways and Highways?” J. N. Teal, Portland, 
Ore.; “The Ports of Virginia,’ J. Gordon Bohannan, Petersburg, Va., 
chairman, the State Port Authority of Virginia; ‘‘Restoring Naviga- 
tion on the Ouachita,’’ H. J. Fernandez, Monroe, La., manager, Mon- 
roe Traffic Bureau; ‘‘Federal Regulation of Water Lines,’’ A. H. Fergu- 
son, New Bedford, Mass., manager, bureau of transportation, Chamber 
of Commerce; ‘‘Survey of the Tennessee and Its Tributaries,’’ Harold 
C. Fisk, Lt. Col., Corps of Engineers; ‘‘From Deficits to Dividends,” 
Brig. Gen. T. Q. Ashburn, chairman and executive, Inland Waterways 
Corporation; ‘‘A National Waterway Plan,’’ Maj. Gen. Edgar Jadwin, 
Chief of Engineers; ‘‘Putting Barges on the Upper Mississippi,’’ W. 
W. Morse, Minneapolis, Minn., vice-president and general manager, 
Upper Mississippi Barge Line Co. 

Illustrated Addresses—‘‘Portland, the Port and Harbor,” James H. 
Polhemus, general manager and chief engineer, the Port of Portland, 
Ore.; ‘“‘From Portland Harbor to the Sea,’’ Maj. R. T. Coiner, Portland, 
Ore., U. S. district engineer; ‘“‘The Water Caterpillar,’ Carl J. Baer, 
St. Louis, Mo., president, Sunco Navigation Co. 


SALE OF C. M. AND ST. P. 


The Chicago, Milwaukee and St. Paul was bought by Robert 
T. Swaine and Donald D. Swatland, representing the reorganiza- 
tion managers, Kuhn, Loeb and Company and the National City 
‘Company, of New York, for $140,000,000 at the auction of the 
properties held at Butte, Montana, November 22, in fulfillment 
of the order of Judge James H. Wilkerson, Chicago, U. S. 
District court. The purchasers immediately assigned their bid 
to the Chicago, Milwaukee and Pacific Railway Company, the 
name under which the reorganization managers expect to operate. 
The sale will be subject to the approval of Judge Wilkerson’s 
court not later than three weeks following the date of sale. The 
upset price which had been set by Judge Wilkerson was $122,- 
500,000. At the time of the presentation of the outcome of the 
sale to Judge Wilkerson, it is required that the purchasers sub- 
mit a plan of reorganization for approval. 

The reorganization plan, as made public to date, includes: 


1. A net reduction in the amount of fixed interest bearing se- 
curities of more than $227,000,000 and a net reduction of annual fixed 
interest charges on the funded debt from about $21,800,000 to less 
than $14,000,000. 

2. Funding of more than $185,000,000 of obligations maturing in 
the néxt ten years into long term obligations, interest charges on 
more than $130,000,000 of which will be contingent on earnin 


gs. 
Provision for raising, by assessment, approximately $70,000,000 
on common and preferred stock. 


4. Payment of $55,000,000 in government notes and other out- 
standing indebtedness. 


As the sale of the road was taking place in Butte, the 
Jameson group was making a last minute effort to halt it and 
obtain the right of intervention in the reorganization. Attor- 
neys representing the bondholders’ defense committee appeared 
before Judge Evan A. Evans, of the U. S. Circuit Court of Ap- 


peals. He was the fourth judge to refuse to grant the request of 
the Jameson group. 


U. S. OCEAN COMMERCE 


“The total ocean-borne commerce conducted through all 
seaports of the United States in 1925 aggregated 268,900,000 
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long tons, an increase of 34,400,000 tons or 14%, over the pref 
vious year, according to ocean freight statistics assembled by 
cooperation of the bureau of research, United States Shipping} 
Board, and the board of engineers for rivers and harbors, Warf 
Department,” says a statement issued by the Shipping Board, 
which continues: 


Twelve United States seaports handled more than 71 per cent of 
the total ocean-borne commerce of the United States in the calendar 
year 1925. The total volume of cargo passing through these twelve 
ports in that year approximated 191,450,000 long tons, distribute; 
among ocean trades as follows: Foreign, 61,800,000 tons; intercoastal do- 
mestic through Panama Canal, 13,800,000 tons; coastwise domestic 
112,150,000 tons; and trade with noncontiguous United States pos. 
sessions, 3,700,000 tons. The tonnages enumerated constituted 77 pef> 
cent of the total United States ocean-borne foreign trade, 80 per centh™ 
of the domestic traffic through the Panama Canal, nearly 67 per cenif- 
of the domestic coastwise trade and 88 per cent of the trade with} 
non contiguous territories. 

The same twelve ports handled over 71 per cent of the 1924 ocea 
borne trade and their aggregate increase of 23,875,000 tons in 1925 w 
also 71 per cent of the total increase in ocean-borne traffic. a 

The 1925 commerce of these twelve leading ports in the variou}™ 
ocean trades appears in the following table: 
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Inter- Noncon- 
Total Foreign coastal Coastwise 
Tons Tons Tons Tons 
Wew TOP ..0cs0 61,710,289 23,735,383 3,730,021 33,509,306 
San Francisco... 24,759,540 2,818,277 1,916,131 18,562,131 
Los Angeles..... 18,047,629 3,624,399 3,978,088 10,176,543 
Philadelphia - 13,916,325 5,592,854 1,253,691 6,988,350 
BHIOBEOR. 600500000 12,485,897 2,496,887 639,523 9,234,660 
PIOPIONUE  icsccccse 12,038,341 2,899,452 106,962 9,009,747 
New Orleans..... 11,003,197 8,629,501 243,768 2,019,663 
Baltimore «oes 9,982,227 5,692,669 1,207,182 2,840,816 
Port ATH... 7,356,607 1,429,065 44,571 5,839,797 
Se 7,171,792 974,206 611,750 5,072,723 
Newport News... 6,697,394 2,026,516 25,218 4,564,621 
HOUSION  ..n.cccces 6,277,359 1,901,460 29,280 4,326,211 
191,446,597 112,144,568 3,695,17 


61,820,669 13,786,185 


CONSOLIDATION OF SERVICES, ETC. 


The Traffic World Washington Buren — 


The Shipping Board has authorized the Emergency Flee} 
Corporation to proceed with the consolidation of the American 
Delta Line and the American Dispatch Line and to allocatey 
the consolidated service to the Mississippi Shipping Company 
The managing operator of the consolidated service is at the 
present time operator of the Delta Line. 

The Delta*Line has nine ships of aggregate tonnage of 74,76if 
d. w. t., and the Dispatch Line has six vessels of 49,708 d. w. tf 
Both of the services are operated from Gulf ports to the east 
coast of South America, although the Dispatch Line has been 
running its ships by way of New York. Under the plan for 
consolidation, the New York call will be omitted, in order thap 
this line may not compete with the American Republics Line 

The board’s action followed rejection on November 10 of 
a proposal received from the Munson Steamship Lines, Inc, 
present operators of the American Dispatch Line, for allocation 
of the service as now combined. The Munson proposition was 
submitted to the board in response to an advertisement for bids 
contemplating purchase of the line. 

For the present, a total of sixteen ships will be operated o1 
the combined service and the numbers will not be reduced until 
freight conditions warrant. It is intended, however, to effect 
economies in the maintenance of this trade route by a slight 
reduction in the number of ships kept in operation under the 
consolidation plan. 

Sale of the vessels, Eastern Mariner, Eastern Light an 
Eastern Admiral, for the sum of $175,000 each, to C. P. Stewart, 
of New York, subject to certain conditions affecting the financidl 
arrangement, was approved by the Shipping Board. Mr. Stewar! 
proposes that the vessels be operated in the coastwise trade 
by a new concern, the American Merchant Marine Steamshi) 
Corporation, and agrees that they will be converted to approvel 
types of oil burners within twelve months of delivery. Tl¢ 
American Merchant Marine Steamship Corporation is a sub 
sidiary of Frank B. Hall & Company, Incorporated, an insurance 
brokerage house, of which Mr. Stewart is president. The pur 
chase would be guaranteed by the Hall company. The thre 
vessels are of 10,545, 10,705 and 10,585 d. w. t., respectively. They 
were built by the Osaka Iron Works—two of them in 1920 and 
one in 1918. Each is equipped with a triple expansion engilé 
of 2,500 I. H. P. and 3 Scotch boilers, designed to steam about 
10.25 knots on 50 tons of coal a day. Mr. Stewart’s total offet 
of $525,000 for the three ships was submitted following rejectiol 
by the board of an offer of $440,000. 


OCEAN RATES MAINTAIN STRENGTH 


The Trafic World New York Burts! 


Following the first decline in full cargo rates for advanced 
positions which followed the news of the virtual end of th 
British coal strike, despite the adverse vote of the miners, the! 
has been a revival of interest and a consequent increase ” 
charter rates. It is apparent that the preliminary reaction ¥® 
largely sentimental, due to the haste of some shipowners " 
place their vessels, and the reluctance of shippers to take sh 
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except at reductions. Second thought convinced both shipowners 
and charterers that there will still be a large demand for space 
‘for several months and that no substantial decreases in rates 
can be expected until well into the new year. The world is 
still short of coal and, though British miners are drifting back 
to work rapidly, several months will be required to bring the 
output back to normal. 

Meanwhile, ships are scarce for December loading and are 
obtaining high rates. Quotations are tapering off for succeeding 
months, according to individual views as to the disappearance of 
the emergency. No changes are expected in conference tariffs, 
except for further revision upward to bring certain trades in 
line with recent advances elsewhere. 

Most of the charters the last week were at lower figures 
than were indicated for the next week as a result of the firmer 
tone shown in late dealings. Rates from Atlantic ports to 
Antwerp and Rotterdam declined to 25 cents a 100 pounds, com- 
paring with the high level of 28 and 29 cents on grain shipments. 
There were several grain fixtures from Atlantic ports to the 
Mediterranean at 31 cents a hundred pounds against the highest 
figures of 33 to 34 cents previously. Similarly there was a 
slight reaction in lumber rates from the Gulf to the River Plate 
to around $22 per 1,000 feet. The sugar market showed greater 
activity, though with a wide spread between the 30 shillings a 
ton asked by shipowners and 25 shillings offered by charterers. 

One effect of the present shortage of shipping is seen in 
the circulars issued by intercoastal lines to their clients on the 
Pacific Coast, stating that, when goods are to be transshipped 
from Atlantic ports, they will use every effort to arrange con- 
nections, but they cannot guarantee success and cannot be 
responsible for delays and consequent expenses. They stated 
further that, effective immediately, they could not accept bills 
of lading specifying connecting carriers. 

Steamships of regular lines sailing from Atlantic ports are 
now, almost without exception, leaving with capacity cargoes 
and in many instances they are refusing shipments. This situ- 
ation has not existed since the days of congestion following 
the war. Under these circumstances it will be realized that the 
recent increases in tariffs announced by various conferences 
represent merely the minimum rates which the lines have agreed 
to observe, and do not bind the companies against obtaining 
higher rates. Many shippers have, accordingly, had to pay 
rates higher than those mentioned in the tariffs, a condition 
which will exist until the surplus of vessels released from the 
coal trade gradually forces the conference rates back to the 
tariff level. This is a development that need not be expected 
for the next three or four months at the earliest. 


MERCHANT MARINE HEARING 


The Trafic World Washington Burean 


Operation of existing government shipping lines by the gov- 
ernment until such time as they might be turned over to be 
operated by private capital and ownership upon a proper basis, 
under the American flag, was urged by the State Port Authority 
of Virginia, represented by W. A. Cox, director of the port, at 
the closing hearing of the Shipping Board in the investigation 
held in connection with preparation of a report for the Senate 
on the merchant marine problem, November 22. Mr. Cox was 
introduced by H. J. Wagner, on behalf of the state of Virginia 
and the port of Norfolk. Mr. Wagner also introduced A. B. 
Schwarzkopf, president of the Hampton Roads Maritime Ex- 
change, and E. E. Ellis, member of the exchange. These wit- 
nesses emphasized in their statements that the Shipping Board 
had been helpful to the development of shipping under the 
American flag and they expressed their appreciation of that. 

In a statement read by Philip Godley, vice-president of the 
Philadelphia Bourse, Emil P. Albrecht, president of the Bourse, 
said the only way in which the country could develop and main- 
tain its merchant marine shipping was through the adoption of 
measures that would equalize the difference in cost of operation 
between American vessels and those of foreign registry. Mr. 
Albrecht said the government should retire from the ship oper- 
ating business as rapidly as possible. Call it subsidy or any 
other name, he continued, what was needed was financial aid 
from the government. He urged scrapping of government ton- 
nage not suitable for economical operation. 

Harvey C. Miller, of Philadelphia, president of the Atlantic 
Tidewater Terminals, and other companies, said if he had a 
vote on the board he would support the following program: 


1. Let the shipping board continue its present policy of the de- 
velopment and maintenance of adequate services to those foreign 
markets where American made goods can be sold and which are 
not adequately served by privately owned American ships. Let the 
board sell ship lines, with at least a ten (10) year guarantee service, 
and individual ships whenever and wherever it can find purchasers 
among responsible American citizens. Let the fleet corporation be 
as efficient and economical as it can in the operation of the govern- 
ment ships. 

2. Standing on this geheral policy let the board frankly ask 
Congress for money to lay down a ship construction program to in- 
Sure a well balanced modern fleet. A ship construction program, 
properly worked out, will be a sound investment by the government 
and not money thrown away. As our foreign commerce develops and 
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our steamship men become more strongly intrenched they will be bet- 
ter able to buy lines and maintain them successfully and later some 
sort of subsidy will come. 


Edwin H. Duff, speaking for the National Merchant Marine 
Association, said Congress had failed to respond to proposals 
of shipping interests to establish a permanent program for 
American shipping. 

Benjamin C. Marsh, executive secretary of the People’s 
Reconstruction League, opposed sale of the government ships 
and urged continued government ownership and operation. He 
submitted a list of leaders of national labor organizations, in- 
cluding D. B. Robertson, president of the Brotherhood of Loco- 
motive Firemen and Enginemen, who had declared for govern- 
ment ownership and operation of the ships. 

Representatives of the shipbuilding industry, at the closing 
session of the board’s hearings, asserted that unless Congress 
enacted remedial legislation, private American shipyards would 
fail, and that, without shipyards the nation never would have 
a merchant marine. They supported the bill introduced in the 
senate in the last session of Congress by Senator Pepper of 
Pennsylvania providing for payments to shipowners building 
ships in American shipyards for use in foreign trade, not in 
excess of 30 per cent of the cost of the ships. The money would 
come from a fund built up from profits from the operation of 
the Panama canal and from interest on the construction loan 
fund, under amendments suggested to the Pepper bill by the 
shipbuilders. Among those who supported the Pepper bill, with 
amendments as suggested, were H. G. Smith, vice president of 
the Bethlehem Shipbuilding Corporation; H. C. Hunter, secretary 
of the Council of American Shipbuilders; James Swan, editor 
of Marine Engineering; George W. Dalzell, counsel for the 
Atlantic Coast Shipbuilders Association; William F. Gibbs of 
New York; Rear Admiral D. W. Taylor; C. L. Bardo, New York 
Shipbuilding Company; Robert Haig, vice president Sun Ship- 
building Company, and George W. Edmunds, formerly member of 
the house committee on merchant marine and fisheries. Others 
who were heard included Andrew Furuseth, head of the Seamen’s 
union; Harwood Palmer, of Marine News; Henry Herbermann, 
of the Export Steamship Corporation; N. P. Alifas, representing 
the International Association of Machinists; G. H. Pouder of 
Baltimore; N. S. Myrick of the United States Chamber of Com- 
merce; W. F. Yates, president of the National Marine Engineers 
Association; F. P. Palen of New York; Herbert J. Horan, presi- 
dent of the Commercial Exchange, Philadelphia; Bruce K. Wy- 
man, commissioner of transportation of the Philadelphia Cham- 
ber of Commerce, and B. Hoff Knight, manager of the port of 
Philadelphia. 

The following statement with respect to views expressed at 
the regional hearings held by the Shipping Board in the last six 
weeks was made by Chairman T. V. O’Connor November 24: 


The hearings held by the shipping board in the large cities of the 
United States for the purpose of ascertaining the public’s attitude 
toward the future of American shipping have demonstrated that there 
is an active demand for the carrying out of the merchant marine act 
calling for the establishment of an American merchant marine on 
a permanent basis. The attitude of most of the shippers, bankers 
farmers, exporters, importers and others who appeared before the 
board is that we should have a merchant marine, privately owned if 
possible, but a merchant marine anyway. 

The hearings which have been held by the board were in re- 
sponse to the Jones senate resolution which directs the shipping board 
to submit to Congress before January 1, 1927, a report which shall 
outline a plan by which Congress may be guided in dealing with the 
future of American shipping. Thirty-three hearings were held and 
the results are now being studied by the board’s planning committee 
preliminary to preparation of the report to be made to Congress, 

The hearings themselves were a revelation of the interest the 
American people, both on the coasts and in the interior, are showing 
in American maritime affairs. Never before in my recollection has 
there been a more unified feeling that ships to fly the American flag 
are absolutely necessary to the progress of our commerce, the pro- 
tection of our farmers, and the general welfare of our nation. It is 
clear that the public is becoming what they call “ship minded” and 
that it means to have a merchant marine for this country. 

We have stated a number of times at the hearings the board has 
held, that the prices offered for the government’s vessels are not 
necessarily a consideration. Also we have stated that we have sold 
about 1,100 ships, that we still have over a thousand for sale and 
at present there are no more customers. A great proportion of the 
ships sold have gone into the protected coastwise and intercoastal 
trades, and only the most profitable have gone into the foreign 
trade. We have tried to sell the rest of our ships, but we have found 
that there is no one to buy them on a basis which will protect the 
government’s interests. It has, therefore, come down to the question 
of whether the government will continue to operate the ships in the 
foreign trade during the development period or take the American 
flag from the seas. I think there is little question but that this latter 
must not be allowed to happen. 

It cannot be said at this time just what the nature of the board’s 
recommendations to Congress will be. 


MERCHANT MARINE HEARING 


The Trafic World New York Bureau 


The Shipping Board hearing in New York on merchant 
marine policies was the only one of the series attended by the 
full membership of the board, and it was marked by the first 
public announcement of the recommendations of the American 
Steamship Owners’ Association. There was an attack from the 
ship owners on the policy of the board in putting idle ships into 
operation in the present shortage of tonnage, another recom- 
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mendation from the owners that the board should defer further 
conversion of steamers to motorships pending developments in 
this field, and a defense of the board by Chairman O’Connor, who 
said the existence of the government fleet in this emergency 
had saved American farmers from bankruptcy. 

There was no dissent in the recommendations for adoption 
of a uniform policy for establishment of an American merchant 
marine and its maintenance as a permanent, national asset. 


Ira A. Campbell, for the American Steamship Owners’ Asso- 
ciation, submitted a statement of recommendations drawn up by 
the association urging adequate mail subventions under the 
provisions of Sections 7 and 24 of the Jones act, pointing out 
that, regardless of the provisions of the ocean mail act of 1891, 
the sections mentioned vested complete authority in the Ship- 
ping Board and the Postmaster-General to fix prices to be paid 
under mail contracts and to select the lines to be used and com- 
pensated for mail service and thus encourage the development 
and maintenance of the merchant marine. 


The association suggested that further consolidations and 
eliminations of existing services of the board should be made. 
On this point Commissioner Teller stated that surveys had 
already been made by the board with this end in view. The 
statement expressed the opinion that investigation would show 
that the mail payments necessary to assure successful private 
operation would be far less than the losses now suffered under 


government operation and added: “It is confident that millions 
of dollars could be saved.” 


Reduction of the laid-up fleets, either by sale or scrapping, 
also was recommended by the association. As to this, it was 
said that the laid-up vessels were about ready for scrapping and 
that the others were being kept in as good condition as possible 
to guard against undue depreciation. The maintenance force, 
Mr. Teller said, averaged about two and a half men to each ship. 

Recommendations were made by the association for amend- 
ment of the seamen’s act and the immigration law in regard to 
alien seamen. Repeal of the 50 per cent duty on ship repairs 
made abroad was urged. On this point Chairman O’Connor 
asked if anybody could tell him what the difference was in costs 
of repairs made in this country and abroad, saying it certainly 
must be less than 50 per cent, and Rear Admiral Plunkett re- 
marked that many foreign owners were having repairs made on 
this side because the work was better. 


Other recommendations included reduction of Panama Canal 
tolls, abandonment of burdensome requirements at the canal in 
regard to stevedoring and the use of tugs by heavily laden ves- 
sels, extension of the coastwise laws to the Philippines and 
other island possessions, at the discretion of the President, and 
amendment of the navigation laws. The association recom- 
mended that the Shipping Board continue its support of rate con- 
ferences and suggested that supervision of these groups be as 
liberal as possible, with due regard to the interests of shippers 
and the difficulties of competition with foreign lines. 


Construction of new ships to replace those becoming obso- 
lete and to keep shipyards employed, so that naval architects 
and expert artisans may be available in time of national emer- 
gency was advocated by the steamship owners, as well as by 
Rear Admiral Plunkett and Rear Admiral J. K. Robison, and all 
three urged patronage of American ships by the American pub- 
lic as ong of the best means of developing the merchant marine. 

Mr. O’Connor declared that the board’s recent action of 
breaking out idle tonnage to aid in transporting American ex- 
ports had saved the farmers and cotton grows of the United 
States from bankruptcy. He denied that this policy had injured 
private American operators by breaking down rates. His re- 
marks followed the reading of recommendations concerning the 
American Merchant Marine, submitted by the American Steam- 
ship Owners’ Association, by Mr. Campbell, its general counsel. 

The criticism in the recommendation, which brought Chair- 
man O’Connor to his feet in protest, declared that the board was 
proceeding on an unsound principle and against the development 
of a merchant marine when it used laid-up tonnage as a reserve 
to break down reasonable increases in ocean freight rates 
caused by the world market conditions. 


“You have made a real criticism when you mention breaking 
down freight rates,” the Shipping Board head said to Mr. Camp- 
bell. “I deny that the board has ever done that, but plead guilty 
to the fact that we have broken our reserve ships and saved the 
farmers and cotton growers from bankruptcy. We put those 
ships out last month when the British coal strike made ships 
unobtainable at any price and, under the same circumstances, 
we would do it all over again. But we have not broken down 
freight rates. We have never put out a rate lower than those 
quoted by conference lines, and as long as I am a member of this 
board I will see that reasonable rates are maintained.” 

This is the first time that the owners’ association, represent- 
ing more than 90 per cent of the privately owned American ton- 
nage, has come out as a body in condemning the board’s pro- 
gram of putting ninety-two vessels into service to help transport 
American exports. This action came when shippers appealed to 
the board for relief following unsuccessful efforts to obtain ton- 
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nage. The situation was caused by the diversion of ships to the 
lucrative coal-carrying trade. 

Steam, direct Diesel, and Diesel electric systems of ship pros 
pulsion were the subject of active discussion. 

The statement of recommendations submitted by the Amer- 
ican Steamship Owners’ Association suggested that the board 
“consider the advisability of withholding completion of the 
Dieselization program until more is known of the results ob- 
tained with the higher powered Diesel ships now coming out 
of foreign yards, and that the board should consult with the 
operators of the essential services as to the speed and equip- 
ment of the ships to be converted, in order that advantage may 
be taken of the latest practice and developments.” 

As to the terms on which the Dieselized vessels have been 
offered for sale, the statement said: 


The association believes that this legislation ought to be repealed, 
and that the shipping board should join with the association in frankly 
presenting the situation to Congress, so that the board will be free to 
dispose of the ships to private interests on the basis of their actual 
commercial worth. 


The wisdom of the Dieselization policy was also questioned 
by J. H. King, of the Babcock and Wilcox Company, who as- 
serted that no consideration had been given to the possibilities 
of a modern steam propulsion plant with high pressure and 
superheat for which it has been claimed that it can be installed 
at lower initial cost and with lower operating cost than the 
Diesel drive. Conversion of the Tampa, he said, was at a total 
cost of $740,521, or about $81 per dead weight ton and $256 per 
shaft horse power. 

A steam plant of similar power, he said, could be installed 
for $590,521, or about $65 per dead weight ton and $200 per 
shaft horse power. He also asserted that a steam plant of 
modern design could be operated at lower fuel cost than a 
Diesel plant of similar horse power. Successful application of 


pulverized fuel, he added, would increase the advantage of the 
steam plant. 


J. C. Rohlffs, manager of the marine department of the 
Standard Oil Company (California), came to the defense of the 
Diesel engine in combination with electric drive. His company, 
he said, had obtained good results with both direct Diesel and 
Diesel-electric drive for its tankers. 


Exaction of penalties from purchases of Shipping Board 
services for failure to maintain the services in the face of 
changing conditions of foreign competition and higher costs of 
operation was condemned as unfair by the steamship owners. 
Said Mr. Campbell: 


The board has usually required payment down or secured by ir- 
revocable letters of credit a substantial part of the purchase price. 
This investment in the ships, plus the capital which the purchasers 
jeopardize in undertaking the operation of the vessels, should be suf- 
ficient guarantee that the purchasers will carry on the service to the 
utmost of their ability, and will only give it up when financial neces- 
sity requires it. 

But the board has not been content with this. It also seeks to 
penalize the purchaser in large amounts for his failure, even though 
it be no fault of his, for in some cases the sales contracts have pro- 
vided for as much as $1,000,000 forfeiture (reducing annually), if the 
service is not maintained as guaranteed, regardless of the severity of 
the competition or of the losses necessarily incident to operation. 

By these exactions the board has limited the chances of the pur- 
Se because it has frozen capital and reduced their work- 
ng capital. 

Foreclosure of a purchase price mortgage, and the loss of addi- 
tional capital necessarily incident to failure in the maintenance of 
the service, should be sufficient punishment for a purchaser having 
shown the courage to undertake the venture. 

Viewed from every angle, therefore, the association believes that 
the penalties included in the sales contracts place unjust burdens on 
the purchasers, reduce the capital resources necessary to maintain 
operation, and thus lessen, rather than enhance, the chances of suc- 
cess. It is quite certain that the presence of these penalties has dis- 
couraged many from offering to undertake guaranteed operations, and 
it also makes the sales of the remaining essential services very doubt- 


ful, if not impossible, thereby defeating the mandate of the mer- 
chant marine act. 


At the final session of the hearing in New York, Chairman 
O’Connor said that, if American importers were to follow the 
British policy of insisting on shipment of their goods in Ameri- 
can vessels, the difficulty of selling American vessels to Ameri- 
can lines would be solved. The patriotism of British buyers has 
had more to do with the upbuilding of the British merchant ma- 
rine than any other one factor, he added. “American buyers in 
foreign markets should demand shipment in American bottoms 
to offset the practice of British buyers in favoring ships of their 
own flag. This country granted a large loan to Japan a couple 
of weeks ago with the condition that 80 per cent of the amount 
should be spent here. This was done, but I have not been able 
to find that a single pound of the materials purchased here was 
shipped across the Pacific in other than Japanese vessels. If 
Americans would only adopt this policy we would have no diffi- 
culty in disposing of Shipping Board vessels to private opera- 
tors.” 

The British system of handling its army transport service 
was recommended for adoption in this country by Thomas L. 
Stitt, of G. W. Sheldon and Company, a member of the New York 
Freight Forwarders’ and Brokers’ Association. Under this sys- 


Saas 


Fe to Daa Rohe ia 





awe SS 


ll 


Set (Dee ee 


Orr re" 


mee OO 


f 
f 


Oo trw oO ‘Oi ane 


ee ee ee 





November 27, 1926 


tem, he said, contracts are made with established lines to carry 
men in the government service at a specified rate above the 
cargo rate, so that the lines are assured of a profit on their 
operations. He said he favored the establishment of a privately 
owned merchant marine as soon as possible and construction of 
new vessels for foreign trade through aid of the construction 
loan fund. Adherence to the old system of tonnage measure- 
ment, he said, had been a heavy handicap to American owners, 
as it had increased the amount of canal tolls and port charges 
as compared with vessels of other flags. He also advocated 
abandonment of the old system of hydrostatic test for steam 
boilers and amendment of the seamen’s act. The best way to 
aid American shipping, he continued, was to extend to it the 
same protection enjoyed by other industries. If the tariff sys- 
tem was a benefit to American industry generally, its equivalent 
should be an aid to shipping, in his opinion. Referring to the 
relation of the merchant marine to the 5-5-3 naval armament 
basis, he said the nation that had enough merchant vessels to 
supplement its naval ships would control the world. 

Chairman O’Connor clashed with Ira A. Campbell of the 
American Steamship Owners’ Association in a discussion grow- 
ing out of a statement by H. W. Laidler, executive secretary of 
the League for Industrial Democracy, a Socialist organization. 
in which Mr. Laidler asserted that government operation offered 
the only solution of the merchant marine problem. Dr. Camp- 
bell wished to know if the league had considered the question 

of a merchant marine owned half by the government and half 

by private companies. Mr. O’Connor charged Mr. Campbell with 
confusing the issue and remarked that, if vessels remained un- 
sold, it was because the board found they could not be sold. He 
added that he did not know of a single vessel operated by mem- 
bers of the shipowners’ association in the trans-Atlantic trade 
outside of South Atlantic ports. 

“We have got to the position,” he said, “where we can’t 
give the vessels away for operation with a guarantee of service. 
We made a proposition to a large automobile manufacturer to 
purchase the American Republic Line at a dollar a vessel and 
guarantee to operate the service for ten years, and the proposal 
was not accepted. The final question is whether the ships 
shall be operated by the government or the American nation 
shall abandon the sea.” 

Mr. Campbell said this was not the final question and de- 
clared that adoption of the principal of government ownership 
was nothing less than Communism. The recommendations laid 
before the board by the association were prepared by the most 
experienced men in the shipping business, he said, and there had 
been no suggestion that the Shipping Board should abandon the 
sea. They had suggested consolidation of services and putting 
all on a more business-like basis. 

Frank C. Munson, president of the Munson Lines, called 
attention to the work accomplished by the board in reducing the 
annual deficit from $30,000,000 to $18,v00,00 in the last three 
years. The fact that the results of recent bids for government 
lines were unsatisfactory showed the need for additional attrac- 
tions for purchasers, in his view. He suggested elimination of 
the bond requirement for operation of the service and a reduc- 
tion in the terms covering operation. 


SURCHARGE IN ABEYANCE 


The Trafic World New York Bureau 


Announcement was made recently by the New York Mer- 
chants’ Association of a proposal of the North Atlantic United 
Kingdom Conference and the North Atlantic Continental Freight 
Conference to impose a surcharge of ten cents a hundred pounds, 
or five cents a cubic foot, on shipments packed in fiber, veneer, 
or plywood containers, over the charge made for shipments in 
other containers. It was also proposed to accept packages in- 
sufficient in strength or insufficiently protected only at shipper’s 
risk of loss or damage not occasioned by the negligence of the 
carrier. 

On behalf of shippers who would be affected by this change, 
a committee was appointed and meetings with representatives 
of the steamship companies were held. As a result of the con- 
ference it has been decided to hold in abeyance the imposition 
of the additional charge, pending experimentation. Announce- 
ment is made by the Merchants’ Association of a_ tentative 
agreement reached with the steamship companies, which will 


be submitted to the conference at its next meeting. This reads 
as follows: 


The lines propose to continue experiments with regard to the 
handfing of shipments packed in fibreboard veneer and plywood 
cases on the following basis: 

1. A committee representing the steamship lines will shortly 
announce the minimum weight or strength of fibreboard veneer and 
Plywood which may be used in packages for export. 

- The steamship committee will designate the articles which 
the lines are prepared to accept experimentally packed in fibreboard 
veneer and plywood cases. 

- The committee will recommend to the conference lines the 
Suspension of the proposed additional charge for fibreboard and 
veneer plywood cases during the experimental stage. 

aa’ The committee will receive applications from shippers to 
add to the list of commodities from time to time as may be re- 
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quired which may be carried in fibreboard veneer and plywood cases 
during the experimental stage. 

. The committee will also, in considering the commodities to 
be carried, definitely state whether the fibreboard cases are to be 
sealed with glue or with staples and also nominate the packages 
which must be band strapped. (Wire strapping will not be acceptable.) 

6. During the experimental period the clause published in circu- 
lar regarding this subject as follows: “Packages insufficient in 
strength, insufficiently protected, it is agreed that the shipper as- 
sumes all risk of loss and or damage not occasioned by negligence of 
the — will be inserted in the bills of lading and other docu- 
ments. 


There will be no surcharge during the period of experi- 
ments, which may extend beyond January 1 next. 

Interested shippers using the above described containers, 
and desiring to continue their use, will be required, prior to 
December 1, to file an application with the Secretary of the 
Trans-Atlantic Conference, describing the product to be shipped 
(that is, weight, measurement, value, etc.), also the type of 
container, giving full information as to construction (thickness, 
test of boards, resistance, etc.). 

This information is necessary to enable the steamship com- 
panies to conduct and determine the proper standard package 
and commodities that can be safely handled in water trans- 
portation. 

When the list of acceptable commodities and type of con- 
tainer is designated by the steamship companies, it will be 
necessary for every shipper whose product is not covered 
therein to present his case to the conference committee. 

In making this announcement the Merchants’ Association 
of New York states that the proposal is submitted in the hope 
that it will result in a satisfactory solution of this problem and 
that shippers will cooperate with the steamship companies in 
eliminating those packages which are not adequate for the pro- 
tection of trans-Atlantic shipments. 


NEW YORK LIGHTERAGE RATES 


The subject of fair lighterage rates in New York harbor 
has been discussed at conferences called by the New York 
Board of Trade and Transportation. Participating in these are 
representatives of the railroad, harbor and shipping committees 
of the board, of which B. F. Fitch and Robert F. Hand are 
chairmen, respectively. The calling of the conference is the 
result of the plan for increased charges for lighterage on heavy 
articles in and about the port, recently launched by Merritt, 
Chapman, and Scott. Dissatisfaction having been expressed by 
members of the board to Charles G. Columbus, general manager, 
arrangements were made whereby officials of lighterage com- 
panies would have an opportunity to discuss the situation from 
all angles. 


STATUS OF AMERICAN SHIPPING 


The merchant marine of the United States, including all 
kinds of documented vessels, as of June 30, 1926, comprised 
26,348 vessels of 17,311,147 gross tons, of which 3,052 seagoing 
vessels of 11,895,058 gross tons were 1,000 tons or over, compared 
with 26,323 vessels of 17,399,376 gross tons on June 30, 1925, 
according to the annual report of D. B. Carson, commissioner 
of navigation, to Secretary Hoover of the Department of Com- 
merce. 

The report showed that, as to privately owned vessels (500 
tons and over), there were 1,996 as of July 1, 1926, and 1,056 
Shipping Board vessels, the latter figure covering vessels of 
1,000 gross tons and over. 

Of the total tonnage, as of June 30, 1926, the report showed 
1,552 vessels of 500 gross tons and over, aggregating 7,128,697 
gross tons, were engaged in the foreign trade, and 1,500 vessels 
of 4,766,361 gross tons were in the coasting trade. 

In the fiscal year ended June 30, 1926, as compared with 
the preceding year, there was a decrease of 135 vessels of 267,704 
gross tons in the foreign trade of the United States, but an 
increase of 54 vessels of 118,112 gross tons in the coasting trade. 

With respect to world laid-up seagoing tonnage, the report 
showed that, as of June 30, 1926, in the United States, the total 
was 1,082 vessels of 3,922,394 gross tons, of which 309 were 
privately owned vessels and 773 were Shipping Board vessels. 
The total for the United Kingdom was 508 vessels of 1,357,793 
gross tons. These figures, of course, do not reflect the situation 
at present which has resulted in a heavy demand for ocean 
tonnage. 

The commissioner urged favorable action on H. R. 7245, a 
bill pending in Congress, providing for consolidation of the func- 
tions of the Department of Commerce relating to navigation and 
for establishment of load lines for American vessels. 

In the fiscal year, 534,493 officers and men were shipped, 
reshipped, and discharged before shipping commissioners as 
compared with 551,136 for the previous year. 


PARCEL POST REGULATIONS 


W. Irving Glover, second assistant Postmaster-General, has 
issued the following: 


ey to an agreement between this department and the 
postal administration of St. Lucia, effective January 1, 1927, senders 
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ANNOUNCES 


New, Fast and Dependable 
Freight Service Between 
Chicago and the East 


Via South Shore Line from Chicago to Michigan City, 
Nickel Plate, L. E. @ W. District and connections— 


Rates now applicable via this route on traffic to and 
from Chicago and points beyond. 


Connections in Chicago with Elgin Joliet and Eastern 
Railroad (Chicago Outer Belt), Baltimore and Ohio 
Chicago Terminal and Pullman Railroad—give direct 
connections with all lines to and from Chicago. 






The South Shore Line has completely rehabilitated 
and re-electrified its property within the last year, 
adding new electric freight locomotives, new steel 
passenger equipment, laid new ballast over the entire 
line and several miles of new 100-lb. rail, making it one 
of the most modern electrically operated railroads in 
the country. 
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of parcels from the United States to St. Lucia have the option of 
attaching a single customs declaration to only one parcel comprised 
in a shipment consisting of any number of parcels mailed simul- 
taneously by the same sender to the same addressee at one address. 

Pursuant to an agreement between this department and the 
postal administration of Chile, effective at once, senders of par- 
cels from the United States to Chile have the option of attaching 
a single set (composed of two) of customs declarations to only 
one parcel comprised in a shipment consisting of any number of 
parcels mailed simultaneously by the same sender to the same 
addressee at one address. 

Under this arrangement each parcel in a shipment should be 
clearly marked with a fractional number, the numerator of which 
will indicate, in Arabic figures, the number of the parcel and the 
denominator the number of parcels comprising the shipment. For 
example, if a single shipment were composed of 12 parcels, each 
parcel would be numbered, respectively, 1/12, 2/12, 3/12, ete. 

The set of customs declarations should be securely attached 
to one of the parcels, inasmuch as, in the event that the single 
set of customs declarations was lost, advice as to the entire ship- 
ment would be unavailable except by means of the consular in- 
voice, which is required in case of all shipments to Chile. 

The total number of parcels comprised in the shipment should 
also be invariably indicated on the customs declaration. 

The_Chilean postal administration will continue to require a 
set (composed of two) of customs declarations to be attached to 
each parcel for the United States. 

The postal administration of Brazil has advised that effective 
at once the office of Campinas may engage in the exchange of 
international parcel-post packages. 

In view of the above, the office of Campinas should be added 
to the list now appearing in the first paragraph of the item 
Prag appearing on page 272 of the annual Postal Guide 
or q 


MARINE NAVAL RESERVE 


The National Merchant Marine Association has issued a 
statement urging that, as a measure of proper national defense 
and as an aid to merchant shipping, either independently or in 
connection with the shipping program and policy now under 
cosideration by the Shipping Board, strenuous demands should 
be made upon Congress to appropriate a sufficient amount of 
money to effectuate the merchant marine naval reserve pro- 
vided for in the naval reserve act of 1925. 


SALE OF U. S. LINES 


Rear Admiral David M. Taylor, formerly head of the bureau 
of construction and repairs of the Navy Department, in a state- 
ment this week urged favorable action by the Shipping Board 
on the bid of J. H. Winchester & Company, and associates for 
charter of the United States Lines and purchase of the American 
Merchant Lines. He believed the offer was a step in the direc- 
tion of placing the American merchant marine on a sound basis. 
The Shipping Board still has the offers under consideration. 
It may act on them next week. 


SOUTHWESTERN LINES OPPOSED 
The Trafic World Washington Bureau 


Declaring that the petition of the southwestern carriers 
seeking reopening of No. 11084, Prairie Pipe Line Co. vs. Di- 
rector-General et al., and other cases, with reference to ex- 
tension of Memphis-Southwestern commodity scales, known as 
9702 scales, is without merit, justification or reason, the Humble 
Oil and Refining Company, by J. R. Davis, traffic manager, has 
filed an answer asking the Commission to dismiss the petition 
(see Traffic World, November 13, p. 1113). The answer was 
filed on behalf of the Humble Oil and Refining Company as 
complainant in No. 14756, against the Dayton-Goose Creek et 
al.; in No. 15025, against the Missouri Pacific et al.; and in No. 
15177, against the Louisiana & Northwest et al. 

The oil company, calling itself the “protestant,” said it 
denied the “propriety, uecessity or justice of reopening or 
granting a rehearing of these cases.” 

The protestant also denied that the Commission erred in 
prescribing for application in the territory involved, the 9702 
commodity rate scales, found reasonable by the Commission for 
application in the territory covered by the Memphis-Southwest- 
ern Investgation, 77 I. C. C. 473. Denial also was made that the 
orders of the Commission in the cases in issue and compliance 
therewith had made any substantial inroads on the revenue of 
the defendants, or that compliance with these orders in the 
future would result in any depletion of revenue of any conse- 
quence Other denials made by protestant follow: 


Protestant further denies that the aforesaid rates were pre- 
scribed by this Commission without regard to the transportation 
conditions in the territory involved. 

Protestant further denies that the condition of defendants in any 
respect whatsoever is lagging, but on the other hand it is, has been, 
and will continue to show a decided improvement as compared with 
=e ome when the orders in these cases were entered by this Com- 
mission. 

Protestant further denies that defendants are entitled to or re- 
quire relief in any extent or respect whatsoever. 

Protestant denies that there is any occasion, necessity, logic or 
justice’ in that part of the defendants’ petition which seeks to con- 
solidate these individual cases with cases affecting other persons, 
concerns, commodities and localities, such as the cases involving 
rates on wrought iron and steel pipe from and to other states; rates 
on roofing material, fertilizers, tank material, soap, cereal, beverages 
and sugar, none of which we have any interest in at this time, and 
that to grant such a consolidation would be contrary to the spirit of 
section 13 and 15 of the interstate commerce act. 
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In conclusion, the protestant said: 


This protestant further submits that extensive hearings have 
been held by this Commission to determine the question of reasonable 
rates throughout the southwest on all classes and commodities and 
that report has already been released by Examiner Disque in these 
cases which will probably have the effect of establishing a basis of 
rates in this territory involving both advances and reductions. The 
orders of the Commission in our three cases are without prejudice 
to the orders of the Commission in the consolidated cases and what- 
ever rates are the result of the Commission’s order in these cases 
will be the fixed reasonable rates for the future, whether higher or 
lower than prescribed and at present in effect in our three cases, 
Nothing is to be gained by calling an additional hearing in these 
three cases justified or not justified, in view of the present status 
of the southwestern cases. We also call attention of the Commission 
to the fact that there were extensive hearings prior to the Com- 
mission’s order in the 5 per cent case, “Revenues of Western Car- 
riers,’’ and that all of the evidence as to revenues, conditions of 
carriers, reasonableness of present rates of themselves or as com- 
pared with the 9702 scales; the 9702 scales for application in the 
southwestern territory generally; the transportation conditions in 
the territory west of the line of the Memphis southwestern investiga- 
tion; are now before the Commission or have been before and con- 
sidered in their entirety and that to grant a reopening and re- 
hearing would be a waste of time and expense which is one thing 
that is possibly responsible for the condition of the carriers at the 
present time. In all fairness to the defendants, we say that they 
are not entitled to a further hearing. These particular matters have 
been gone over and over, again and again, at hearing, on brief, at 
oral argument, and still they come forward with their same old 
thread-bare claims in an effort to prolong indefinitely the uncertainty 
of shippers and consignees as to their rates and to forever keep the 
rate fabric in a tangled maze of litigation and uncertainties, under 
which the prosperity of the southwest as a whole and the welfare of 
the carriers, shippers and consignees, can never reach much more than 
a disordered stage where the scenes are shifted pro and con and the 
climax is never reached. Ex Parte 87 settled the question of reve- 
nues in western district; Docket 13535 and allied cases will dispose 
of the question of reasonable rates throughout the southwestern states 
and order should come out of the existing chaos and confustion which 
the carriers seek to further aggravate through their continued on- 
slaught against the orders of this Commission extending the 9702 
scales beyond the lines of the Memphis southwestern investigation. 

The petition of the defendants is without merit, justification or 
reason, all things considered, and we earnestly pray this Commission 
to dismiss same in all its particulars and entirety. 


RAILROAD FUEL COSTS 


A tabulation prepared by the Nation Coal Association from 
reports for the month of September, filed with the Interstate 
Commerce Commission by Class I railroads, shows the following 
average cost per net ton, including freight, for locomotive fuel 
used by those roads in September: Eastern district, $2.58; 
Southern district, $2.11; Western district, $2.95; United States, 
$2.59. These averages varied but little from those for the month 
of August. In the Eastern district there was an advance in the 
average of 2 cents. The figures for the Southern district were 
the same for both months, while in the Western district, and for 
the entire United States, an increase of 2 cents per ton appeared. 

Fuel for road locomotives in freight and passenger train 
service of Class I steam railways for the nine months ended 
with September cost $236,072,343 as compared with $240,523,945 
in the corresponding period of 1925, according to compilations 
made from carriers’ reports by the Bureau of Statistics of the 
Commission. For September the cost was $26,285,411, as com- 
pared with $26,569,119 for September, 1925. 

Net tons of coal consumed, in the services indicated, in 
September totaled 8,114,546, as compared with 7,822,511 in Sep- 
tember, 1925. The average cost per ton was $2.59, as against 
$2.66 in September, 1925. The total cost was $21,031,119, as 
against $20,796,798 in September, 1925. 

Gallons of fuel oil consumed in September totaled 176,864, 
121, as against 181,244,572 in September, 1925. The average 
cost per gallon was 2.97 cents, as against 3.18 cents in Septem- 
ber, 1925. The total cost was $5,254,292, as against $5,772,321 
in September 1925. 

Net tons of coal consumed in the nine months ended with 
September totaled 73,533,465, as against 70,411,457 in the same 
period of 1925. Average cost per ton was $2.61, as against $2.74 
in the 1925 period. Total cost was $191,881,367, as against $192, 
730,861 in the 1925 period. 

Gallons of fuel oil consumed in the nine months ended with 
September totaled 1,511,473,496, as against 1,495,855,655 in the 
1925 period. Average cost per gallon was 2.92 cents, as against 
3.20 cents in the 1925 period. Total cost was $44,190,976, as 
against $47,793,084 in the 1925 period. 


COAL PRODUCTION AND SHIPMENT 

Production of soft coal the week ended November 13 was 
estimated at 13,756,000 net tons by the Bureau of Mines of the 
Department of Commerce. This set a new high mark in the 
history of bituminous coal production. Anthracite production 
was estimated at 1,792,000 net tons. 

Cars of coal forwarded over the Hudson to eastern NeW 
York and New England the week ended November 6 were [re 
ported as follows: Bituminous, 3,955 cars; anthracite, 3,912. 
Tidewater bituminous coal shipments from Hampton Roads 
the week ended November 13 totaled 788,370 net tons; from 
Charleston, S. C., 20,128 tons. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended November 14 totaled 739,156 net tons. Anthracite 
shipped from Lake Erie ports totaled 88,361 net tons. 
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THE TRAFFIC WORLD 


Industrial Traffic Administration 


Twenty-Fifth of a Series of Thirty-Six Articles on This Subject Written for the Traffic World, 
by G. Lloyd Wilson, Ph. D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Local Transportation—Part | 


The connecting transportation link between railroad and 
steamship carriers—and, in some cases, the express companies— 
and industrial plants and commercial establishments, is the 
local motor or horse-drawn vehicle transportation service. These 
vehicles are used by industrial concerns in connection with the 
delivery of outgoing less-than-carload freight shipments to the 
railroad freight stations and, often, both carload and less-than- 
earload freight to the steamship piers. Carload shipments by 
water are often moved to industries and steamship piers in 
railroad freight cars through the use of switching service. In 
the opposite direction, less than-carload shipments are hauled 
from the railroad stations, and carloads and L. C. L. shipments 
from the steamship docks in motors or by teams. Industries 
that have no direct track connections with rail lines or piers 
to accommodate water traffic are obliged to use motor or horse- 
drawn vehicles to convey all. inbound carload shipments from, 
and outbound freight to, the team tracks of the carriers. Only 
the traffic transported by the motor transportation companies 


carriers and received from the shippers and the carriers effi- 
ciently and economically. 


Methods of Supervising Motor Transportation 


Several methods of supervising motor freight transportation 
service are to be found among representative industries. In the 
first place, many industrial concerns do not own any motor 
trucks of their own, but engage the services of motor haulage 
companies or teamsters to handle their traffic. In some cases 
time contracts are entered into with hauling contractors for 
the handling of all inbound and outbound shipments. The con- 
tracts are made usually on an annual or monthly basis. In other 
cases the services of trucks or teams are hired as need for their 
use arises and payment is made at an agreed on price for each 
piece of freight hauled. Companies hiring haulage services in 
this fashion may use one trucking concern éxclusively or may 
divide their business among a number of competing operators. 

The best system to be used must be determined by the user 
for himself, for the practice to be followed is determined by 
the number and reliability of the truck or team operators avail- 
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Figure No. I. 


and, usually that hauled by the express companies is carried to 
or from the receiving and shipping platforms of the industries 
in this country. In some cases the express companies do not 
Provide pick-up and delivery services, so that the local trans- 
portation of express matter must be attended to by the vehicles 
Owned or hired by the industries. Trucks and teams are used 
not only in cartage service between delivering stations of the 
carriers, but in the movement of goods to or from industries in 
the immediate vicinity of the factory or business house and 
in the movement of traffic between points within trucking dis- 
tance. These vehicles, in many instances, are owned, operated, 
or controlled by the organizations in charge of the transportation 
affairs of the industrial or commercial organizations. 

The problem of local transport management is so closely 
connected with other phases of traffic and transportation work 
that separation is inadvisable. The success of the whole pro- 
stam of traffic and transportation control and management may 
be endangered if this important phase of transportation is not 
Supervised, so that goods are delivered to customers and the 


able, their cartage rates, the volume and kind of: traffic to be 
handled, and the policy of the company hiring the services. 

A great number of large industrial plants and other business 
houses own their own motor truck and team transportation fa- 
cilities. ‘Trucks and trailers and horses and wagons are owned 
by the company and operated by their own employes. In some 
cases a separate department takes charge of motor transporta- 
tion, while in other instances the motor trucks are operated 
by members of a subdivision of the traffic department, and their 
work supervised by the traffic manager. 

There are those who favor each of these methods of obtain- 
ing and supervising truck and team transportation, and each 
plan has its advantages and disadvantages. The problem re- 
solves itself into a comparison of costs—the cost of owning 
must be compared honestly with the cost of hiring. One fact, 
however, is clear. The duty of those in charge of all phases 
of the traffic work of industrial organizations is to keep raw 
materials and supplies moving into the plants, the products in 
the process of manufacture moving through the plant in an 
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orderly movement, and finished products moving from the fac- 
tory in constant motion without congestion at any point. Any 
plan of management which accomplishes this result is a good 
plan. Each industry must decide for itself which method. 

Motor transportation is usually a supplementary service to 
the rail and water facilities except in cases where the sources 
of supply or markets are so close at hand that motor trans- 
portation may be used for the whole transportation process, or 
in cases where the need for the goods is sufficiently urgent to 
justify the use of motor trucks for comparatively long hauls. 
Whether the service is purely a supplementary terminal service 
or an independent line haul transportation service, it is a vital 
part of the transportation system. The use of motor freight 
facilities must be carefully and efficiently supervised if industries 
are to have the benefit of adequate transportation, including 
cartage, at reasonable rates. 

Percival White, in his book, “Motor Transportation of Mer- 
chandise and Passengers,” stresses the importance of proper 
supervision of all phases of transportation. He says: 


The manufacturer, quperelty speaking, fails to realize that trans- 
portation, as applied to his problems, is a science. He has frequently 
failed to take into consideration the operating economies which it 
is possible to effect in his transportation problems through proper 
choice of equipment, adequate records and carefully selected drivers. 
The manufacturer would be shocked if it were intimated that his 
transportation costs were unreasonably high, yet if a fraction of the 
time were given to this vital function (transportation) that is given 
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trucking bureaus or departments as subsidiary organization; : 


attached to the plant or works department. Still other con. 
cerns give the management of local motor transportation di. 
rectly to the traffic department. 

Sub-departments or bureaus of these traffic organizations 
attend to the management of the companies’ fleets of motor 


trucks just as other subdivisions or bureaus of the general traffich 


Such types off 
organization tend to promote the coordination of all phases off 


department specialize in their respective fields. 
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transportation, while specialists in each branch of the depart.) 


ments’ work have an opportunity to develop their bureaus’ work} 
The traffic manager directs and coordi.) 


to the fullest extent. 


bat 


nates the work of all branches toward the goal of efficient anip 
economical transportation. Figure No. 1 is an organization chan} 
of the motor truck division of an industrial traffic department >” 


Garage Supervision 


The details of the custody and maintenance of the motor E 


fleet are usually under the supervision garage superintendent 
or foreman. 
supervises this work. The operation of the garage and the di 
rection of the work of the mechanics, helpers, washers, cleaners, 
supply men, watchmen, and time clerks is left to the garage 
superintendent. 


In many industrial concerns the traffic manage> 


gers yore + 


The chauffeurs are responsible to him for the} 


condition of their cars and for the performance of their routine : 


work. The traffic manager must see that the work of the garage 
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Figure No. 2. 


to the proper routing of, let us say, a small bit of steel through some 
manufacturing process, the result would be astonding.? 


Industrial concerns, whether they hire motor transportation 
on a time contract basis or at special contracts as the need for 
service arises, or own and operate their own trucks, should 
have an expert transportation man in charge of the work, who 
is not only familiar with motor transportation, but who is fa- 
miliar with all branches of traffic and transportation manage- 
ment as well. Local motor transportation should be supervised 
by the traffic manager of the industry. This officer should attend 
to the supervision of this phase of the department’s work as 
an important part of his general traffic and transportation super- 
visory duties. 

Organization 


The plans of organization of local or motor transportation 
departments or bureaus are so widely different that it is difficult 
to select a typical representative organization. The use of motor 
trucks is comparatively new and, for this reason, few industries 
follow the same plans of organization. The instances are to be 
found where the local motor transportation department is an 
independent department which cooperates closely with the traffic 
department, but is not a part of it. Other industries maintain 
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force is coordinated with that of the shipping and receivils 
rooms of the local plant transportation department and of the 
departments preparing the goods for shipment or for use il 
the industry after they have been received. He must see that 
trucks are ready for handling the inbound and outbound freight 
and that the freight is made ready for the trucks. ' 


Local Haulage Organizations Using Horse-Drawn Vehicles 
Although motor transportation has developed with amazing 
rapidity in the last ten years, the use of horse-drawn vehicles 
has not been entirely abandoned by industrial concerns. In the 
larger industrial establishments organizations containing drivel’ 
of horse-drawn drays, wagon helpers, stable foremen, hostle!s, 
and stablemen are still to be found. Few industrial establish 
ments depend entirely on horse and wagon local transportation 
and the local transportation organizations of industries usilé 
both motors and horses contain separate motor and horse-aé 
wagon sections. 


Figure No. 2 illustrates in outline form a typical organiz® 
tion of this sort. 
Performance Records 
The amount of work done by each truck and chauffeur or 
horse-drawn vehicle and driver must be recorded as the basis 
which to check the effectiveness of each unit of motor or horse 
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drawn equipment and to check the work of each man employed 
in local motor transportation service. 

Daily reports are required of truck and team operators by 
many industrial concerns that operate fleets of trucks and even 
by those that operate only a few vehicles. Cost systems such 
as the national standard truck cost system, developed by the 
Truck Owners’ Conference, Inc., of Chicago, and other systems 
have been worked out to facilitate accurate, complete, and well 
arranged records that can be used for the compilation of cost 
data. Two daily record sheets are made up, one by the chauf- 
feur or driver in charge of each truck or team, and another by 
the dispatcher or clerk in the traffic department in charge of 
records and operating cost data. 

The driver’s daily service record shows the number of the 
trip, the time of leaving garage or platform, the stops for de- 
livery or pick-up of freight, the weight of goods hauled out and 
in, time of reporting for and the time of release from work, the 
mileage reading at beginning and end of the day’s work, fuel 
units and lubricants consumed, time taken for meals, and the 
helper or helpers used. 

If a trailer is used in any part of the day’s work, a record 
is made of that fact as well as a record of the causes of any 
delays or accidents, weather and road conditions, repairs made 
away from the plant, and amounts and occasions of any expenses. 

Reports similar to this report are made by the drivers of 
horse-drawn vehicles. All of the data required of the details 
of the operation of a motor truck are necessary to record the 
work of a horse-drawn vehicle except the data concerning the 
fuel and lubricants consumed, the mileage readings, and the 
mileage run. 

The data from the reports of the truck chauffeurs or team 
drivers is summarized daily by the clerk or accountant in charge 
of costs. The operating and cost records are analyzed so that 
comparisons may be made of the efficiency of the various trucks 
and teams comprising the fleet and of the drivers in charge 
of the vehicles. Due allowance must be made, in such com- 
parative studies, for irregularities of service due to causes be- 
yond the control of the vehicle operators. Weather and road 
conditions, unavoidable delays, and accidents must be taken into 
consideration. Delays, breakdowns, and idle truck or team time 
due to acts or errors of employes in other departments are 
often discovered in analyzing the reports of the drivers. These 
conditions are sought to be corrected by removing the causes 
through appropriate action. 

Costs of operation per diem, per mile, and per unit of freight 
handled, and costs of operation per unit of weight per mile of 
haul are readily calculated from the daily reports. In this way 
comparisons may be made between the expenses of transporting 
goods by motor truck or horse-drawn vehicle and by other avail- 
able means of transportation. Monthly cost accounts, including 
fixed as well as variable operating costs are made up by the 
cost accountants. The investment in motor equipment, carry- 
ing charges, license fees, garage expenses, taxes, insurance, 
depreciation, overhead expenses, and operating expenses are 
computed and actual total costs are arrived accurately. 

An exhaustive analysis of the systems of motor truck cost 
accounting is beyond the scope of this article. The science of 
motor truck cost keeping is developing rapidly. The industrial 
motor truck operating division has a number of excellent sys- 
tems to select from, all of which seek to establish accurate and 
adequate records of the costs of: 1, fuel; 2, lubricants; 3, tires; 

4, batteries; 5, interest; 6, taxes; 7, license fees; 8, garage ex- 
penses; 9, repairs; 10, insurance; 11, depreciation; 12, main- 
tenance; 13, wages, 14, overhead expenses. 

Annual records may be kept of: 1, tons of freight hauled 
by each vehicle and by all vehicles; 2; mileage run, total and 
per vehicle; 3, ton mileage hauled, total and per vehicle; 4, 
loaded and empty mileage; 5, number of days operated. and 
idle; 6, number of pick-ups, deliveries and round trips; 7, other 
performance data. 

From these records the total costs of the industry’s local 
transportation are ascertained. Annual records are often kept 
of: 1, total daily costs; 2, cost per annum, per vehicle, and 
for the fleet; 3, cost per unit of weight hauled; 4, cost per 
unit of weight hauled per mile hauled; 5, miles per gallon of 
gas, per K. W. H., per gallon of lubricating oil, and per tire. 


Plant and Yard Location and Lay-out 


Industries manufacturing products that can be handled eco- 
nomically by motor trucks or that use raw materials that can 
be hauled by motor trucks, have been greatly affected by the 
increasing importance of the motor as a carrier of goods. Plants 
that were poorly located, as far as railway facilities were con- 
cerned, found themselves favorably located for highway trans- 
portation. Plants closer to railroad stations and track, on roads 
not suitable for the conveyance of goods by motor vehicles, were 
at a disadvantage compared to industries on good highways. 
The use of the motor has brought new problems of plant loca- 
tion or relocation which traffic managers have been called upon 
to assist in solving. 

Plant layouts have been similarly affected. Freight ele- 
vators, conveyors, loading and unloading platforms, and store- 
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rooms have had to be adapted for the use of trucks. Quicker 
transportation, more frequent loads, and the elimination of idle 
trucks has made it necessary that goods be routed through the 
plants and yards so that materials follow a logical and orderly 
route from the time they are brought into the plants until they 
are taken out as finished products. 

Mechanical loading and unloading apparatus is more exten- 
sively used to facilitate the more rapid loading and unloading 
of the trucks. Trucks are expensive units and must be kept 
moving. Trailers, semi-trailers, and demountable bodies have 
often been found to be economical in many cases. Cranes, 
winches, conveyors, and escalators are used to advantage in 
handling heavy pieces and for the more rapid handling of goods 
from trucks to storage platforms and from platforms to trucks. 

Shipping and receiving platforms must be arranged so that 
the trucks may have convenient access to them. The more 
quickly goods can be handled over the platforms between the 
trucks and storage places, the smaller the amount of platform 
space required. 

Good roadways within the plant are vitally necessary to 
efficient motor operation, and roads suitable for horse-drawn 
vehicles are often found to be unsuited for motors. The use 
of trucks, representing, as it does, a comparatively large invest- 
ment in motor equipment, calls for further investments in me- 
chanical handling devices, equipment and roads, so that the 
maximum efficiency can be obtained by keeping the trucks in 
as nearly continuous movement with loads as is humanly or 
mechanically possible. Speed has become not only desirable 
but absolutely necessary, and the substitution of mechanical 
equipment for horses and men presents a new problem in local 
transportation in which every industry is interested in solving. 


DRIVER’S DAILY REPORT 


Daily Service Record (to be turned in daily) Truck No 
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Form No. 1—Adapted from Daily Service Record, National Standard 
Truck Cost System, Truck Owners’ Conference, Inc., Chicago, IIl. 


SPECIAL FREIGHT SERVICES 


The series of twelve articles, under the above title, written 
by G. Lloyd Wilson, Ph. D., which appeared in the columns of 
The Traffic World recently, have been reprinted in handy book- 
let form. This form is uniform with other similar publications 
issued under the general name of “Traffic World Manuals.” 
“Special Freight Services” contains 96 pages, is bound in sub- 
stantial boards, and may be purchased for fifty cents. 


THE INDUSTRIAL TRAFFIC MANAGER 


The functions of the industrial traffic manager, the informa- 
tion he requires, his value to a company, and his place in an 
organization are all discussed in the fourth “Business Organiza- 
tion” leaflet issued by the Policyholders’ Service Bureau of the 
Metropolitan Life Insurance Company. In the first part of this 
leaflet appears an organization chart of a typical centralized 
type of traffic organization and a description is allotted to the 
duties of the traffic manager, his assistant, chief clerk, and all 
the other persons under the traffic manager. 

The second part is devoted to information for the traffic 
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executive, including information from within the company and 
from without. 

The third part is given over to the value of the traffic 
manager and the fourth part to his place in an organization. 

This study, as is the case with all Policyholders’ Service 
Bureau publications, was issued, it is. stated, at the request of 
group insurance policyholders, but a few copies are available 
to outide organizations interested in the traffic manager. They 
may be obtained from the Policyholders’ Service Bureau, Metro- 
politan Life Insurance Company, 1 Madison Avenue, New York 
City. 


TRAFFIC MANAGEMENT 


(From ‘‘Action,’”’ published by the Elizabeth, N. J., Chamber of 
Commerce.) 

To many persons the words “traffic manager” brings to their 
minds the mental picture of a policeman stationed at the inter- 
section of streets. This idea is far from the actual fact. A 
traffic manager is a person versed in matters pertaining to the 
movement of commodities by rail, water or other carriers. 

Goods have little value until they are transported from 
place of manufacture to a point of consumption. Cities and 
industries are dependent on efficient transportation and reason- 
able freight rates for their growth. It is the business of the 
traffic manager to know the relation of freight rates and the 
needs of his community or organization. It is his duty to assist 
the farmer, merchant and manufacturer in lowering cost of 
production. 

Throughout the United States are traffic clubs composed of 
industrial commercial, and railroad men. These clubs have done 
much to create a cooperative spirit in the transportation field. 
Now they have planned a further important step. The various 
clubs are affiliated through the Associated Traffic Clubs of 
America. This organization has just prepared a five-year pro- 
gram of educational work to show the manufacturer, banker, 
merchant, and all others, exactly what the traffic manager can 
do to reduce the astounding loss of money each year, because 
of the present general lack of interest in questions related to the 
fundamentals of transportation. 

Elizabeth’s future growth depends largely on efficient trans- 
portation methods. A campaign such as above mentioned will 
do much to awaken our people to the need of cooperative effort 
and thought on the part of each citizen. The Elizabeth Chamber 
of Commerce, through its Transportation Committee and Traffic 
Bureau, is endeavoring to do its part in advancing the trans- 
portation interests of our city. This nation-wide campaign of 
education on traffic questions undoubtedly will react to the 
direct benefit of Elizabeth. 

By the way, what does it matter if people do think of a 
traffic manager as a traffic officer? Although the police officer 
is not a manager of transportation, yet he, too, has an impor- 
tant part in the development of a city. His work is a big asset 
in avoiding congestion of traffic in the streets,—and this is a 
large factor in obtaining efficient transportation. 


LAKE CARGO COAL CASE 


The Traffic World Washington Bureau 


Commissioner Hall, Assistant Chief Examiner Gerry and 
Examiner McGrath resumed hearings in the lake cargo coal case 
on November 22. The object was to supplement testimony, 
largely statistical, given at the hearing about a month before, to 
have witnesses for the defendants and southern interveners sub- 
jected to cross examination and to afford the complainants an 
opportunity to submit rebuttal testimony. 

J. J. Ekin, comptroller of the Baltimore & Ohio, submitted 
more statistical details and additional figures to fit his testimony 
with that given by other railroad witnesses, in a complimentary 
manner. 

C. €. Morfit, secretary of the Tug River Coal Operators’ 
Association, to supplement his prior testimony gave the sources 
of his information so that what he submitted could be checked. 

J. D. Francis, vice-president of the Island Creek Coal Com- 
pany, was subjected to cross examination on his original testi- 
mony and asked about recent increases in wages, the net effect 
of which he indicated, had been to decrease the spread in wages 
between the northern and southern fields from one-half to three- 
fourths of what they formerly were. 

W. A. Weldin, the engineer from Pittsburgh, who testified 
about the mechanical equipment of the more southern mines, 
added material to his original production of that sort. 

George D. Brooks, general manager of the Chesapeake & 
Ohio, was cross-examined on his figures intended to show the 
out of pocket cost, to the Chesapeake & Ohio, of handling coal 
from the Logan field to Toledo, O. 

General managers were called by the complainants in re- 
buttal to part of the testimony of General Manager Brook of 
the Chesapeake & Ohio. The last mentioned had said in his 
testimony that if the Commission made changes in rates the 
effect would be to disarrange the splendid transportation serv- 
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ices of the Southern carriers involved in the lake cargo coal 
case and put traffic upon the northern lines which would tend to 
give them burdens greater than they could handle. 

F. E. Minnick, general manager of the Pittsburgh & Lake 
Erie, expressed the opinion, in answer to questions by Mr. Gut- 
heim, that that road could handle twenty-five per cent more of 
coal traffic than it had in 1923 without coming anywhere near 
the saturation point. Inasmuch as such an addition to its 
traffic he contended would not bring it to the saturation point, 
he was of the opinion that the additional traffic could be han- 
dled at the same or a lower cost than the traffic in 1923 was 
handled. 

F. I. Snyder, general manager of the Bessemer & Lake Erie, 
gave testimony of similar character, expressing the opinion that 
that road could handle much additional traffic so as to bring 
about a balance between the northbound and southbound busi- 
ness. At present the balance is on the side of the southbound. 

C. J. Goodyear, the traffic manager for the complainants, put 
in rebuttal testimony showing the outstanding developments in 
1923 as disclosed by the annual report of the Commission to 
Congress with a view to showing, it seemed, that the northern 
lines could handle additional traffic without producing conges- 
tion. In addition he put into the record many figures pertain- 
ing to the demand and the percentage of supply of coal cars in 
compliance with the demand for equipment. 

The hearing was concluded late November 23, after sub- 
mission of further rebuttal testimony. Briefs must be filed not 
later than January 17. Ten days will be allowed for filing of 


reply briefs. The argument probably will be held some time 
in February. 


RATES ON SHADE CLOTH 


Hearing in docket 18516, Western Shade Cloth Company, 
Chicago, against the A. & W. P. and others, was held before 
Examiner Walsh in Chicago November 22. 


The complainant charges that rates on shade cloth, plain 
uncut, and undecorated, carloads, shipped since May 29, 1924, 
from Chicago to Atlanta, Ga., are unreasonable and in violation 
of section 1 of the interstate commerce act. Reparation and 
a reasonable rate are asked. 


T. W. Mackey, traffic manager, Western Shade Cloth Com- 
pany, presented information regarding the competition, trans- 
portation characteristics, value, and history of rates applicable 
on the commodity. The present rate is $1:40% a hundred 
pounds, made up of the factors of 40% cents from Chicago to 
the Ohio River and $1 from there to Atlanta. A rate of 60 
cents is asked for the entire distance. The average value of 
shade cloth was said to be 36 cents a pound, which, it was 
stated, approximates the value of gray cloth from which the 
shade cloth is made. A rate of 83 cents is at present applicable 
from Atlanta to Chicago on the gray cloth and similar cotton 
goods. It was also held by the witness that shade cloth might 
be shipped, northbound, on the 83-cent rate. The 60-cent figure 
asked was arrived at by averaging the distances and rates from 
Chicago to Houston, Tex., St. Paul, Minn., and Buffalo, N. Y., 
and applying the result to the mileage between Chicago and 
Atlanta. Exhibits making a comprehensive study of commodity 
rates from Chicago to Atlanta were presented. Mr. Mackey 
said the present rate on shade cloth was the highest commodity 
rate he could find for commodities of similar nature. 


In the course of cross-examination it was brought out that 
the rate to Houston, Tex., and other rates introduced by Mr. 
Mackey were competitive with water and rail rates from the 
Atlantic seaboard. The 83-cent rate on the northbound move- 
ment was admitted to be a “paper” rate as far as shade cloth 
was concerned, and some question of the applicability of that 
rate to shade cloth was raised. 

Appearances for the defense were as follows: F. C. Curry, 
assistant general freight agent, Illinois Central; B. F. Morris, 
commerce agent, Louisville & Nashville; G. F. Potter, com- 
merce agent, Southern Railway. They held that the present 
rate was reasonable and made comparisons between the rate 
complained of and other rates to the south and southwest from 
the Chicago region to substantiate their claim. The history of 
the 83-cent rate was gone into for the purpose of bringing out 
that it had been established to permit manufacturers in the 
south to compete with long established industries in New Eng- 
land. The complainant had shown the favorableness of exist- 
ing rates to Atlanta from New York and other Atlantic coast 
states. With reference to these a number of exhibits were pre- 
sented to show the situation with reference to rail-and-water 
hauls available to eastern manufacturers of the commodity in 
question, and it was held that the railroads could hardly be 
expected to equalize the resultant rate differences due to the 
wide discrepancies in favorableness of location as to the ter- 
ritory involved. It was also pointed out that present cotton 
prices were at a low point. Complainant had previously given 
an account of the close relation between the price of cotton and 
the value of the commodity in question. From this it was held 
that the figures on value of the article were unduly depressed. 
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EQUITY POWER OF COMMISSION 


Editor The Traffic World: 

Another topic of discussion, that we believe would be in 
order at the present time, would be whether or not the Commis- 
sion has any equity power as to freight rates, especially in the 
matter of tariff interpretations. 

Referring to The Traffic World of November 6, 1926, page 
1049, we find a synopsis of the Commission’s decision in the 
Montgomery Cotton Exchange vs. L. & N. Railroad case, Docket 
16744. Particular attention is directed to the words of Commis- 
sioner Woodlock in the paragraph, reading as follows: 


I cannot follow a rule of tariff construction which is both un- 
reasonable in itself and productive of demonstratively inequitable 
results, 


Coupling these words with the conclusion reached by the 
Commission in Standard Oil Company cases, dockets 15877-78, 
one cannot but ponder as to where such decisions are liable to 
lead. 

It is apparent that the Commission’s decisions in the latter 
cases and other sixth section cases are being considered from 
an equity standpoint. 

At once the question presents itself as to whether or not 
such views were in conformity with the law and whether or not 
such actions on the part of the Commission lay within its power 
as delegated to it by Congress. 

It it believed that an open discussion on the tendency of the 
Commission to depart from the practice heretofore adhered to by 
it and sustained by the United States Supreme Court would be 
beneficial to those interested. 

C. A. Garber, Traffic Manager, 
The Refiners’ Oil Company. 
Dayton, O., November 24, 1926. 


RECIPROCAL DEMURRAGE 


Editor The Traffic World: 

We have read with great interest the idea interposed by 
Mr. Moore, of the Jacksonville Wholesale Lumber Association, 
in your Open Forum with reference to a reciprocal demurrage 
arrangement whereby the carriers would pay shippers and re- 
ceivers whenever cars are detained and not spotted promptly. 

Mr. Moore’s theory would, in my opinion, be workable if 
put in actual practice, providing it involves only “private owner- 
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ship cars” and, if it were applied to this class of equipment 
only, shippers using carrier equipment would request the same 
privilege on the grounds of discrimination. It is not, in my 
opinion, logical or fair to ask the carriers to penalize themselves 
whenever a car is delayed. Assume a car is delayed on ac- 
count of developing “bad order” in transit or because of some 
other accident beyond the carrier’s control; would Mr. Moore 
endeavor to collect “demurrage” from the railroad? I think not. 

There must be some other manner in which this demur- 
rage problem can be approached, especially where cars are held 
at a break-up yard and not spotted within several days after 
arrival at such break-up point. Unless written notice is given 
to the carriers to “spot” such cars, they can, under present 
conditions, hold cars at break-up yards and serve constructive 
placement notice upon consignee. It seems to me a fallacy to ask 
consignee to pay demurrage because of carrier’s disinclination to 
place cars promptly for unloading. Whenever cars are held by 
carriers over one day at break-up yard and consignee has room 
on track for such cars and is able to unload, the carriers should 
spot cars without being requested to do so in writing. 

I believe that this feature of the demurrage rules should 
first be given consideration and, if corrected, the evil referred to 
by Mr. Moore would automatically be eliminated. 

Val Blatz Brewing Company, 
E. W. Dallman, Traffic Manager. 
Milwaukee, Wis., Nov. 17, 1926. 


LIQUOR AND THE RAILROADS 


Editor, The Traffic World: 
I have read with considerable interest your editorial in the 
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November 6 Traffic World on “Liquor and the Railroads,” and 
want to commend you for the stand that you have taken. 

During some sixteen or seventeen years of solicitation for 
transportation lines, I have often felt that railroad traffic man- 
agers stood for a lot more foolishness from their men than most 
sales managers of commercial concerns would put up with from 
their salesmen. A railroad corporation is big enough and im- 
portant enough to be represented by high class business men 
rather than peddlers of bootleg whiskey. 

Your editorial is very timely as the open season for traffic 
club dinners is already here. 

W. D. Van Schaack, 
General Agent, P. & W. Va. and West Side Belt. 
Detroit, Mich., November 8, 1926. 





Editor The Traffic World: 

Permit me to congratulate you on your editorial, “Liquor 
and the Railroads,” in your issue of November 6. 

There is no question but that the flagrant disregard of law 
by those who refuse to obey the Volstead act is precipitating a 
situation in this country which, if not stopped will have serious 
consequences. Someone has said that “the reason why dem- 
ocracies throughout all ages have failed is that the people feel- 
ing themselves creators of law lose respect for the law which 
they create.” 

Less than ten years ago the manhood of this country was 
called upon to defend with their lives the principle of democracy, 
and yet today we see those same men who so ardently fought 
and bled for the principle of democracy deliberately and fla- 
grantly lending themselves to an even more sinister influence 
than the Kaiser and his cohorts would ever have been. Is it not 
time that every true American citizen as a matter of patriotic 
duty, regardless of what may be his personal convictions as to 
the right or wrong of prohibition itself, again, metaphorically 
speaking, take up arms? 

One cannot arrogate to himself the right to decide which 
law he will obey and which law he will not obey without giving 
that same right to every other individual; hence, if we elect to 
break the Volstead act we cannot condemn the thief, for in- 
stance, who breaks into our house or steals our purse. If “per- 
sonal liberty” gives us the right to purchase liquor in violation 
of law, then “personal liberty” gives the thief the right to take 
what he wants in violation of law. This point realized, the 
crime wave which is the concern of everyone in the country 
who does any thinking on the subject at all will be very readily 
explained. 

The industrial traffic manager, individually as well as col- 
lectively, can render the railroad bootlegger and the railroad 
which sponsors such practice decidedly unpopular in short order 
if they are willing to do so. Failing to do this they are as much 
to blame for the situation as it exists today as the railroad man, 
and, in fact, I think even more so. It is my firm belief that the 
vast majority of railroad traffic men and industrial traffic men 
deplore the present situation and do not lend themselves to it in 
any degree, but until they give serious consideration to the 
responsibilities of citizenship and outlaw those who seek to 
undermine our institutions no real progress can be made. If 
we do take such stand, the whole country will be benefited and 
the specific nuisances which you mentioned will cease. 


: E. A. Jack, 
General Traffic Manager, Aluminum Company of America. 
Pittsburgh, Pa., November 12, 1926. 





The sentiments expressed by Mr. Jack are sound and do him 
credit but, in our editorial to which he refers, we were not discussing 
the observance or infraction of law. We were pleading merely for 
common decency, law or no law, at business and social gatherings 


at which railroad men and shippers come in contact.—Editor The 
Traffic World. 


IN WHICH THE WRITER SNEERS 
Editor The Traffic World: 


If those early physicians who believed that the human blood 
circulated down one leg and up the other had lived in the United 
States of America in the year 1926 it might have occurred to 
them that their “profession” could be made more profitable. 
If this brilliant idea had occurred to them they might have ap- 
pointed to investigate the matter a committee composed of men 
whose names carried a “weight of authority”’—for the worship 
of authority is easy and the task of thinking is difficult. These 
great men would have put their gigantic heads together and 
evolved a beautiful theory—for it is more pleasant to contem- 
plate a beautiful theory than to examine ugly facts. 

The question of how the blood got across from one foot 
to the other would not have troubled them. Professional knowl- 
edge is not all important. It isn’t what you know that counts; 
it is what you make the other fellow think you know. Lung- 
power is more profitable than brain-power. The big thing in 
life is putting it over on the other fellow. Hurrah for the bally- 
hoo! 

So the committee would have rendered a report and the 
report would have been something like this: 
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We are laying the foundations of a great and glorious profession. 
We know almost everything, and we know we know it. We know 
that b'ood runs down one leg and up the other. 

But there are people who do not know we know this. Incredulous 
as it may seem to our enlightened profession there are men in this 
world so ignorant that they do not know that we know that blood 
runs down one leg and up the other. 


It is our duty to enlighten these poor, benighted ignoramuses. 
We must tell them of our vast knowledge, and impress them with the 


fact that our illustrious profession is the light and the hope and the 
glory of the world. 


We shall do this by selecting men who shall go before luncheon 
clubs and other organizations where men think with their stomachs. 
These men shall read papers which shall be prepared for them. These 
papers must be prepared for these men because we cannot trust these 
men to think for themselves. They are not accustomed to it. 

By the way, there may be two or even three in our inimitable 
profession who do not know that blood runs down one leg and up 
the other. These men might amuse themselves in their spare time 
by listening to what their elders and betters have to say on the 
subject; but of course this isn’t important. 


If they had lived in the United States of America in the 
year 1926 I imagine that those early physicians would have be- 
gun in some such manner to “lay foundations” for succeeding 
generations to laboriously clear away. With our effective mod- 
ern machinery for the dissemination of ignorance and the 
exaltation of blatant mediocrity they would have succeeded far 
better than they did actually succeed in the temporary degrada- 
tion of their calling. 

And, if this had all happened I am sure these good men 
would have been perfectly honest in their false pretenses—as 
sincere as they would have been absurd. Without doubt they 
would have called their propaganda “education.” 

San Francisco, Nov. 15, 1926. Lloyd McFarling. 


RATES ON SAND AND GRAVEL 


Hearing in docket 18630, L. E. Mayers Company, Chicago, 
against the Southern Railway and others, was held in Chicago 
before Examiner Walsh November 22 and 23. 

The complainant charged that rates on carloads of sand 
and gravel from Cleves, O., to Dixdam, Ky., were unreasonable 
and unlawful in violation of section one, of the interstate com- 
merce act, and asked reparation on 758 cars, shipped between 
October 13, 1923, and September 30, 1925, to the extent that the 
rate charged exceeded $1.16 a ton. The rate originally as- 
sessed by the carriers was $1.49, which was later reduced to 
$1.39, and reparation was made to that figure on the cars 
shipped previous to its taking effect. 

Witnesses for the complainant were: W. F. Coyne, Mid- 
west Freight Traffic Bureau; Charles E. Collins, vice-president, 
L. E. Meyers Co.; and A. L. Nelson, superintendent of construc- 
tion, L. E. Meyers Co. 

They presented facts pertinent to the shipments, the pay- 
ment of charges, and other matters. It was pointed out that 
the rate had been protested and that all possible effort had 
been made at the time to obtain what they considered a rea- 
sonable rate, by conferences with the originating carrier, the 
Big Four. The routing had been from Cleves to Cincinnati, via 
the Big Four, and from there to Dixdam, via the C. N. O. & 
T. P. Numerous comparisons were made to show that the rate 
of $1.39, as compared with rates for similar service in adjacent 
territory, was unreasonable. : 

C. F. Potter, commerce agent, Southern Railway, was the 
defense witness. He held that the rate charged was reasonable 
and presented facts to substantiate that, which involved a rep- 
resentation that the carriers had been required to give a switch- 
ing service at Dixdam in excess of the regular “spotting service.” 


RATES ON POULTRY 


Hearing in docket 18564, Cudahy Packing Company against 
the B. & O. and others, was held in Chicago before Examiner 
Walsh November 23. 

The complainant charged that rates on carloads of dressed 
poultry from Sioux City, Ia., to Philadelphia, New York City, and 
other eastern points, were unreasonable and unlawful to the 
extent that the rates assessed exceeded the combination from 
Sioux City via Henderson, Ky., to the east. Reparation was asked 
on 103 carloads. 

A. Silverman, chief rate clerk, Cudahy Packing Company, 
was the witness for the complainant. He said the combination 
rate over the Illinois Central from Sioux City via Henderson, 
Ky., was lower than the combination based on the Mississippi. 
He said the complainants had made the discovery of the lower 
rate via Henderson in August, 1925, at which time they began 
routing shipments in that manner. The carriers, he said, ac- 
cepted that routing for a period and assessed rates accordingly, 
but later refused to accept such routing and submitted a bill 
for the saving which the complainant had obtained by the Hen- 
derson routing. Mr. Silverman said no attempt would be made 
to prove the rate charged to be unreasonable per se, but sub- 
mitted his case on the right of the shipper to avail himself of 
the lowest rate applicable to the destination territory involved. 

P. F. Gault, commerce attorney, C. & N. W., for the defense, 
said no testimony would be presented to the Commission at 
the hearing, as the defendants believed the only point involved 
was a matter of tariff interpretation, and that matter could best 
be dealt with in the brief. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man ot long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 





Reconsignment—Back or Out-of-Line Haul 


Texas.—Question: There was recently shipped from A, 
Texas, a local point on the X lines, to B, Ga., a car of green 
corn, which was routed X lines, to C, La. Y Ry. to B and, due 
to such routing, the Y Railway had to carry car through D, Ala. 
After car reached B, Ga., due to market conditions, car was 
reconsigned to D, Ala., which involved a’ back haul of 167 miles, 
B to D. 


The rate on green corn from A, Tex., to D, Ala., is made 
on C combination and the rate from C to D is not restricted 
in any way. In other words, while there are no published di- 
visions, car could have been routed from C, Z Railroad to E. W 
Railroad to B, thence V Railroad or Y Railway to D and, due 
to rate not being restricted, carriers would have been forced to 
protect same. 

Regardless of the fact that the Y Railway publishes the 
following rule in their reconsigning and diversion tariff— 


Provides as one of the conditions for diversion or reconsignment 
no reverse or extra haul will be performed on basis of through rate 
except “in instances where via other lines the original destination 
is on the direct line to final destination,’’ in which case, we will 
protect the through rate. 


They have declined to reconsign this car protecting the C 
to D rate, claiming there is no justification for protecting the 
through rate on this reconsigned car, regardless of conditions 
outlined above. 


Can you cite me to any cases where the Commission has 
authorized such reconsignment and, if so, the number of the 
case, authorizing such reconsigning? 


Answer: While the Commission has held that, in the ab- 
sence of a tariff provision therefor, a carrier may not be re- 
quired to reconsign a shipment at the through rate where a 
back haul is involved (see Northern Brokerage Co. vs. Director- 
General, 60 I. C. C. 182), it is our opinion that under the provi- 
sion of the tariff which is quoted in the fourth paragraph of your 
letter, the through rate from C to D must be protected on the 
shipment in question. 

In the case cited above, the Commission said: 


The joint rate from point of origin to final destination, contended 
for by complainant, was 35 cents. The reconsigning tariff applicable 
in connection therewith provided that “reconsignment or change of 
destination to any point beyond point where reconsignment is ef- 
fected in the same general direction may be made on basis of through 
rates * * * without extra charge therefor.” Rockford is not inter- 
mediate to Princeton, but complainant contends that as they are 
in the same general direction from Kindred the through rate should 
apply. This position is untenable. The through rate can not be pro- 
tected where reconsignment is effected at a point not on a through 
route to which the rate applies, or where a back haul becomes neces- 
Sary except under special tariff provisions lacking in this case. Rock- 
ford is at the extremity of a branch line, and naturally, no through 
rate to Princeton applied via that point. Nonexistence of an out-of- 
line haul is a condition precedent to the right of a shipper to demand 
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reconsignment at the through rate from origin to final destination. 
ted Cedar Shingle Mfrs. vs. C. B. & Q. R. R. Co., 41 I. C. C. 422. 


Order Notify Shipments 

Maryland.—Question: We are advised by the agents of the 
X Railroad Company that in forwarding all order notify bills of 
lading shipments it is a rule that in addition to name of con- 
signee and address and other required marks that the bill of 
lading and cases should bear some special mark of identification. 

We have been unable to locate any such instructions and 
would be pleased if you would advise just where this information 
can be found, if it be true. 

Answer: We are not aware of tariff provisions of general 
application which require that order notify shipments bear some 
special mark of identification. This may be a regulation of the 
carrier in question, subject to protest on the part of a shipper, 
in the event that in his judgment the regulation is an unreason- 
able one, and no doubt the Commission would entertain a com- 
plaint of this nature. 

Liability of Barge Line 

Mississippi.—Question: Will you please advise us if the 
Mississippi-Warrior Service can be sued for damage done by 
its floating equipment leaving its moorings and damaging float- 
ing property of other corporations, quoting authorities, if any. 

Answer: We are not aware of any case in which the matter 
of the liability of the barge line for injury caused by its equip- 
ment has been determined by the courts. 

By an act of Congress, 43 Stat. 360, Chapter 243, a corpora- 
tion designated as the “Inland Waterways Corporation” has been 
created, the purposes, powers and liabilities of which corporation 
are set forth in the statute. 

Section 3 of the act provides that: 


The operation of the transportation and terminal facilities under 
the act, shall be subject to the provisions of the Interstate Com- 
merce Act, as amended, in the same manner and to the same extent 
as if such facilities were privately owned and operated; and all 
vessels of the corporation operated and employed as merchant vessel 
shall be subject to all other laws, regulations and liabilities governing 
merchant vessels. 


Section 5 thereof provides that the corporation (b) may sue 
and be sued in its corporate name; (d) may make contracts; 
(c) may acquire, hold, and dispose of property; (h) may exercise 
any of the functions vested in the Secretary of War by Sections 
201 and 500 of the Transportation Act, 1920, as amended; (i) 
may, in the exercise of such functions, conduct the business of 
& common carrier by water, and maintain, manage and operate 
properties held for or used in the service of transportation, or 
necessary or convenient to such use. 

It seems apparent that the laws regulating the liability of 
a private steamship company under similar circumstances would 
govern the liability of the barge line. 


Damages—Delay in Delivery 
Ohio.—Question: The Price Current Grain Reporter of 
November 3 publishes the following item: 


Liability of railroads for loss of market price in cases of delayed 
delivery of cars was denied by the United States Supreme Court. 
The decision was made this week in a suit filed by J. W. Craig of 
Wichita, Kan., against the St. Louis & San Francisco Railroad. 


The information is too meager to show a reversal of the 
decision in the McCaull-Dinsmore case, but something of that 
nature is implied. Are you in position to make any observations 
on the import of this finding? 

Answer: The case to which you refer is No. 518, J. W. 
Craig vs. St. Louis-San Francisco, in which case the Supreme 
Court of the United States refuses to grant a writ of certiorari 
to review a decision of the Supreme Court of Kansas as to the 
measure of damages resulting from negligent delay to certain 
shipments of wheat forwarded from points of origin in Kansas 
and Oklahoma to Galveston and New Orleans and later exported. 

There was delay in the transportation of the wheat to the 
ports of export and the shipper sued for damages occasioned 
by the delay. The Supreme Court of Kansas held that no con- 
tract for sale for export was not fulfilled and no difficulty was 
experienced in fulfilling any contract of sale because of the 
delay, and that there was no evidence that the shipper’s busi- 
ness as a dealer in grain for export was detrimentally affected 
by the delay, and that, therefore, the shipper was entitled to 
nominal damages only. 

This case does not involve the same question as that in- 
volved in the McCaull-Dinsmore case to which you refer, the 
trial court holding that special damages from the delay had to 
be shown, such as particular contracts lost, deliveries missed, 
or the like. In other words, the Supreme Court of Kansas held 
that damages based upon the difference in the market value of 

. the shipment at destination, European ports, upon arrival and 
the time it should have arrived, was not recoverable in view of 
the fact that under the circumstances of the case such damages 
were special damages the right of recovery of which the shipper 
had not proved. In the McCaull-Dinsmore case no question of 
special damages was involved. 

In this connection, see page 999 of the October 30, 1926, 
Traffic World, under the caption “Action of the Supreme Court.” 
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Reconsignment versus Reshipment 

Pennsylvania.—Question: Sometime ago, a prepaid inter- 
state carload shipment was forwarded from B to W. After ship- 
ment was in transit shippers asked agent at B (originating point) 
to divert to D. Same however was not diverted and arrived at 
W (billed destination) where original bill of lading was sur- 
rendered and all charges paid. A new Dill of lading was pre- 
sented to forward car to D. 

The question has been raised if, or if not, a diversion charge 
should be assessed at W, or would it be treated as a new ship- 
ment and no diversion or reconsignment charge made? What 
is your opinion? 

Answer: It is not apparent whether, in the instant case, 
there was a delivery of the shipment in the sense that the ship- 
ment left the custody of the carrier at the original billed desti- 
nation. However, there seems to have been a delivery of the 
shipment within the meaning of the Commission’s findings in 
J. P. Taylor Co. vs. Southern Railway, 109 I. C. C. 47, in that 
there was an acceptance of the shipment upon payment of the 
freight charges and a rebilling of the shipment in the same 
manner as the shipments covered by the opinion in that case. 
Apparently, some, but not all, of the shipments covered by the 
Commission’s opinion in the Taylor case above referred to, 
were placed for unloading, the complainant and defendant, how- 
ever, agreeing that the shipments were billed to and accepted 
by the complainant at the original billed destination. 

In D. Canale & Co. vs. Director General, 115 I. C. C. 415, 
the Commission gave consideration to the intention of the ship- 
per as bearing upon the question of whether a reconsignment 
or a reshipment was made. The fact that reconsigning instruc- 
tion were issued in the first instance is evidence of an intention 
to reconsign the car after its arrival at W. 

Cars—Duty of Carrier to Furnish 

Maine.—Question: Please advise me regarding the follow- 
ing question: 

A certain railroad in Maine is refusing to furnish cars for 
Interstate shipments of potatoes, unless the shipper signs an 
agreement in which the railroad is held blameless for loss of 
potato house in case of fire, whether caused by the negligence 
of the railroad or not. 

On the face of this, it looks as if it was a restraint to 
trade, which I understand is illegal. 

Answer: While it is customary to insert in side track 
agreements a clause which exempts the carrier from liability 
for injury to the property of the shipper (West Virginia Pulp 
& Paper Co. vs. B. & O., 84 S. E. 334; Mayfield vs. Sou. Ry. Co., 
67 S. E. 132; Chickley vs. Ill. Cent., 100 N. E. 942; Porter vs. 
N. Y., N. H. & H. R. Co., 91 N. E. 875), it is our opinion that 
a carrier can not legally refuse to furnish cars for the shipment 
of goods, upon order therefor, unless such an agreement is 
entered into by a shipper. 

Damages for the injury sustained by reason of the carrier’s 
refusal to furnish the cars may be recovered, in our opinion, 
or injunction may be resorted to to compel the furnishing of 
the cars. 

The carrier’s remedy, if it has one, to enforce the entering 
into of such an agreement on the part of a shipper is not in 
the refusal of cars for the shipment of goods ready and offered 
to it for transportation. 

See Yazoo, etc., R. Co. vs. Searles, 37 Sou. 939; Dunlap 
Lumber Co. vs. Nashville, etc., R. Co., 165 S. W. 224, which 
cases, while not in point, state, in our opinion the governing 
principle of law. 


Tariff Interpretation 


Arkansas.—Question: Referring to your answer to “Texas” 
on page 1028 of the October 30th issue of The Traffic World, 
under the above caption, with reference to rate on fibre furniture 
from Menominee, Mich., to point “A” in Texas. 


I would interpret Item 90 of the Territorial Directory to 
mean that you should apply the differential shown in that item 
to the rate applying from Milwaukee and the only question 
seems to be—what is the rate from Milwaukee? I understand 
in this particular case it is a commodity rate of $1.42%, to 
which should be added the class differential published in Item 
90 of the Territorial Directory. 

Won’t you please review and answer Texas again? 

Answer: Upon further consideration, we are of the opinion 
that insofar as our answer states that the class arbitraries pub- 
lished in Item 90 of the Territorial Directory may not be added 
to commodity rates from Milwaukee, it is in error, there being 
no provision in either this tariff or Tariff 1-O to the contrary. 

We are not aware of an interpretation of Item 90 of the 
Territorial Directory by the Commission. 

Description of Articles for Shipment 

New York.—Question: Our product has been recently classr 
fied by the Consolidated Classification Committee and published 
in a supplement to Consolidated Classification No. 4. 

We ship in barrels which are marked only with labels and 
pasters giving the copyrighted trade name under which we sell 
the products, the classification name not appearing. 

Will you please advise whether we should, in addition to 
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the trade name, show the classification name on each barrel or 
is it proper to allow the shipments to go forward with only 
the trade name? The shipments under the classification are 
described on bills of lading under the classification name. 

If the classification name is necessary in addition to the 
trade name, would it be proper to use the classification descrip- 
tion and trade name on the bills of lading and show only the 
trade name on the package? We refer to the product in our 
advertising under both trade name and the classification name. 

Answer: In Section 5 of Rule 2 of the Consolidated Classi- 
fication it is provided that descriptions of articles in shipping 
orders and bills of lading should conform to the classification 
descriptions. 

We know of no requirements that an article which bears a 
trade name on the package must also bear a statement on the 
package of the article as it is described in the classification. 
This may be desirable in that it will insure the proper rate being 
applied, and not absolutely essential unless the trade name has 
the effect of making the article one different from its essential 
composition. See Cream of Wheat Co. vs. A. T. & S. F., 91 1 
C. C. 45, in which case the Commission said: 


In the spring of 1922 complainant discovered that wheat grits had 
been included in the flour item of the tariff naming rates to Portland 
and the Northwest, and thereafter ceased billing its shipments into 
that territory as cereal food preparations and availed itself of the 
flour rate by billing as wheat grits. Through the observance of the 
Portland rate as a miximum to points in Montana and by using it 
as a factor of a combination rate to points in California, this billing 
also resulted in a reduction in the charges on shipments to those 
states. The propriety of this billing is disputed by defendants and 
action to collect alleged undercharges has been deferred pending a 
decision in this case. Such billing by complainant was improper. The 
question whether the sterilization of selected high-grade middlings 
or grits to insure their fitness for human consumption changes the 
inherent character of the commodity need not be decided here; the 
fact that the commodity is prepared and represented to the trade 
solely as a cereal food and not as grits is sufficient to make the rates 


on cereal foods applicable. Andrews Soap Co. vs. P. C. & St. L. Ry. 
ce., 4% & Cc. -&. 


If the description of an article by trade name on a package 
will convey to the carrier’s agents the nature of the contents 
of the package by reason of their familiarity with the article 
under its trade name either through its general use or through 
your efforts in acquainting them therewith, we see no reason for 
placing the classification description of the article on the con- 
tainer in which it is packed for shipment. 


Tariff Interpretation—Follow-Lot-Shipment 


Ohio.—Question: Will you be good enough to refer to 
Countiss’ Westbound Tariff No. 1-W, Item 2385, page 346, which 
names rates on various articles including lockers, K. D. flat, 
minimum weight 30,000 Ibs. 

A shipment was offered to the carrier, the total weight being 
approximately 38,000 lbs. which could not have been loaded into 
the largest car made by any carrier. The shipment was loaded 
into two forty foot cars and approximately 18,000 lbs. was loaded 
into each car. On the first car the carriers assessed a minimum 
of 30,000 lbs. at the carload rate and the shipment in the second 
car actual weight at the carload rate. 

Will you kindly advise if this is correct or that the carload 
rate should have been assessed on the actual weight. I would 
like to call your attention to the General Rule as outlined in 
the tatiff, namely Rule on page 157, that rule pertaining to mini- 
mum weight on cars of less capacity than the required minimum. 
Also on page 161 that rule which refers to shipment entitled to 
the carload rate. 

Answer: The provisions of Rule 14 on page 161 of Agent 
Countiss’ I. C. C. 1129, are not, in our opinion, applicable to the 
shipments in question, so far as the determination of the rate 
to be applied thereon is concerned. Rule 2, paragraphs (b) and 
(d), on page 61 of this tariff, to which no doubt you have refer- 
ence, is, as you will observe, under the provisions of Note 2 not 
applicable to shipments originating at points in Group B, in 
which group we understand the origin of the shipment is 
located. 

Rule 1 of the tariff in question states that rules published 
in current Western Classification also govern the application of 
rates named in this tariff except as otherwise provided below or 
in individual rate items of this tariff. Therefore, either Rule 24 
or Rule 34 should be used to determine the applicable rate. 
Rule 34 contains the so-called two-for-one rule, while Rule 24 
contains the follow-lot rule. 

In our opinion, the shipment in question was a follow-lot 
shipment, subject to the provisions of Rule 24 of the Classifica- 
tion. Sections 1, 3 and paragraphs (a) and -(b) of Section 4 
of Rule 24 provide the basis to apply on such a shipment. 

In Johns-Manville Co. vs. Lehigh Valley R. R. Co., 53 I. C. C. 
527, the Commission held that charges assessed on the basis of 
the carload minimum weight on each underloaded car were not 
unreasonable or unlawful. 


Tariff Interpretation—Absorption of Switching Charge by Line 
Haul Carrier has the Effect of Establishing a Joint Rate 
in so far as the Shipper is Concerned 
Ohio.—Question: We thank you for publishing in your issue 
of October 23, page 962, the article that we requested and we 
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find that we did not give you sufficient information to answer 
our letter properly. We desire to state that the shipment was 
not a carload shipment but an L. C. L. We also wish to state 
that this shipment did move B. & O. clo L. & N. and, in view 
of this additional information, we think you can now publish a 
different answer than you did. 

Answer: We presume that the shipment in question was 
one subject to absorption provisions as to L. C. L. shipments, 
published on page 76 of L. & N. Tariff I. C. C. A-15239, under 
which the L. & N. will absorb the charges of connecting lines, 
including the B. & O., on L. C. L. shipments aggregating 10,000 
pounds or more. If this be true, the statements made in the 
last paragraph of our answer to which you refer, appearing on 
page 962 of the Oct. 23, 1926, Traffic World, support the con- 
tention of the L. & N. that the 71c rate is the applicable rate. 

Tariff Interpretation—Conflicting Rates 

Texas.— Question: In your issue of October 23, page 954, 
under the heading of “Tariff Interpretation,” in reply to question 
from “Connecticut,” the third paragraph thereof, you express 
the opinion that where rates are published in the same tariff, 
the lowest rate is the applicable rate, if the rates are established 
on the same date. If the rates are established on different dates, 
the rate first established is the applicable rate, citing Jewell 
Tea Company case, 46 I. C. C. 314. 

The question has arisen in my mind in connection with this 
subject as follows: Suppose two different rates are carried in 
the tariff, one lower than the other. The higher rate was the 
first published rate; however, both rates are published in Sec- 
tional Tariff, one in section 1 and the other in section 2, the 
tariff providing that if the rates in section 1 are lower than 
the rates in section 2, section 1 rates will apply. It is my under- 
standing that rates published in a sectional tariff, regardless of 
when they were established, the lowest rate is properly ap- 
plicable. 

Answer: In our opinion the principle of the Commission’s 
findings in Jewell Tea Company vs. P. R. R., 46 I. C. C. 314, is 
applicable to a sectional tariff as well as any other form of tariff 
publication. 

If, for instance, a commodity rate published in section 2 of 
supplement 1 to a certain tariff between given points and effec- 
tive 30 days later, and a lower commodity rate were published 
in supplement 2-to the same tariff in section 2, between the 
same points, there being no cancellation of the higher rate 
published in supplement 1, it is our opinion that, under the 
Commission’s ruling in the Jewell Tea Company case, 46 I. C. C. 
314, the lower rate published in section 2 would not become 
effective until such time as the higher rate published in supple- 
ment No. 1 was canceled. 

Perishables—Heater Car Service on L. C. L. Shipments 

Ohio.—Question: Kindly advise if, in your opinion, a car- 
rier operating in C. F. A. territory may lawfully enforce the 
provisions of a general notice to its agents and connecting lines 
providing that during certain winter months, “they will declie to 
accept either from consignors or connections perishable freight 
liable to damage from freezing when loaded in common box 
cars, unless bill of lading and waybills bear proper indorsement 
releasing all carriers from liability on account of damage by 
freezing.” 

Should shipper refuse to sign such indorsement on bill of 
lading, and carrier refuse to accept shipment and shipment be 
damaged by freezing during the controversy, would carriers be 
liable for damage therefor? Also, should shipment be accepted 
by carrier without this indorsement on bill of lading contract 
and shipment be declined by connecting line account bill of 
lading contract not carrying release from liability from damage 
by freezing and car be delayed at junction point and be damaged 
by freezing during such delay, could carriers be held liable for 
such damage? 

Also, should shipper sign bill of lading carrying this indorse- 
ment and shipment be damaged in transit by freezing, through 
carrier’s negligence, would the indorsement on the bill of lading 
relieve the carriers of liability for the damage? 

This question is based on the fact that carriers operating 
in C. F. A. territory do not hold themselves forth to perform 
any special service to perishable freight against freezing, and 
publish no charges therefor, although they do permit shippers’ 
protective service; and the question is based on shipment offered 
by shipper who wishes to ship in an ordinary box car and does 
not wish to provide shippers’ protective service as provided for 
in perishable protective tariff. 

Answer: As to the duty of a carrier to provide a protective 
service for L. C. L. shipments of perishable goods, we refer you 
to the Commission’s opinions in Longo Fruit Co. vs. Illinois 
Traction System, 38 I. C. C. 487, and Albee vs. B. & M. R. RB. 
Co., 22 I. C. C. 303. In the first case the Commission, on page 
389, said: : 

“Section 1 of the act to regulate commerce requires carriers 
to furnish refrigerator cars upon reasonable request therefor and 
the main question presented is whether or not complainants 
request for refrigerator or heated cars for transportation of the!’ 
less-than-carload shipments is reasonable. In Lake-and-Rail But 
ter and Egg Rates, 29 I. C. C. 45, we held the determining factor 
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S00 TERMINAL WAREHOUSES CHICAGO, ILL. 


Storers and Distributors LOCATED NEAR LOOP 
MERCHANDISE 40 Car Siding. Free Switching. 


é Tunnel delivery to all Trunk Lines 
"Chocolate and other candies stored and to Aurora and Elgin Electric. 
i all year round. 


Space for Rent 


| 






















Representative 


NATIONAL WAREHOUSING, INC. 


5 296 Broadway, New York, and 
37 Drumm St., San Francisco 


Cool Temperatures 


—_— FLA. CHICAGO 
muses waxese cour’) HT ATTO ANAT EAA 


Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 
DEEP WATER AND RAIL CONNECTIONS 


1020 South Canal St., near Taylor St. 


SCAT Hens LEONE CHES OS 


Teaming of Every Description —City Delivery Service 
and Carload Distributors 





The first comprehensive book on 


Traffic Management 


By G. LLOYD WILSON 
Asst. Prof. Commerce and Transportation, Univ. of Penn- 
sylvania, formerly Traffic Manager Chester Shipbuilding Co. 

A complete and practical survey. It outlines the nature 
and scope of the traffic manager’s functions, describes each 
part of his work in full detail, and discusses the organization 
and administration of the traffic department for efficient work- 
ing. Every producer or distributor of goods will profit by 
this book, for it will enable him to bring system and economy 
into his shipping and receiving departments. 


This is an Appleton Book Price $3.50 
D. APPLETON AND COMPANY, 35 West 32d St.. NEW YORK 












Tripp Warehouse Company 
MERCHANDISE STORAGE 
POOL CAR DISTRIBUTION 
Centrally Located in Shipping District 
Motor Truck Delivery No Trap Car Delays 
“Service That Satisfies’’ 










































Carnegie Recognized 
An Opportunity 


When Andrew Carnegie visited England to inspect the 
new Bessemer Furnace, he watched a demonstration, 
keenly interested. When it was finished he cabled his plant 
superintendent in America to junk his equipment for the 
new type furnace. A courageous move? Yes, but Car- 
negie recognized an opportunity. And typical of the man, 
he took advantage of it. 
















_ . FIREPROOF WAREHOUSES ON TRACK 
Free Switching to Warehouse. We specialize in the DISTRIBUTION of 
local and pool car shipments. Insurance rate 15c. Negotiable Warehouse 


Receipts Issued. The Weicker Transfer & Storage Company 


Here, too, is an opportunity for men engaged in traffic 


gy gGROEADANCED yy 


CA Single Subject. Well Taught! 


We teach, by actual practice, Traffic Specialization and 
Traffic Law, and nothing else. The comprehensive train- 































IN ing material includes every practical form and document 

used by the foremost traffic men in their daily work. No 

COLUMBUS OHIO theory. No dummy tariffs. It is the one course that 
ve 9 really helps you to become an executive type traffic man— 


a big pay man. 
THE MERCHANDISE STORAGE CO. 


U. S. BONDED 


FOODSTUFFS and NON-ODOROUS 
COMMODITIES ONLY 


We conduct both resident classrooms and instruction by 
mail. Both are thorough and complete. Be a Carnegie! 
Grasp this opportunity. Write us immediately for free 
catalogue, advising whether interested in Traffic Speciali- 
zation or Traffic Law course. 





COLLEGE OF ADVANCED TRAFFIC 
608 South Dearborn St., CHICAGO. Dept. E. 
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to be whether or not the tonnage offered was sufficient to render 
the request reasonable. Both this Commission and the courts 
have held that carriers have the right to make reasonable and 
appropriate rules respecting the acceptance and transportation 
of traffic. 

“Complainants’ tonnage does not appear to be sufficient to 
warrant refrigerator or heated car service, and we find nothing 
unlawful or unreasonable in the notation.on bills of lading ex- 
empting defendants from damage caused by freezing. 

See, also in this connection, rule 21, section 3 of Consoli- 
dated Classification No. 4, which provides that less-than-carload, 
any-quantity ratings application on freight requiring protection 
against heat or cold, do not obligate the carrier to provide re- 
frigeration or refrigerator or lined cars, heated or heater cars 
or cars otherwise specifically equipped for such protection, ex- 
cept under the conditions which the carriers’ tariffs provide. 

If the indorsement or notation on the bill of lading exempt- 
ing a carrier from damage caused by freezing be a contractual 
provision of the bill of lading, as we believe it to be, the presence 
of which on the bill of lading is essential to the limitation of 
the carriers’ liability in this respect, it is our opinion that a 
garrier could not be held liable for damage to shipments offered 
for transportation in the event that the shipper refuses to accept 
a bill of lading containing such a notation. 

If the initial carrier execute a bill of lading contract which 
does not contain the notation, and the shipment be declined by 
the connecting carrier because of the fact that the bill of lading 
contract does not carry this notation, it is our opinion that the 
initial carrier could be held liable for damage to the shipment 
while at the junction point, which damages result from its failure 
to protect the shipment. 

Inasmuch as a carrier may not, by a contractual provision, 
exempt itself from negligence, the placing of the notation on 
the bill of lading by the carrier would not relieve the carrier 
of liability in the event that its negligence contributed to the 
injury to the goods. See George M. Pierce Co. vs. Wells, 236 
U. S. 278; Santa Fe, etc., R. Co. vs. Grant Brothers Construction 
pay 228 U. S. 177; Adams Express Co. vs. Croninger, 226 U. S. 

Whether or not, in a given instance, the shipper is entitled 
to refrigeration or heater car service for less-than-carload ship- 
ments of perishable goods is dependent upon whether or not this 
service is held out under the carriers’ tariffs, and, if not, whether 
or not he is entitled to demand that the service be established 
under proper tariff authority, is a matter within the discretion 
of the carrier, subject to review by the Commission. The estab- 
lishment of the service will depend upon whether or not the 
traffic is sufficient to warrant the carrier in furnishing the service. 


Damages—Deduction of Cash Discount 


Ohio.—Question: Shipment of freight is made from Cleve- 
land, O., to Waterbury, Conn., suffering damage en route. This 
shipment is invoiced to consignee at $50 less 10 per cent 10 days. 
Consignee pays within discount period, though shipment was 
completely worthless and on hand at destination with carrier. 
We file claim for invoice value of $50, furnishing invoice show- 
ing settlement with consignee $45. Carrier returns papers re- 
questing we amend bill to proper basis, stating they are entitled 
to benefit of any discount granted regardless of whether claim 
is paid within discount period or not. Will you kindly advise 
fully in this connection, quoting authority? 

Answer: We are not aware of any decision of the Supreme 
Court, nor, in fact, of any other court decision which passes 
directly upon the question as to whether or not it is proper 
for the carriers to deduct a cash discount. A cash discount is 
an allowance made for the payment of a bill of goods within 
a stated period of time. 


If there is a market value at destination, this value is the 
one to be used in arriving at the liability of the carrier for loss 
or damage to shipments, this being what is known as the com- 
mon-law rule, as referred to in the decision of the Supreme 
Court of the United States in the MCaull-Dinsmore case. Where 
there is no established market at destination, in the event suit 
is filed, the burden is upon the claimant to prove the actual 
value of the goods. In the voluntary settlement of claims cov- 
ering loss. of or injury to goods, which have no established 
market price, the invoice price of the goods is necessarily used, 
and, where used, the invoice price without deduction of the 
cash discount is what the shipper is entitled to, unless the 
condition under which it is made, namely, payment within 
the stipulated period of time, has been fulfilled by the pur- 
chaser. This, for the reason that an invoice price based upon 
a cash payment, or a payment within thirty days or less is 
the price separate and distinct from one which contemplates 
the extension of credit for a longer period of time, and the 
carriers should recognize this fact in settling claims for loss or 
damage. 

Notice of Arrival—Perishable Goods 

Pennsylvania.—Question: We would appreciate your advising 
whether or not carriers are negligent in not notifying arrival of 
perishable goods on Sundays or holidays. For example, car due 
to arrive early Sunday morning and conisgnee not notified until 
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8:00 o’clock Monday morning, resulting in considerable damage} 


account of deterioration. 
Answer: 


where notice of the arrival of the property at destination has 
been duly sent or given. In Section (a) of Rule 4 of the National 
Car Demurrage Rules and Charges published in B. T. Jones’ 
Tariff I. C. C. 1773, it is provided that notice of arrival shall be 


sent or given consignee or party entitled to receive same by the |) 
agent in writing or, in lieu thereof, as otherwise agreed to inj” 
writing by the railroad and consignee within 24 hours after the 7 


arrival of car and bill of lading at destination. 

So far as we are aware, there is no tariff provision fixing 
the time within which notice of arrival shall be sent or given 
in so far as the giving of such notice may effect the liability of 
the carrier for loss of or injury to the shipment. 

We understand there are statutory provisions in certain of 
the several states, which prescribe the time within which notice 


of arrival must be given, which statutes, we presume, will gov- £ 
ern the carriers’ liability even in respect to interstate traffic in| 


the absence of legislation thereon by the Congress of the United 
States. 


In the absence of such statutory provisions, due notice, | 


which in the case of goods of a perishable nature would be 
prompt notice, must be given, the time within which such notice 
must be given to be governed by the known and establishei 
usage at the point of delivery. . 

Inasmuch as freight houses are not, as a rule, open to the 
public on Sunday and it is not customary to send notices of ar 
rival on Sunday, in the absence of a custom to the contrary at 
the point at which the shipment in question was delivered or 
statutory provisions requiring that such notice be sent or given 
on Sunday, it seems apparent that notice to the consignee on 
Monday morning is due notice. 

Storage Resulting From Carrier’s Failure to Observe Rule 7 of 
Classification 

New York.—Question: Bill of lading was made out and ex 

ecuted by carrier’s agent reading as follows: Consigned to, 


In paragraph (b) of Section 1 and paragraph (a)) 
of Section 4 of the Uniform Bill of Lading Contract Terms ani} 
Conditions, a carrier limits its liability for loss or injury after) 
the expiration of free time allowed by tariffs lawfully on file} 
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John Brown: destination, 15 Main St., Brownsville, N. Y. ne 
the space reading “Mail or street address of consignee—for pur | ~ 


poses of notification only” was written in: 20 Smith St., Smith- 
ville, N. Y. Opon arrival of shipment at Brownsville carrier's 


agent mailed notice of arrival to John Brown, 20° Smith St, 7 


Smithville, N. Y. Brown then was at Brownsville and arrival 
notice failed to reach him at Smithville. This resulted in assess- 
ing storage charges. Carrier claims destination agent complied 


Ree ac 
Ehaiemty, Fem 


with the bill of lading instructions in mailing notice to Smith | 4 
ville, while shipper insists consignee should have been notified | 


at 15 Main St., Brownsville. 
of Consolidated Freight Classification? 
Answer: 


Who is right in the light of rule?! P. 
Rule 7 of Consolidated Freight Classification No. a 


4 specifies the conditions under which a mail address different | 7 
from the destination of the shipment may be shown in the bill} 


of lading. 

Apparently the shipment in question was not one covered 
by that provision of rule 7 of Consolidated Freight Classification 
No. 4, which states that the showing on a bill of lading for 4 
shipment consigned straight or “to order” at one point with 


the consignee’s address and instructions to notify the consignee | 3 


or other party, at another point, will be permitted under the con- 
ditions specified in paragraphs 4, 5 and 6 of rule 7. 
If this be true, it is our opoinion that the carrier’s agett 


erred in executing the bill of lading providing for notification of | 


the consignee at a point other than the destination of the ship 
ment and that therefore storage charges resulting from the sent: 
ing of the notice to that point were unlawfully assessed. 
Delivery to Carrier—What Constitutes 
Indiana.—Question: 
instance, on the 18th, but does not present the shipping order 


and bill of lading for carrier’s agent to sign until the next day, 


the 19th, which bill of lading is dated the 18th, has the carrier's 


agent authority to change the date of the bill of lading to cor § 
form to the date he receives the same? Please give opinions 0! F 


both straight and order bill of ladings. 

Answer: In order that a carrier may be charged with the 
custody, care and transportation of goods, it is essential that 45 
a bailee it shall have come into possession of the goods, which, 
of course, involves a delivery by the shipper and an acceptance 
by the carrier, and until there has been such delivery and a 
ceptance, by which possession of the goods has been transferred 
from the shipper to the carrier, no liability of the carrier with 
reference to such goods arises. 

In the absence of special contract, custom, or usage, it i 
not sufficient that the property is delivered on the carriers 
premises or placed in a position from which it might readily be 
taken by the carrier or its agent, but there must be notice to" 
or its agent of the delivery, and intention to place the goods 
the care and custody of the carrier for transportation. 

If something required by law or contract remains to be dole 


If a shipper loads a car one day, for 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia... Wednesdays and Saturdays 


From Houston. ....... Mondays and Thursdays 
Low Rates Quick Dispatch | Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


FEDERAL 
Compress & Warehouse Co. 


SPECIALISTS IN . 
Merchandise Storage 
Pool Car Distribution 


Warehouse located in the 
heart of Jobbing District 
and Railroad Terminals. 


We operate our own motor fleet 


MEMBER A. W. A. 


Warehouse, 589 South Front Street 
Office, Falls Bldg., P.O. Box 1025 


MEMPHIS, TENN. 





Warehouse,—Re-in: 

With our long experience in the 

Complete record of all shipments mailed same day 
financed throug! 


Your shipments can be lk our negotiable 
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rehouse, 

forced concrete and steel,—equipped with automatic sprinkler,—insurance 12c per hundred 

warehouse business, we are familiar with the requirem 

of movement. Daily stock reports 
warehouse pts. 
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| PANAMA MAIL S.S.CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 
. COLOMBIA December December 13 
. S. VENEZUELA January 2 

. ECUADOR January 24 


Also regular sailings for Mazatlan, Manzanillo, Champerico, 
San Jose de Guatemala, Acajutla, La Libertad, La Union, 
Corinto, Amapala, Puntarenas, San Juan del Sur and Balboa, 
Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South American and European Ports 
OFFICES 
350 Marquette Bidg., C Tl. 2 Pine Street, San » Cal. 
10 Hanover Sq., New York, N.Y. 548 So. Spring St., Los Angeles, Cal. 


GULF PACIFIC LINE 


THE STEELE STEAMSHIP LINE, INC. 
SWAYNE & HOYT, INC. 
(Joint Service) 


SAILINGS EVERY SECOND SATURDAY 
FROM 


Mobile and New Orleans 


Los Angeles, San Francisco, 0akland 
Portland, Seattle and Tacoma 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
424 Whitney Central Bldg., New Orleans, La. 


SWAYNE & HOYT, INC., General Agents Pacific Coast 
430 Sansome Street, San Francisco, Cal. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 
H. H. KENNEDY, General Western Agent 
320 Merchants Exchange Building St. Louis, Mo. 
W. J. SMITH, General Agent 


209 South La Salle Street Chicago, Ill. 








by means of electric conveyors, with one handling:—No trucking, switching or draying. 


ts necessary to the proper 
ents n 
furnished, if desired. 


dling of your shipments. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 
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by the shipper after the goods are put into the hands of the 
agent of the carrier before they are to be transported, the car- 
rier does not become liable as carrier until the goods are ready 
for shipment. As otherwise expressed, the party bringing the 
goods must first do whatever is essential to enable the carrier 
to commence, or to make needful preparations for the service 
required from it, before it can be made liable or subject to re- 
sponsibility in that capacity. Delivery cannot be complete if 
anything remains to be done by the shipper before the goods can 
be sent on their way. But if the thing to be done is something 
which it is the duty of the carrier to do, without further act on 
the part of the shipper, as such, then the liability of the carrier 
attaches at once. The risk of the carrier, as such, begins on 
receipt of the goods for immediate transportation, that is, as 
soon as the delivery is complete so as to place on the carrier 
the exclusive duty of seeing after their safety. 

A well settled general rule, which is hardly more than a rep- 
etition of the proposition stated above, is that notwithstanding 
the goods are in the actual custody of the carrier, its liability as 
such does not attach before shipping directions have been given, 
and while this principle might be rendered inoperative by cus- 
tom or special contract, the implication that the carrier assumes 
the duty of immediate transportation and its responsibility of an 
insurer, without knowing to what place and to whom the goods 
are to be shipped, must be clear. Louisville, etc., R. Co. vs. 
Echols, 12 So. 304; Basnight vs. Atlantic, etc., R. Co., 16 S. E. 
323; Ala. Sou. R. Co. vs. Mt. Vernon Co., 4 So. 356; Kansas City, 
etc., R. Co. vs. Cox, 108 Pac. 380; Berhman vs. A. C. L., 109 
So. 397; Howell vs. S. A. L., 119 S. E. 198; American Fruit 
Growers vs. King, 114 S. E. 861; Central of Ga. R. Co. vs. Sigma 
Lumber Co., 54 So. 205. 

Under the above statement of the law a carrier’s agent is 
warranted in dating the bill of lading as of the date it is 
presented to him for execution, regardless of the fact that the 
_— have been loaded into the car by the shipper the previous 
ay. 
This will apply to shipments moving on both a straight and 
and an order notify bills of lading. 


Delivery by and to Carrier—What Constitutes 

Indiana.—Question: When does a carrier’s liability as a 
carrier commence and terminate on inbound and outbound car- 
load and less than carload freight and when does liability as a 
warehouseman commence? 

Answer: There are three methods by which delivery may 
be made by carrier, namely, through its warehouse, on its team 
tracks or on the private or semi-private industry tracks of the 
consignee. So far as delivery through its warehouse is con- 
cerned, this delivery covers, as a rule, L. C. L. shipments only. 
Under the Uniform Storage Tariff a carrier must send notice of 
arrival to the consignee and remains liable as a carrier for the 
value of the goods for a period of 48 hours after the first 7:00 
A. M. after notice of arrival has been sent or given to the con- 
signee. After expiration of that time its liability is that of a 
warehouseman only, that is, it is liable for negligence, the bur- 
den being upon the owner of the goods to prove in case of loss 
or damage that the loss or damage resulted from the negligence 
of the carrier. See in this connection what is said by the Com- 
mission in the so-called Tailboard case, Docket 6140, 32 I. C. C. 
oo In particular note what is said by the Commission on page 

, With respect to deliveries on carrier’s team tracks, the 
opinion of the Supreme Court of the United States in Michigan 
Central R. R. Co. vs. Mark Owens, 256 U. S. 427, definitely fixes 
the liability of the carrier as that of a carrier and not a ware- 
houseman for a period of 48 hours after the first 7:00 A. M. 
after notice of arrival has been sent or given the consignee, and 
this notwithstanding the fact that a consignee may have begun 
the unloading of the goods within that period of time. The 
Supreme Court held in this case that until all of the goods have 
been taken from the car the liability of the carrier as such con- 
tinues for the 48 hour period, after which time its liability -is 
that of a warehouseman and as such it is liable only for negli- 
gence, the burden to prove which is upon the owner. 

So far as the question of delivery by a carrier on private or 
semi-private industry tracks is concerned, there are no decisions 
of the Supreme Court of the United States which determine def- 
initely when delivery has been made by a carrier, so that we 
must be governed by the decisions of the state courts which are 
not at all uniform nor recent enough in view of the change made 
in the bill of lading by which the clause relating to the liability 
of a carrier after cars are detached from the train was eliminated 
in compliance with the Commission’s findings in the Bill of Lad- 
ing Case, Docket 4844, 64 I. C. C. 357. We have reference to 
paragraph 4 of section 4 of the Uniform Bill of Lading which 
prior to the opinion of the Commission in the above referred to 
case read as follows: “Property destined to or taken from a 
station, wharf, or landing at which there is no regularly ap- 
pointed agent shall be entirely at the risk of the owner after 
unloading from cars or vessel, and when received or delivered 
on private or other sidings, wharves, or landings, shall be at 
owner’s risk until the cars are attached to and after they are 
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detached from trains.” A portion of this clause has been elim. 
inated from the new bill of lading prescribed for use on ani 
after March 15, 1922, and paragraph (g) of section 4 thereof noy 
reads: “Property destined to or taken from a station, wharf or 
landing at which there is no regularly appointed freight agen 
shall be entirely at risk of the owner after unloaded from car 
or vessels, or until loaded into cars or vessels.” 





The decisions of the state courts passing upon the liability) 













of the carrier for loss or damage to goods in cars when deliverej)” 
on private or semi-private tracks, as a rule involve the con) 
struction of the provision relating to the liability of the carrie) 
for goods delivered or received on private or other sidings be) 







fore or after the car has been detached from the train, which 











was carried in the bill of lading previous to the revision 0 é 


March 15, 1922. 


The following cases relate to the liability of the carrier fu}. 
loss of or damage to goods delivered on private industry tracks 


Mo. Pac. R. Co. vs. Wichita Grocery Co., 40 Pac. 899 (Kan), 


Two cars were placed on a consignee’s siding on Saturday ani[ - 


burned before business on the following Monday: it was heli 
that the cars had not been delivered and that the carrier was | 
able for the loss. 


Jolly vs. A. T. & S. F., 181 Pac. 1057 (Cal), : 
This case covered a car placed in front of the consignee’s ware)” 
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4) 
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house on a siding serving the consignee and others, on Saturday) 
afternoon after five o’clock. The contents of the car were dan.) 
It was held that the car had not been deliverej) 
Bianchi & Sons) 
It was held in this case) 





aged by fire. 
and that the carrier was liable for the damage. 
vs. M. & W. R. Co., 104 Atl. 144 (Vt.). 
that a car delivered on a private switch without notice to the 
consignee and without surrender of a straight bill of lading, hai 





been properly delivered and the carrier was not liable for los , 


of goods therefrom. 


their nature, were not likely to be stolen. 


In Arkansas Midland R. Co. vs. Premier Cotton Mills, 158 ss 


In this case the court held that the mer)” 
placing of the car upon the consignee’s side track constituted)” 
delivery by the carrier and acceptance by the consignee, but} > 
the court qualified its decision by calling attention to the fac)” 
that the shipment consisted of monuments, which by reason of} © 





S. W. 149 (Ark.), which covered delivery on a private side track, 7 


it was held that the carrier was not liable for destruction, as 
delivery had been made. 


it was held that a complete delivery of merchandise by the car. 


In Weyl vs. Sou. Pac., 156 Ill. Ap. 193, 8 


rier to the consignee terminating the former’s liability takes 
place if the ear containing the merchandise is placed by they 
carrier upon the usual and customary place where the consignee) 
received consignment of freight in cars, and notice of delivery 


by the carrier to the consignee is not essential, nor does the 
closing of the place of business of the consignee operate to con: 
tinue the liability of the carrier for delivery made in accordance 
with instructions given. 


In Kingman St. Louis Implement Co. vs. Sou. Ry. Co., 122 4 
S. W. 721, it was held that even though a consignee had the) > 


right to inspect cars of freight placed on its switch before ac 
cepting them, a delivery on the switch, subject to the right of 
inspection, relieves the carrier from liability as a common car 
rier unless the consignee, on inspection, rejected the freight, 
notified the carrier thereof, and in an action against the carrie! 
for damage to the goods by flood, the evidence showed that the 
cars had been delivered to the plaintiff in good condition before 
the flood, so that its liability as carrier had ceased when the 
goods were damaged. 


In order that a carrier may be charged with the custody, 
care and transportation of goods, it is essential that as bailee it 
shall have come into possession of the goods, which, of course, 
involves a delivery by the shipper and an acceptance by the car 
rier, and until there has been such delivery and acceptance, bj 


which the possession of the goods has been transferred fromy 


the shipper to the carrier, no liability of the carrier with ret 
enrence to such goods arises. (Section 304, page 221, 10 Corpus 
Juris.) (Reference 72.) Brown vs. Payne, 107 S. E. 310; R. (o. 
vs. Mills, etc., Co., 184 Pac. 373; Knapp vs. R. Co., 159 N. W. 
81; R. Co. vs. Tolica, etc., 204 S. W. 1016; Mo. Pac. R. Co. vs 


McFadden, 154 U. S. 155; St. Louis, etc., R. Co. vs. Commerciil F 


Union Insurance Co., 139 U. S. 228; Pitlock vs. Wells, 109 Mass 
452; T. N. W. & B. C. vs. Tomson, 250 S. W. 757; Shore vs. N. !. 
N. H. & H., 121 Atl. 344; Texarkana & Ft. Smith Ry. vs. Brass, 
245 S. W. 457; Cent. of Ga. Ry. Co. vs. Smith, 120 S. E. 30. | 
In the absence of special contract, custom, or usage, it 5 
not sufficient that the property is delivered on the carriers 
premises or placed in a position from which it might readily be 
taken by the carrier or its agent, but there must be notice to! 
or its agent of the delivery, and intention to place the goods 
the care and custody of the carrier for transportation. (Secti0 
307, page 222, 10 Corpus Juris.) (Reference 85.) R. Co. § 
Blocker, 184 Pac. 584; Belerman vs. A. C. L., 109 S. E. agi 
Howell vs. S. A. L., 119 S. E. 198; American Fruit Growers ¥ 
King, 114 S. E. 861; The Willie vs. Sandhovel, 92 Fed. 286; 
Standard Combed Thread Co. vs. Pa. R. R., 95 Atl. 1002; Coo? 
erage Co. vs. R. Co., 215 S. W. 897; Merriam vs. Hartford, et 
R. Co., 52 Am. Dec. 344. ; 
The general rule stated in the preceding section is subje“ 
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EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East and 
British Columbia 


*Differential Rates from Philadelphia and Boston 
MUNSON STEAMSHIP LINE 


Munson Building, 67 Wall St., New York 
Beanch Offices 


CM Pilladaipbia, Mobile, New Orleans 
McCORMICK STEAMSHIP CO. 


GENERAL PACIFIC COAST AGENTS 











Be Your Customers’ Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of rein- 
forced concrete and is located in the 
heart of the wholesale and retail districts. 

The insurance rate is 17c. 


METROPOLITAN 
WAREHOUSE CoO. 


Merchandise Storage Drayage Pool Car Distribution 


1340-1356 East Sixth Street 
LOS ANGELES 
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SHIP 
ORIENTAL 
FREIGHT 


by THE SHORT ROUTE and our fast vessels 
if you wish quick service to the Orient. 
Modern equipment for loading and unloading. 
Clean, dry, well-ventilated storage facilities 
on board. Sailings from Seattle every twelve 
days for Yokohama, Kobe, Shanghai, Hong 
Kong and Manila. 




















L. L. BATES, General Freight Agent, Seattle, Wash. 


ADMIRAL 
ORIENTAL 






Other Offices at New York, Besten, Philadelphia, Detroit, Chicago, 
Portland, Ore., Tacoma, Wash., Vancouver, B. C., Vieterta, B. C. 


SEATTLE, WASH. 







Export Traffic Managers 
Travelers to Foreign Lands 


Will find in the 


OFFICIAL RAILWAY GUIDE of CHICAGO 


(Revised and Published Weekly Since 1872) 













The Current 
Cargo and Passenger Sailing Dates of 
150 Ocean Carriers who serve 605 




















Trans-Atlantic Trans-Pacific 


and 


Intercoastal Ports 


A sample copy for your perusal mailed on request 
Address or Telephone 


THE SHIPPERS’ GUIDE CO., Inc. 


(Publishers Since 1872 of Guides for Shippers) 


624 Federal Street, Chicago 


Offices in Principal Cities 
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to any conventional arrangement between the carrier and its 
patrons, or to a custom or usage in their dealings which dis- 
penses with the giving of actual notice to the carrier of delivery 
of the goods. In other words, constructive delivery may be 
made sufficient by a special contract, custom or usage, and the 
placing of the goods by the shipper in the place in which they 
are accustomed to be deposited, or at a place specially designated 
by contract, will be a.sufficient delivery and acceptance to 
charge the carrier as an insurer, although no actual notice is 
given to the carrier or assent shown. This general principle has 
been held applicable even though the custom or usage relied on 
was contrary to the express directions and special regulations of 
the company, which fact was known to the shipper. However, 
if custom or usage is relied on, there can be no constructive de- 
livery of goods so as to bind the carrier for their carriage ex- 
cept at such place, as where by constant practice and usage 
they have received property left for transportation. Construc- 
tive delivery may also be made by delivering to the carrier the 
receipt of a warehouseman or cotton compress company, from 
whose custody the goods are to be taken by the carrier, and the 
issuance of a bill of lading by the carrier’s agent in consequence 
thereof. Especially is this true where the compress company is 
the carrier’s agent for compressing the cotton as preliminary to 
a more convenient transportation. To complete delivery it is es- 
sential that the property should be placed in such a position that 
it may be taken care of by the agent or person having charge of 
the business and under his immediate control. Even the placing 
of the goods on the vehicle of the carrier, whether it is a wagon 
or a car, ready for transportation, will not constitute sufficient 
delivery, where this is not done in pursuance of any previous 
understanding and the agent has no notice from which an ac- 
ceptance can be inferred; and of course there is no delivery 
where a car is loaded under these circumstances, and the Car- 
rier’s agent on being notified thereof declines to ship the goods. 
(Section 308, page 223, 10 Corpus Juris.) (Reference 86.) Black- 
well vs. R. Co., 161 Pac. 565; Bainbridge Grocery Co. vs. A. C. L., 
70 S. BE. 154. (Reference 92); Dunnington vs. Louisville, etc., R. 
Co., 155 S. W. 750. 

With respect to deliveries to carriers on team tracks of the 
carrier, the decision of the Supreme Court of the United States 
in Y. & M. V. R. Co. vs. Nichols & Co., 256 U. S. 540, is deter- 
minative of the question so far as deliveries to a carrier at 
agency stations is concerned, at least this case is determinative 
of the fact that so far as deliveries to a carrier at an agency 
station is concerned, the liability of a carrier is not dependent 
upon whether or not the loaded car has been attached to a train, 
as the carrier contended in this case, in view of the provision 
which was formerly carried in the bill of lading but which was 
modified by the Commission’s opinion in Docket 4844, 64 I. C. C. 
357, which modified provision has been carried in the bill of 
lading since March 15, 1922. 

It will be observed that the Supreme Court in the Nichols 
Case, 256 U. S. 540, makes no finding as to cars loaded on private 
tracks, but the case does justify the conclusion that the present 
bill of lading provision, namely, paragraph (g) of section 4, is 
lawful and determinative of when a shipment is delivered to a 
carrier at a non-agency station. 

So far as deliveries to a carrier on private or semi-private 
industry tracks is concerned, there are no recent decisions of 
the coyrts, that is, decisions which pass upon this question since 
the modification in the bill of lading referred to above, by which 
the provisions of paragraph 4 of section 4 of the bill of lading 
in use prior to March 15, 1922, was modified so as to provide that 
property destined to or from a station, wharf or landing at which 
there is no regularly appointed freight agent shall be entirely at 
risk of owner after unloaded from cars or vessels or until loaded 
into cars or vessels, eliminating that portion of the provision 
which read “and when received or delivered on private or other 
sidings, wharves or landings shall be at owner’s risk until the 
cars are attached to or after they are detached from trains.” 
The following decisions hold that the clause last quoted was 
applicable and the carrier therefore not liable for loss or dam- 
age. Bers vs. Erie R. Co., 163 N. Y. S. 114, 122 N. B. 456; Chick- 
asaw Cooperage Co. vs. Y. & M. V., 216 S. W. 897 (Ark.); Stand- 
ard Combed Thread Co. vs. Pa. Co., 95 Atl. 1002 (N. J.); Siebert 
vs. Erie R. Co., 163 N. Y. S. 114; Bainbridge Grocery Co. vs. 
A.C. L., 70 S. BE. 145 (La.). 

However, in McClure vs. N. & W., 98 S. E. 14 (W. Va.), it 
was held that a carrier was liable for the loss of goods loaded 
into a car standing on a private siding at an agency station, 
while in C. C. C. & St. L. vs. American Tobacco Co., 104 S. W. 
277, it was held that a carrier was liable for a loss by fire of a 
carload of tobacco loaded on a private side track where the car 
had been‘loaded and bill of lading issued and signed by the car- 
rier’s agent, although notice had not been given that the car was 
loaded, the bill of lading having been issued shortly before the 


loading was completed. See also L. & N R. R. Co. vs. Long, 105 
Sou. 890. 


STRIKE THREATENED IN CANADA 


A Torono report says the vote taken by the order of Rail- 
way Conductors and Brotherhood of Railway Trainmen for 


acceptance or rejection of the report of the Board of Conciliation 
refusing the standardized wages paid in the United States to 
the classes of railway workers concerned, has been compiled at 
Montreal and was, by an overwhelming majority, an instruction 
to the representatives of the employes to order a strike, if 
necessary, to enforce their demands. The report says that 
W. G. Lee, Cleveland, president of the Brotherhood of Railway 
Trainmen, and L. E. Sheppard, Cedar Rapids, president of the 
Order of Railway Conductors, have been summoned to attend 
a conference of the employes at Montreal, which, it is expected, 
will act on the vote by appointing a committee to fix a time for 
the strike if the demand for increased wages is not met. 


CANADIAN CAR LOADING 


Car loadings for the week ended November 13 were affected 
by the holiday on November 8. Grain loading was lighter than 
for the previous week by 2,816 cars; coal, 636 cars; lumber, 375 
cars; other forest products, 505 cars; ore, 632 cars; merchan- 
dise, 2,803 cars; and miscellaneous freight, 1,352 cars. There 
were increases in livestock, pulpwood and pulp and paper, but 
the total decrease was 8,746 cars. 

Total loadings were heavier than in 1925 by 1,350 cars, mer- 
chandise accounting for 1,060 cars of the increase; livestock 271 
cars; coal, 277 cars, and miscellaneous freight, 231 cars. Grain 
decreased 444 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
— the Week Ended— 









































: : Nov. 18, Nov. 6, Nov. 14, 
Commodities 1926 1926 1925 
Grain and Grain Products...........cecces 3,583 4,260 3,765 
RN MMM cis Wicicarbecra we nie oc-aibiec mecicece stew 1,743 1,563 1,441 
EE gb earge id aaa etleonkls steele ceese Deweoeees 5,037 5,597 4,332 
I eileen oxo sara uote tiniwlomece a iaisioiee eh Reeieiewee 405 430 403 
UIIINIE « av'e'gs 03 6 sat. 0i5s¢x0h 910: 6re aiarat aco ialerers ane Baibia wa 2,339 2,585 2,567 
AMMEN 53555; Snciwss'e'sinig:es0iare)acaidicieceiniveie-eiare-s.cve'els 1,115 1,142 1,301 
a oS Sn eene ener 2,278 2,174 2,193 
Other Perest Products. .....ccsccccccsccsece 1,019 1,236 1,188 
NN seticl nhs laa Soisrenen icra cielo Glons naeseuieiacs 774 1,334 876 
Sasnaliien. ee ES ere re eee 10,973 13,185 10,213 
i in Nc Sip Te 11,320 12,361 11,322 
pi Ree eee 40,586 15,867 39,601 
Total Cars Received from Connections 33,169 34,572 30,514 
WESTERN CANADA 
Grain and Grain Products. ....ccceccccccs 17,591 19,730 17,853 
BE OE accavncenes ue a cewnnaeoccepuewssaeiee L,.7A7 L717 1,748 
MORIN Sark cyah:a ascot aie: o ores e-araravelersin ew erele shone enwiee 3,490 3,566 3,918 
I ere race are -aiasecares ersserancie orate is sia alalaaaied ees 100 71 54 
Ee Oe ee ae ee eee 881 1,010 663 
INNO 5.00: eicio aiaiai-dve'ele qi cuanecseieie'a,ersigibie ereuteleie 115 39 64 
Ce ee ere 180 144 157 
— Forest Products 1,601 1,889 1,472 
Sr aiees atalatceneal neue BS 6. c-O-al owl oieo.Hole wleeiciers 830 902 744 
el RS Ed Mae ebb taterseswecen ances 4,397 4,988 4,097 
I akc intncncestEvedecasnesnes 3,578 3,889 3,345 
TOUR? Care EORGOE 6 oc. siciciccccviietiesésees 34,480 37,945 34,115 
Total Cars Received from Connections 3,231 3,289 3,435 
TOTAL FOR CANADA 
Grain and Grain Products.............0.. 21,174 23,990 21,618 
TI hala alsie win arae'cine miesiclaceicecnesembee 3,460 3,280 3,189 
MEE ia crektc sive Gelserydiesles6 cies <a ka eleaeue tiene 8,527 9,163 8,250 
MINE Gaye at 9a ia: ci G4 O18 4.910 90.9: wici'ele! ooerwialareielgialesiclaiee 505 501 457 
NN acne asch gia didy ives akave ee asavaileolaveiel es @aeo Wises 3,220 3,595 3,230 
II 5.5 asa aveseese:d-0reace acinus: alavese & aro e-gielenelele 1,230 1,181 1,365 
SA nares 2,458 2,318 2,350 
Ceher FOrest Products. 2.0.0. ccccvieccevess 2,620 3,125 2,660 
Sake tintneese cera eKene ceed onecdeusieuen 1,604 2,236 1,620 
eens, Se ©, Boise esis wscnsenonvsce 15,370 18,173 14,310 
a. 6 Cos eNeee sew OCebenesnse oe 14,898 16,250 14,667 
pe re 75,066 83,812 73,716 
Total Cars Received from Connections 36,400 37,861 33,949 
CUMULATIVE TOTALS TO DATE 

1926 1925 

Grain and Grain Products. .......00..c08e0. 413,959 389,200 
STIL ora Kicwcecatie useces wees sesuneee mn 100,387 109,313 
NE, Siaivinicinesere'e Rascinalarerarerslsianeretersloroaissieeian 271,543 189,885 
5. icn'oa adic. 0/4 nes eareele wale erswiae@te Ronee 16,876 13,25 
ee RR en ee en ee 164,302 161,487 
CS ee ae ee ere 116,891 112,351 
| RR EOS ECR Pee 107,230 92,327 
Other Forest Products.. 139,112 126,899 
Pods cocamsepianeesimews 79,584 64,391 
Tochantlinn ee le, Dis dele cmeieses twee ooees 739,807 690,935 
a el A RN ARE A 651,097 587,676 
-__-lcCooe---—— _—_— 

OUNE CAPS TORGO oo ois ciccievsccncoes 2,800,788 2,537,720 
—_ pane 5 

Total Cars Received from Connections 1,681,552 1,500,557 


MONTREAL AND RATE INVESTIGATION 


In view of the general rate investigation undertaken by the 
Board of Railway Commissioners, the final hearing in which 
has been set for November 30, the Montreal Board of Trade has 
forwarded a memorandum of its position to the board, which 
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A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week. 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 


to the shipper. May we send you 
a copy? 


The Traffic Bulletin 


418 S. Market St. Chicago, Illinois 
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EAA 


New York—California 


Fastest Service Sea 
1 5 days Passenger and Proight 


Itinerary: New York—Havana—Panama Canal— 


Balboa—San Diego (Westbound)—Los Angeles—San 
Francisco. 


Through Bills of Lading to or from other Pacific 
Coast ports; also European, West Indian, Canadian, 
Hawaiian, Far Eastern and Australian ports. 

Passengers’ automobiles accepted uncrated as bag- 
gage at moderate charge. All steamers equipped for 
refrigerator cargo. 


Proposed Sailing Dates 
Westbound from New York Eastbound fron San FranciscomLos Angeles 


S.S. Mongolia Dec. < S.S. Manchuria Dec. 18 Dec. 20 
S.S. Finland Dec. S.S. Mongolia Jan. 1 Jan. 3 


S.S. Manchuria Jan. i3 S.S. Finland Jan. 15 Jan. 17 


ah EOL geo 
= 


PANAMA Sheen L LINE 


INTERNATIONAL MERCANTILE ee COMPANY 
ier 61 North River, N. Y. C. 1 Broadway, N. Y. C. 
(we 88rd St.) Tel. Cheisea 6760 Tel. ete nd , Ra 8800 
Chicago, 827 So. La Salle St. Boston, 84 State Street 
Philadelphia, +e em wae oe Eee Baltimore, Chamber of nee Bldg. 
San Francisco, Los Angeles, Central B 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 

Moore and Water Streets, New York, Telephone Bowling Green 7394 
2 SS. Se eee 

And at our Branch Offices at ports of call, etc. 








































1272 







will be amplified at the hearing by the manager of the Board 
of Trade transportation bureau. The statement says, among 
other particulars, that the foundations of the present freight 
rate structure was laid many years ago and is the result of 
the best efforts of railway executives—who had in mind not only 
the interests of the railways, but also the development of the 
country, its industries and natural resources—coupled with over 
twenty years’ labor on the part of the railway commission, 
which changed and altered the rates in territories and localities 
as changes in conditions and circumstances warranted. It says: 


In a vast country like Canada, stretching from the Atlantic to 
the Pacific with railways from Sydney, N. S., to Prince Rupert and 
Vancouver, B. C., there are bound to be unequal conditions as re- 
gards almost every factor involved in the making of a railway rate, 
such as density of traffic and population, water and other competi- 
tion, cost of operation, location of natural resources and markets, 
ete. It is the opinion of this council that it is impossible, by any sys- 
tem of rate making, to equalize unequal things. 

The council of the Montreal Board of Trade, therefore, respectfully 
directs the attention of the Commission to the danger of upsetting 
the rate structure built up over a long period of years, under which 
the various sections of the country and its natural resources and 
industries have been developed. Changes in railway rates should be 
made in the future, as they have been in the past, only for the pur- 
pose of developing to the greatest possible degree the existing and 
potential resources of Canada, both in manufactured goods and natural 
products, and should be designed to add to our prosperity by way 
of wealth, employment and population and the conservation of the 
railways revenues, 


CANADIAN RULINGS 


W. E. Campbell, chief traffic officer of the Board of Railway 
Commissioners, has issued a report, concurred in by the board, 
upholding the refusal of the Canadian National Railways to 
refund demurrage charges on a car of coal consigned to J. 
Brownlee and Comapny, Kitchener, who on the day they were 
notified, ordered the car delivered to the Huether Brewery Com- 
‘pany. The railway held the car awaiting payment of charges, 
and the brewery company finally refused it. It then reverted 
to the consignee, who reconsigned it to another firm, but refused 
to accept responsibility for demurrage. The judgment says: 





It would seem clear from the record that complainants were not 
responsible for the demurrage charges; the brewery company would 
seem solely responsible. However, when the latter refused to accept 
the car and its possession reverted to the complainants, the demur- 

' rage charges followed the car, and would clearly have to be assumed 
by the complainants regardless of their responsibility for same being 
incurred. Under the provisions of the car demurrage rules, the rail- 
way company is properly entitled to, and correctly assessed, the de- 
murrage charges, and same are a lien against the shipment. — 
lt is a matter for adjustment between the complainants and the 
brewery company. 


On the application of the Dunlop Tire and Rubber Goods 
Company for a ruling as to the proper rating in Canadian Freight 
Classification No, 17, on what is described as a “vulcanizer or 
tire press,” the chief traffic. officer, after quoting the opinion 
of the United States Consolidated Freight Classification Com- 


mittee and the Western ‘Classification Committee, ruled as 
follows: 


It is my opinion that an act or process that is distinct from 
pressing or moulding is performed by-the vulcanizer, and that the 
article in question is properly subject to the rating applicable to 
machines, N. O. I. B. N., as per item 6, page 192, of Canadian Freight 
Classification No. 17. 


The board has adopted as its report the report of the chief 
traffic dfficer in the application-of-Consolidated Rendering Com- 
pany, Boston, that demurrage charges were properly assessed 
on a number of carload shipment of fertilizer material shipped 
from Lowell, Mass., to a number of points in Quebec. 

The delay occurred while waiting clearance from customs, 
for which 24 hours’ free time is allowed under demurage rule 
3 (a). In shipment coming from United States in bond con- 
signee must present certified invoices and customs entry as 
required by Canadian regulations and pay duty’ if shipment is 
dutiable. The ruling says: 


While, when customs requirements are fully understood and 
promptly complied with, and the necessary documents submitted, 
there is no difficulty in arranging clearance from customs within 
the free time allowance provided, at the same time, in practice, it 
frequently happens that there is delay in clearing customs through 
non-compliance promptly with customs requirements or absence 
of some of the necessary documents at the time of arrival of the car, 
which involves additional delay, and, consequently, assessment of 
demurrage. The obligation to fulfil customs requirements and present 
the necessary documents rests solely upon the owner of the goods; 


this is not an obligation which in any way devolves upon the railway 
company, 


Applicants claimed that they were unfamiliar with the cus- 
toms requirements and that demurrage should be refunded be- 
cause they were not notified that the cars were being held. The 
ruling held that the obligation rested on the applicant rather 
than on the transportation company to familiarize themselves 
with customs requirement; and that the demurrage rules do not 
stipulate that shippers shall be notified of arrival of cars, but 
that notice shall be given the consignee by the carrier, and 
failure to notify the shipper would not entitle applicant to ex- 
emption under the provisions of the demurrage rules. 
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E. G. Ulrich has been appointed chief supervising agent of 
the New York Central, succeeding R. W. Andrews, promoted. 

W. A. Terry, freight traffic manager of the New York Central 
for the last 16 years, died at his home in Evanston, November 
25. He was sixty-two years old. 

H. H. Rogers has been appointed traveling freight agent of 
the Missouri and North Arkansas, with headquarters at New 
Orleans. He succeeds H. L. Cook, resigned to engage in other 
business. 

E. C. Ash has been appointed general freight agent of the 
Alabama, Tennessee & Northern, with offices at Mobile, Ala. 

‘J. J. Duffy has been appointed general agent, at Kansas 
City, of the San Francisco-Sacramento. 

Charles F. Tait has been appointed assistant general man- 
ager of the Associated Terminals Company, De Pue Warehouse 
Company, and the Occidental Forwarding Company, with head- 
quarters in San Francisco. Mr. Tait is president of the Western 
Steamship Agency, Inc., Los Angeles, and was a representative 
of the Furness Line at San Pedro up to November 1. 

At the annual convention of the American Newspaper Pub- 
lishers’ Association held at French Lick, Indiana, November 14 
and 15, a traffic department was created under the supervision 
of W. J. Mathey, of New York. 

Harry C. Martin, general freight traffic manager of the Cana- 
dian National Railways since the consolidation with the Grand 
Trunk, has retired, after 40 years’ service. 


DOINGS OF THE TRAFFIC CLUBS 


The Flint (Mich.) Transportation Club was host to about 
three hundred guests at its sixth annual banquet, November 18, 
at the Hotel Durant. Z. G. Hopkins, assistant to the president, 
M. K. & T., was the principal speaker. His subject was, “Getting 
Together,” a plea for the consideration of railroads under the 
same principles of business as applies to other private enter- 
prises. Other speakers were: Harvey J. Mallery, vice president, 
Buick Motor Co.; Arthur E. Raab, president, Chamber of Com- 
merce of Flint; George Conn, traffic manager, Buick Motor Com- 
pany. Ernest Grinnell, traffic department, Buick Motor Company, 





“president of the club, presided. 





The Pacific Traffic Association held a meeting November 23, 
at the Palace Hotel, San Francisco. William C. Fitch, freight 
claim agent of’ the Southern Pacific and first vice president of 
the Associated Traffic Clubs of America, made a report on the 
recent convention of the national organization at Milwaukee. 
Robert Hutcherson, chairman of the nominating committee, pre- 
sented the list of candidates selected by that committee, which 
will be voted on December 21. 





The annual meeting of the Traffic Club of New York was 
held at the Waldorf-Astoria Hotel, November 23. There was an 
attendance of about 700. The principal business was the elec- 
tion of officers as nominated (see Traffic World, Nov. 13). Short 
talks were made by A. F. Mack, president, Cosmopolitan Shipping 
Co., “The traffic club as viewed by big business”; G. C. Man- 
ning, freight traffic manager, Erie Railroad, “Your president as 
I know him”; W. A. Schumacher, “The traffic club from every 
angle’; ‘B. E. Bushnell, traffic manager and director of sales, 
Hartshorn Stewart Co., “The traffic club as it looks to the fellow 
who has not held office.” In his talk, Mr. Mack emphasized the 
fact that “big business” is increasingly coming to a recognition 
of the good accomplished by the traffic clubs of the country in 
the help they give in solving transportation problems, by co- 
operation and constant contact. 





The Indianapolis Traffic Club will give an “Industrial fea- 
ture dinner,” at the Claypool Hotel, December 1. James A. 
Emery, general counsel of the National Association of Manu- 
facturers, will be the principal speaker. His subject will be, 
“Tax relief and reform an immediate necessity.” J. E. Frederick, 
president, Indiana State Chamber of Commerce, will be the 
toastmaster and Albert Stump, attorney, will make an address 
of welcome. Twenty presidents of Indiana manufacturing con- 
cerns will be at the speakers’ table. 





The Traffic Club of St. Louis held its regular meeting at the 
Chamber of Commerce November 22. The Rev. William B. 
Lampe, D.D., pastor, West Presbyterian Church, spoke on “Trat- 
fic Rules of Life.” The annual dinner will be held December 7, 
at the Hotel Statler. The next regular meeting will be held 
November 29 at the Chamber of Commerce. Captain F. 6. 
Forster, B. A., official lecturer of the Department of the Interior, 
Canadian National Parks, will speak on “Conservation of Wild 
Life.” 





The Canton Traffic Club will hold its annual dinner and 
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1 5-Story Modern Warehouse 
2 Cotton Compresses 


All Facilities Modern and Fully 
Equipped 
Write Secretary for 1926 Annual Report 
Also Rates, Rules and Regulations 


Board of Harbor Commissioners 
1017 So. Figueroa Street 
LOS ANGELES, CALIFORNIA 





THE TRAFFIC WORLD 


For Fast Service 


Ship Via~ 


MISSOURI PACIFIC 


Mo. Pac. and Con- 
nections Operate 
Thru Package Cars 


UO 
Route of Package Cars from Chicago to points on Missouri Pacific Lines 


From Chicago 
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Jefferson City Wabash 2nd morning 
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; Wabash 5th morning 
Little Rock C.G&A. 3rd morning 
Little Rock Wabash 3rd morning 
C.G&E.I. 2nd day 
Wabash 3rd morning 
Wabash 3rd morning 
Pine Bluff.................. Ark, Wabash 3rd morning 
Poplar Bluff.............. Mo. Wabash 2nd morning 
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San Antonio........ Wabash 5th morning 
Wabash 2nd morning 
Shreveport C.G&E.I. 4th morning 
Texarkana Wabash 3rd morning 


For complete information communicate with any 
freight representative or 


O. G. Parsley 
Assistant Freight Traffic Manager 
MISSOURI PACIFIC RAILROAD CO. 
Railway Exchange Building 
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election of officers December 6, at the Courtland Hotel. An 
elaborate program has been arranged and a large attendance is 
expected. 





The Oklahoma City Traffic Club will hold its annual election 
December 5 at the Y. M. C. A. A dance will be held Decem- 
ber 16 at the Sorosis Club; there will also be bridge. 





The Women’s Traffic Club of Los Angeles held a meeting 
November 10. C. E. Howard, general agent of the Pacific Fruit 
Express, spoke on ventilation and refrigeration of perishable 
fruit and vegetables. 





The Transportation Club of Saint Paul held a meeting No- 
vember 23 at the Hotel Saint Paul. W. I. Nolan, Lieutenant- 
Governor of Minnesota, was the speaker. 





The Traffic Club of Philadelphia will have ‘“ladies’ night” 
December 6, at the Bellevue-Stratford Hotel. An elaborate pro- 
gram of entertainment has been arranged. 





The Milwaukee Traffic Club will hold its annual dinner Jan- 
uary 19. 





The Grand Rapids Transportation Club will hold its quar- 
terly banquet December 9 (instead of December 2, as formerly 
announced) at the club rooms of the Grand Rapids Association 
of Commerce. 





The Bridgeport Traffic Association held a meeting Novem- 
ber 22 at the University Club. The docket was as follows: 1, 
Report of committee chairman, including outline of duties; 2, 
Parcel post shipments to Cuba; 3, Report of the recent meet- 
ing of the New England Regional Advisory Board; 4, Local 
service complaints; and 5, A talk by R. I. Jamieson, American 
Chain Company, on one of a series of subjects to be taken up 
by the organization. 





The Traffic Club of the Brooklyn Chamber of Commerce 
held its election November 18 at the St. George Hotel. Dinner 
was served to about two hundred and fifty members and enter- 
tainment was furnished. The result of the election was as 
follows: President, Frank Bilek, traffic manager, Chelsea Fiber 
Mills; vice-president, C. E. Seymour, general agent, Erie Rail- 
road; treasurer, R. A. Drake, Pennsylvania Railroad Company; 
board of governors, L. Harber, traffic manager, U. S. Printing 
& Litho Co. and W. D. Buckley, traffic manager, Hills Brothers 
Company. Cc. A. Swope, secretary of the New York club, spoke. 





The Traffic Club of Pittsburgh will hold its mid-year dinner, 
December 13, at the William Penn Hotel. William G. Clyde, 
president of the Carnegie Steel Company, will be the speaker. 
A “family style” turkey dinner and entertainment will be pro- 
vided. 





More than 300 members of the Chicago Passenger Club and 
their wives and families attended the annual dinner of the 
organization in the ball room of the Hotel Sherman November 
22. Following the banquet the party attended a theater per- 
formance. 





The Boston & Albany meeting of the Worcester Traffic Asso- 
ciation was attended by about one hundred. The following were 
elected to office: President, Joseph F. Ward, assistant traffic 
manager, Norton Co.; first vice-president, C. W. Packard, traffic 
manager, Curtis & Marble Machine Co.; second vice-president, 
T. Raymond Higgins, traffic manager, Baldwin Chain & Manu- 
facturing Co.; treasurer, Joseph H. Lane, manager of the Cham- 
ber of Commerce (Worcester, Mass.) traffic and industrial bu- 
reau; secretary, E. E. Opitz, Norton Company. 


FARMER AND FREIGHT RATES 


James E. Boyle, Professor of Rural Economy, Cornell Uni- 
versity, in an article in Nation’s Business for December, dis- 
cusses the farmers’ freight rates. 

“The campaign for lowered freight rates for the farmer,” 
says he, “is based on the hypothesis that the farmer pays the 
freight on agricultural products. Is this assumption correct? 

“Now who does pay the freight? The wholesaler says he 
does. The retailer says he does. The consumer says he does. 
The farmer says: ‘Yes, that may be true, but the freight is 
deducted from the price I receive.’ ” 

Professor Boyle arrives at the conclusion that the consumer 
pays the freight. He says: 


When the New York City housewife buys potatoes at the retail 
store, she may choose Wisconsin or Long Island potatoes; they look 
alike and taste alike. The price is the same; yet the Wisconsin po- 
tatoes have been shipped 1,200 miles, the Long Island potatoes 90 
miles. Who has paid the freight on these potatoes? One thing certain 
is that the consumer must pay a price high enough to cover the 
freight from the greatest distance. Otherwise the consumer will fail 
to get these potatoes. 
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Any change in the agricultural freight rate has two effects on 
the existing land-owner, who is located far from the market. 

An increase in freight charges lowers the value of his crops and 
of his land; he is twice penalized. 

A decrease in freight costs raises the value of his crops and of 
his land. He is doubly rewarded. But the next generation of farmers, 
the buyers of these lands, receives neither benefit nor injury from 
these changes of freight rates. Hence, a freight rate, once it has be- 
come adjusted, is not a direct burden on the farmers. 

In view of these facts, freight rates, once in effect, should not be 
changed except for very serious and weighty reasons. Farming ad- 
justs itself to the freight rate, if the rate is left alone long enough. 
The Interstate Commerce Commission should not lightly change a 
rate, unless the Commission consciously and deliberately decides to 
cause some shifts in agricultural production. 

Does the Commission want to move Iowa five hundred miles 
nearer to New York? If this thing is really desired, it can be done 
by a small lowering of the freight rates on Iowa products. 


But shifts in agricultural production—and such shifts, he 
says, must inevitably follow any drastic or radical disturbance 
of freight rate structure—are looked on as profound problems 
in farm management, “which,” says Dr. Boyle, “the Interstate 
Commerce Commission, even with the aid of the whole Depart- 
ment of Agriculture, would have some embarrassment in solv- 
ing.” 


NEW JERSEY TRAFFIC LEAGUE 


The New Jersey Industrial Traffic League held its annual 
dinner at the Berwick Hotel, Newark, N. J., November 20. There 
were 210 present. Charles Mitchell, recently appointed freight 
traffic manager of the Milwaukee, was the guest of honor. A 
number of other railroad traffic officials were present, including 
Henry Snyder, general freight agent, Erie Railroad; J. J. Byrne, 
assistant freight traffic manager, Lackawana Railroad: e.. A. 
Barber, Lehigh Valley Railroad. At the annual meeting, No- 
vember 23, at the Down Town Club, Newark, the following offi- 
cers were elected: President, E. B. Johnson, traffic manager, 
I. T. Williams & Sons, Carteret, N. J.; vice president, J. H. Max- 
ham, traffic manager, Charms Co., Newark; secretary-treasurer, 
C. J. Fagg, traffic manager, Chamber of Commerce, Newark; 
executive committee, B. Lewis, traffic manager, J. W. Beardsley’s 
Sons, Newark; and C. S. Milnes, traffic manager, The Wheatena 
Co., Rahway, N. J. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended November 20 totaled 16,800 cars, according to the Bureau 
of Agricultural Economics of the Department of Agriculture. 
These figures reflect the usual seasonal decline, the shipments 
for the preceding week having totaled 20,026 cars (revised). 
Shipments were reported as follows: 

Apples, 4,454 cars; cabbage, 892 cars; cauliflower, 214 cars; celery, 
652 cars; eggplant, 5 cars; grapefruit, 444 cars; imports, 86 cars; 
grapes, 1, 277 cars; green peas, 68 cars; lemons, 151 cars; lettuce, 955 
cars; miscellaneous melons, 10 cars; mixed citrus fruit, 201 cars; mixed 
deciduous fruit, 15 cars; mixed vegetables, 428 cars; onions, 560 cars; 
oranges, 1,681 cars; imports, 40 cars; pears, 115 cars; peppers, 44 cars; 


spinach, 337 cars; string beans, 55 cars; sweet potatoes, 588 cars; 
tomatoes, 145 cars; potatoes, 3, 509 cars; imports, 158 cars. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period No- 
vember 8-14 was 98,704, while the average daily shortage was 
1,129 cars, according to the car service division of the American 
Railway Association. The surplus was made up as follows: 


Box, 52,994; ventilated box, 229; auto and furniture, 8,592; total 
box, 61,815; fiat, 5,167; gondola, 7, 693; hopper, 3,628; total coal, ‘a, 321; 
coke, 381; D. stock, 12,249; D. D. stock, 2,414; refrigerator, 4,017; 
tank, 211: miscellaneous, 1,129; total, 98, 704. 

The shortage was made up of 853 gondola, 236 hopper, and 
40 refrigerator cars. 

Canadian roads reported a surplus of 3,550 box, 500 flat and 
400 S. D. stock cars. = 


ABSTRACTS OF COMMISSION DECISIONS 


Combination Index, Inc., Winnebago, Wis., William Ellis, 
editor, has undertaken the publication of a cumulative abstract 
of the decisions of the Interstate Commerce Commission, be- 
ginning July 1, 1926, together with all orders, except those per- 
mitting intervention or amendment and except decisions and 
orders on the finance and valuation dockets. The third number 
will be issued about December 20, it is announced, and will 
include all matter up to December 1. References are given to 
The Traffic World. A separate index is published, also cumu- 
lative, contents being indexed as to commodities and localities, 
but, where the question decided is of general application, the 
index is to the subject covered. 


GREAT WESTERN PRIZE CONTEST 


It is pointed out that the prize essay contest conducted by 
the Great Western Magazine, commented on editorially in the 
November 20 Traffic World, was, by its terms, open to all Great 
Western employes “except officers and those engaged in and 
supervising solicitation of traffic.” This is offered as accounting 
somewhat for the fact that the prizes were won by employes 
not in the traffic department. 
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THE 


Digest of New Complaints | 


Ri aus dlibtchaspisenaiennnigaiiinianmnmegeelladaadiaaantclh 


No. 


No. 


No. 


No. 


No. 


No. 


No. 


18566. Sub. No. 1. 
B. & O. et al. 

Rates in violation of sections 1 and 3 of the act, on ground, 
flint and glass sand from Berkley Springs, Cacapoon and Han- 
cock, W. Va., to Baltimore, Md. Asks rates for future and rep- 
aration. 

18879. Lukens Steel Co., New Orleans, La., vs. L. & N. et al. 

Rates and charges in violation of section 6 of the act, on steel 
bars from points in Alabama to New Orleans, La. Asks repara- 
tions. 

18641, Sub. 3. Operators’ Association of the Williamson Field, 
Tazewell, Va., vs. C. & O. et al. 

Unjust, unreasonable, unduly discriminatory, unduly prejudicial 
and unduly preferential rates on coal from the Thacker and 
Kenova districts on the Norfolk & Western to destinations in 
Washington, D. C., for Baltimore & Ohio delivery, and to Wash- 
ington, suburban points in Virginia, Maryland and the District of 
Columbia on the Pennsylvania and on the B. & O. Asks for just 
and reasonable and non-discriminatory rates. 


18811. Sub. No. 1. Champlin Refining Co., Enid, Okla., vs. C. R. 
I. & G. et al. : 

Unreasonable rates on crude clay, not ground or treated, from 
Palm City, Calif., to Enid, Okla. Asks rates for future and rep- 
aration. 

18854. Sub. No. 1. 
©. KR. L. & G. etal. 

Unreasonable rates on wrought iron pipe between Texas and 
Oklahoma points. Asks rates for future and reparaton. 

18870. Sub. No. 1. Globe Grain and Milling Co., Los Angeles, 
Calif., vs. Santa Fe et al. 

Unreasonable tariff provisions applied to shipment of bulk 
kaffir corn from St. Varin, N. M., to Santa Ana, Calif. Asks that 
provisions be declared unreasonable and that complainant be re- 
lieved of paying charges demanded of it. 

18880. The Cumberland (Md.) Cement & Supply Co. vs. B. & O. 
et al. 

Rates in violation of first three sections of the act, on sand 
and crushed stone from Cumberland, Md., to points in Maryland, 
Pennsylvania and West Virginia west of Cumberland. Asks rates 
for future. 

18881. Underwood Lumber Corporation, Jacksonville, Fla., vs. Cen- 


Carr-Lowrey Glass Co., Baltimore, Md., vs. 


Lone Star Gas Co. et al., Dallas, Tex., vs. 


tral of Georgia et al. 


No. 


No. 


No. 18890 


No 


No. 


- 18883. 


. 18885. The Harriman Mfg. Co., Harriman, Tenn., 


- 18891. 


Illegal charges on two cars of lumber shipped from Louisville, 
Ga., to Cape Charles, Va., reconsigned to West Liberty, Pa. Asks 
reparation. 

18882. The Knorr-Schlaudt Wholesale Co., Hutchinson, Kans., vs. 
B. & O. et al. 

Unreasonable and discriminatory rates and charges on cotton 
piece goods L. C. L. from Rock Hill, S. C., Wheeling, W. Va., New 
York, N. Y., Bridgeton, N. J., Talladega, Ala., and other points 
to Hutchinson, Kans. Asks reparation. 

: M. H. Reed & Co., Austin, Tex., vs. Abilene & Southern 
et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on cotton from points in Oklahoma and Texas to Houston, Texas 
City and Galveston for export. Asks rates, rules and regulations 
for the future and reparation. 


. 18884. Nashville (Tenn.) Grain Exchange vs. L. & N. et al. 


Rates in violation of sections 1 and 3 of the act, on hay con- 
centrated at Nashville, Tenn. Asks rules governing handling of 
hay to provide transit or warehousing privileges at Nashville on 
basis of through rate from point of origin to destination, with- 
out penalty of transit charge. 
vs. Southern 
et al. 

Rates and charges in violation of sections 1, 3 and 4 of the act, 
on pig iron from points in Alabama to Harriman, Tenn. Asks 
rates for future and reparation. 

— The Eaton Axle & Spring Co., Cleveland, O., vs. Santa Fe 
et al. 

Rates in violation of sections 1 and 3 of the act, on automobile 
bumpers and fittings from Cleveland, O. Asks rating not to exceed 
third class less carload and fifth class carload in all territories. 


. 18887. G. T. Hockensmith and Lloyd Templeton, partners, doing 


business under the firm name of Albany Garage et al., Albany, 
Ore., Vs. Chicago & Alton et al. 

Charges in excess of legally established rates on shipments of 
automobiles from South Bend, Detroit, St. Louis, Janesville, Wis., 
and Flint, Mich., to points in Oregon and Washington. Asks 
reparation. 


. 18888. The Eaton Axle & Spring Co., Cleveland, O., vs. B. & O. 


et al. 

Rates in violation of sections 1 and 6 of the act, on automobile 
bumpers, together with fittings, from Cleveland to Boston, New 
York, Philadelphia, and South Bend, Ind. Asks reparation. 


- 18889. Peabody Lumber Co., Columbia, City, Ind.,. vs. Pennsyl- 


vania et al. 

Charges in violation of section 1 of the act, on logs from Grand 
Rapids, Delphos and White House, Ohio, to Columbia City, Ind. 
Asks reparation. 

Lever Brothers Co., Cambridge, Mass., vs. Boston & Al- 
bany et al. 

Rates and charges in violation of section 1 of the act, on palm 
oil and cocoanut oil from Weehawken, Guttenberg and other 
points within New York City lighterage, to Cambridge and/or 
East Cambridge, Mass. Asks rates for the future and reparation. 
Nebraska Gas & Electric Co. et al., Lincoln, Neb., vs. C 
B. & Q. et al. 

Rates in violation of section 1 of the act, on soft coal screen- 
ings from West Frankfort and other Illinois points to Clarinda 
and Missouri Valley, Ia. Asks reparation. 

18892. The Aitken Lumber Co. et al., Great Bend, Kans., vs. 
Santa Fe et al. 

Rates and charges in violation of sections 1, 3, 4 and 6 of the 
act, on magnesite stucco from points in Illinois, Iowa and Mis- 
souri to points in Kansas, Missouri, Oklahoma and Texas. Asks 
rates for the future and reparation. 

18893. Blake-McFall Co. et al., Portland, Ore., 
North Western et al. 

Rates in violation of section 1 of the act, on fir broom and mop 
handles for Portland, Oregon, to points in Missouri, Iowa and 
Illinois. Asks reparation. 


vs. Chicago & 


- 18894. Commercial Traffic Managers of Philadelphia et al., Phila- 


delphia, Pa., vs. B. & O. et al 


TRAFFIC WORLD 


No. 


No. 


No. 


No. 


- 18895. 


. 18901. 


- 18907. 
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Alleges that receivers and shippers of freight represented in 
complainant organizations located within the Philadelphia dis- 
trict, described as embracing stations, yards and terminals lo- 
cated in the industrial community in and adjacent to Philadelphia 
and Camden, and docks, piers, etc., are subjected to rates and 
charges for movement of freight, in carloads, in interstate or for- 
eign commerce, which are in violation of first three sections of 
the act. Asks establishment of a Philadelphia switching district, 
embracing all industries and points where freight is received or 
delivered in Philadelphia and Camden and vicinity which com- 
prise a single, homogeneous, industrial community; establishment 
of through routes and joint through rates and charges between 
points in said Philadelphia district and points outside of said dis- 
trict on traffic delivered or interchanged within said district, 
which will not exceed the rates and charges on like traffic be- 
tween any other point within said district and the same point 
outside said district that defendants be required to establish 
for the future movement of freight within said district rates and 
charges per car for interchange, intraterminal, interterminal, in- 
tramill, intermill, or other switching service, and to join, con- 
cur or participate each with the other in the absorption of such 
charges, in whole or in part, and in the publication, maintenance 
and application of such rules and regulations with respect to 
such services as shall be reasonable, non-discriminatory and non- 
prejudicial; and publish and maintain a single tariff which shall 
include all the local and joint rates, charges, rules and regulations 
with respect to interchange, intraterminal, interterminal, intramill, 
intermill and other switching. service within said district, and the 
names and locations of all industries within said district. 
Henry G. Brabston, Birmingham, Ala., vs. Alabama Great 
Southern et al. 

Rates and charges in violation of section 6 of the act, on pine 
lumber from Akron, Ala., consigned to Greenville, S. C., and 
ordered reconsigned to Portsmouth, Ohio, where shipment was 
delivered. Asks refund of unlawful charges. 

18896. F. Weiber & Son, Houghton, Mich., vs. C. M. & St. P. et al. 

Unjust and unreasonable rates on fresh meat and packing house 
products in straight or mixed carloads from Chicago, Milwaukee 
and South St. Paul to Houghton, Mich. Asks reparation. 


- 18897. Gamble & Stockton Co. et al., Jacksonville, Fla., vs. <A. 


B. & A. et al. 
Rates in violation of the first three sections of the act, on 


farm drain tile from Melville, Tenn., to points in Florida. Asks 
rates for the future, and reparation. 
18898. Clark & Lewis Co. et al., Jacksonville, Fla., vs. Clyde 


Steamship Co. et al. 

Charges in violation of the First three sections of the act, on 
beverages from Jacksonville, Fla., to Miami, Daytona, West Palm 
Beach and Cotoa, Fla. Asks rates for the future and reparation. 


- 18899. Christiansburg Fuel and Supply Co., Charleston, W. Va., 


vs. Norfolk & Western. 

Unreasonable rates and charges on coal from mines on the 
N. & W. in Virginia and West Virginia to Christiansburg, Va. 
Asks rates for the future, and reparation. 


. 18900. Des Moines (Ia.) Board of Trade et al., vs. Kansas City, 


Clay County & St. Joseph Ry. et al. 

Rates in violation of sections 1 and 3 of the act, on grain, grain 
products and related articles in carlot quantities from (or to) Des 
Moines, Ia., to (or from) St. Joseph, Mo., Atchison and Leaven- 
worth, Kans., and Kansas City, Mo.-Kans.; also to Des Moines, 
Ta., from, also to the cities, towns and places in North Dakota 
and South Dakota and to, also from other localities. Asks re- 
moval of discrimination against Des Moines and undue prefer- 
ence to other places which compete with and against Des Moines. 
The Columbus Bolt Works Co., Columbus, O., vs. Pennsy]l- 
vania et al. 

Rates in violation of section 1 of the act, on nut flats from 
North Tonawanda, N. Y., to Columbus, Ohio. Asks rates for the 
future, and reparation. 

18902. G. Ittenbach Co., Indianapolis, Ind., vs. C. Cc. C. & St. L. 
et al. 

Alleges overcharges on building stone from Indianapolis, Ind., 
to Los Angeles, Calif. Asks reparation. 


. 18903. The United Power and Light Corp., Abilene, Kans., vs. 


Birmingham Southern et al. 

Rates in violation of sections 1 and 3 of the act, on coke from 
Birmingham, New Castle and Bradford, Ala., and other adjacent 
points in the Birmingham district, to Manhattan and Junction 
City, Kans. Asks rates for the future, and reparation. 


O. et al. 

Unreasonable rates on bituminous coal from mines in the Clear- 
field, Greensburg, Westmoreland, Reynoldsville, Pittsburgh, Con- 
nellsville, Meyersdale, Cumberland, Fairmont districts in Pa. 
and W. Va., to Oswego, N. Y. Asks rates for the future. 

18904. Vacuum Oil Co., New York City, N. Y., vs. A. C. L. et al. 

Rates and charges in violation of Sections 1, 4 and 6 of the act, 
on fuller’s earth from Ellenton, Jamieson and Quincy, Fla., and 
Attapulgus, Ga., to Paulsboro, N. J., and Rochester and Olean, 
N. Y. Asks reparation. 

18905. Heywood-Wakefield Co., Boston, Mass., vs. C. & O. et al. 

Charges in violation of Sections 1 and 4 of the act, on theater 
chairs from Chicago, Ill., to Troy, N. C. Asks rates for future 
and reparation. 


. 18912. Oswego Chamber of Commerce, Inc., Oswego, N. Y., Vs. 


. 18906. Quiroga & Co., Inc., New Orleans, La., vs. Santa Fe et al. 


Rates in violation of first four sections of the act, on eggs in 
the shell from points in Iowa, Kansas and Missouri, to New 
Orleans, stored in transit at Chicago, Ill. Asks reparation. 


The Ingalls Iron Works Co., Birmingham, Ala., vs. G. H. 
& S. A. et al. 

Rates in violation of Sections 1 and 3 of the act, on structural 
steel from Birmingham, Ala., to Eagle Pass, Tex., for export into 
Mexico. Asks reparation. 

18908. Clay County Crushed Rock Co. et al., Kansas City, Mo., 
vs. Santa Fe et al. 

Rates in violation of Sections 1, 3 and 4 of the act, on crushed 
stone or rock from Birmingham, McDowell, Pixleys and Kansas 
City, Mo., and Morris, Kan., to points in Kansas via interstate 
routes. Asks rates for future. 


. 18909. Pacific Portland Cement Co., Consolidated, San Francisco, 


Cal., vs. Western Pacific et al. 

Rates in violation of Sections 1 and 3 of the act, on plaster and 
plaster products from Gerlach, Nev., to points in Washington and 
Oregon, as compared with rates from points in Colorado, Mon- 
tana, Wyoming and Utah to same destinations. Asks rates for 
future and reparation. 

18910. Yellow Pine Paper Mill Co., Ine., et al., Orange, Tex., VS. 
Beaumont, Sour Lake & Western et al. 

Rates and charges in violation of sections 1 and 3 of the act, on 

wrapping paper, paper bags, and pulpboard from Orange, Tex. 
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Of the sixteen railroad lines 
entering Peoria, the Peoria 
and Pekin Union Railway 
Company, a terminal and 
switching line, is the con- 
necting link used in the in- 
terchange of all the traffic 
between Eastern and West- 
ern lines and the greater 
portion of traffic between 
Northern and Southern lines 
passing through the Peoria 
gateway. 


Efficient switching service be- 
tween the following railroads: 


Peoria & Pekin Union Railway Company. Illinois Central Railroad Company. 

Atchison, Topeka & Santa Fe Railway Company. Illinois Traction System. Freight Rates on 
Chicago & Alton Railroad Company. Minneapolis & St. Louis Railroad poompany: through traffic via 
Chicago & Northwestern Railway Company. New York, Chicago & St. L. R. R. Co. CL. E. & W. other gateways be- 
Chicago, Burlington & Quincy Railroad Company. Dist.). tween Eastern and 
Chicago & Illinois Midland Railway Company. Pennsylvania Railroad. Western Railroads 
Chicago, Rock Island & Pacific ey Company. Peoria Railway Terminal. equalize via Peoria, 


Cleveland, Cincinnati, Chicago 
Company. 


PEORIA & PEKIN UNION RAIIWAY @ 


INQUIRIES SOLICITED UNION STATION ~ PEORIA, /LL. 


A PROVEN LOCATION — EFFICIENT AND RELIABLE 


CHICAGO’S BIG DOWNTOWN WAREHOUSE 





CLEAN, AIRY, WELL-LIGHTED FLOORS 
Stocks carried for local and out-of-town concerns 


Pool cars distributed 
Rail shipments anywhere without cartage expense 





Warehouse Space and Offices to Lease 


INSURANCE 17.7c PER $100 PER YEAR 


WESTERN WAREHOUSING COMPANY 


MERCHANDISE WAREHOUSES—POLK STREET TERMINAL, PENNSYLVANIA RAILROAD 


TELEPHONE STATE 3878 
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Transfers of traffic between 
these many line-haul carriers 
are made within a few hours 
by the use of the facilities of 
the Peoria and Pekin Union, 
while a much longer period 
is required for such inter- 
change of traffic through 
some of the larger and con- 
gested gateways. Traffic is 
handled with sufficient dis- 
patch to avoid congestion, 
thus affording regular and 
expeditious service in the 
movement of all through 
traffic. 







































































St. Louis Railway Toledo, Peoria & Western Railroad. Ill., gateway. 
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New Orleans, La., Baton Rouge, La., and Vicksburg, Miss., to 
points in Mississippi, Arkansas, Tennessee, Virginia, North Caro- 
lina, South Carolina, Florida, Georgia and Alabama. Asks for 
rates for the future, and reparation. 

No. 18911. The Edgerton Mfg. Co., Plymouth, Ind., vs. A. & R. et al. 

Rates in violation of sections 1, 3 and 6 of the act, on wood 
baskets and hampers (wood fruit and vegetable shipping pack- 
ages) in straight carloads or in mixed carloads with wood box 
and crate material, from Plymouth and Paoli, Ind., to points in 
Alabama, Georgia, Louisiana, Mississippi, North Carolina, South 
Carolina and Tennessee. Asks rates for the future and repara- 
tion. 

No. 18913. The Associated General Contractors of America et al., 
Washington, D. C., vs. Santa Fe et al. 

Rates and charges in violation of section 1 of the act, on 
carload shipments of contractors’ outfits because of carload 
rating in Western Classification. Asks rates for the future. 

No.18914. Thompson Drug Co., Amarillo, Tex., vs. Beaumont, Sour 
Lake & Western et al. 

Rates in violation of sections 1 and 3 of the act, on denatured 
alcohol, carloads, from New Orleans, La., to Amarillo, Tex.; 
alleges undue preference and advantage have been given, and 
are given, to competitors located at Wichita Falls and other 
Texas points. Asks joint through rates for the future, and 
reparation. 

No. 18915. Westmoreland Brick Co., Pittsburgh, Pa., vs. Pennsylvania 
et al. 

Charges in violation of the first three sections of the act, on 
fire brick from Hunker, Pa., to destinations in Pennsylvania, by 
interstate routes, West Virginia, Ohio, and other destination ter- 
ritory commonly known as C. F. A. territory. Asks rates for 
the future, and reparation. 

No. 18916. A. P. Silverstein & Son, Charleston, W. Va., vs. C. & O. 
et al. 

Rates in violation of sections 1 and 3 of the act, on scrap iron 
from Charleston, W. Va., to Portsmouth, Ohio, and Ashland, Ky. 
Asks rates for the future, and reparation. 

No. 18917. B. Lissberger & Co., New York City, vs. D. T. & I. et al. 

Unjust and unreasonable charges on scrap zinc from Wyandotte 
Mich., to Canton (Baltimore), Md. Asks rates for the future, an 
reparation. 

No. 18918. Arkansas Light and Power Co., Pine Bluff, Ark., vs, Alton 
& Southern et al. 

Unreasonable rates on aluminum cable, steel cored, from Mas- 
sena, N. Y., to various points in Arkansas. Asks rates for the 
future, and reparation. 

No. 18919. Bertrand Lumber Co., Ltd., New Iberia, La., vs. A. G. S. 
et al. 

Unreasonable rate on stoves from Rome, Ga., to New Iberia, 
La. Asks rates for the future, and reparation. 

No. 18920. Independent Publishing Co., Washington, D. C., vs. B. & 
O. et al. 

Rates in violation of the first three sections of the act, on 
newsprint paper from Wilder, Vt., Corinth, N. Y., Turners Falls, 
Mass., and Three Rivers, Que., to Washington, D. C. Asks 
reparation. 

No. 18921. Barker Bros., Inc., Los Angeles, Calif., vs. Southern et al. 

Charges in violation of sections 1, 3 and 6 of the act, on coiled 
wire springs from Cincinnati, Ohio, to Los Angeles, Calif. Asks 
rates for the future, and reparation. 

No. 18922. East Side Manufacturers’ Assn., Granite City, Ill., vs. 
Aberdeen & Rockfish et al. 

Attacks rates on iron and steel articles from the East St. Louis 
district to points in territory referred to as ‘‘southern territory” 
in the states of Kentucky, Tennessee, Mississippi, Louisiana, Ala- 
bama, Georgia, Florida, N. Carolina, S. Carolina, West Virginia 
and Virginia, as in violation of sections 1, 3 and 13 of the act. 
Asks rates for the future. 

No. 18923. The Southern Kansas Millers Club et al., Wichita, Kans., 
vs. Santa Fe. 

Rates and charges in violation of section 6 of the act, on grain 
products on account of switching charges in connection with ship- 
ments from Wichita and other Kansas points to Tulsa, Okla., and 
St. Joseph, Mo. Asks cease and desist order, and reparation. 

No. 18924. The New River Coal Operators’ Association, Mount Hope, 
W. Va., vs. C. & O. et al. 

Alleges that C. & O., which publishes and participates in cer- 
tain rates on bituminous coal from mines in Group 1 New River 
District, W. Va., to Terre Haute, Ind., and to Chicago, Ill., has 
failed &nd refused to include and designate the C. M. & St. P. 
as a participating carrier in the joint through routes and joint 
rates mentioned to Chicago, Ill., and that such refusal is in viola- 
tion of sections 1 and 15 of the act; also that failure and refusal 
of C. & O. to provide joint through routes and rates via Terre 
Haute Division of C. M. & St. P. constitutes unreasonable dis- 
crimination in violation of section 3. Asks rates which will not 
exceed the rates maintained from the mines of the Virginian Rail- 
way, Group 3, and the N. & W. Group 3 of $3.29 per net ton 
and reparation. 

No. 18925. King-Haase Furniture Co. et al., Memphis, Tenn., vs. Ann 
Arbor et al. 

Rates and charges in violations of section 6 of the act, on fur- 
niture and furniture parts from points in Indiana, North Carolina, 
Illinois, Michigan, Wisconsin, Mississippi, Kentucky, Georgia, to 
Memphis, Tenn. Asks reparation. 

No. 18926. D. C. Dale, Mitchell, Ind., vs. B. & O. et al. 

Alleges overcharge on coal from Bennettsville, Ky., to Mitchell, 

Ind., because of assessment of weighing charge. Asks for refund. 
No. 18927. Indiana Rubber & Insulated Wire Co., Jonesboro, Ind., vs. 
Pennsylvania et al. 

Alleges overcharges on cement or finishing compound having an 
— base, from Chicago, Ill., to Jonesboro, Ind. Asks re- 
und. 

No. go A. C. Loveland & Co., Inc., Hartford, Conn., vs. A. C. L. 
et al. 

Rates in violation of sections 1 and 6 of the act, on surplus 
army materials from Atlanta, Ga., to Hartford, Conn., and having 
commercial value for conversion into fibre. for manufacture of 
paper, because rates charged were those applicable on tents, leg- 
gins, army clothing, etc., whereas complainant contends proper 
description was rags. Asks reparation, 

No. —— American Wringer Co., Woonsocket, R. I., vs. New Haven 
e be 

Unreasonable rates on wringers from Woonsocket, R. I., to 
points in New York, Pennsylvania, Ohio, Michigan, Indiana and 
Illinois. Asks rates for the future, and reparation. 

No. 18930. Illinois Powder Mfg. Co., St. Louis, Mo., vs. C. C. C. & 
St. L. et al. 

Rates and charges in violation of the first three section of the 
act on glycerine from Cincinnati, O., to Grafton, Ill. Asks cease 
and desist order, and reparation. 
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No. 18931. Traffic Bureau, Chamber of Commerce, Lynchburg, Va., 
vs. Boston & Maine et al. 

Unreasonable rate on cotton piece goods in the original piece 
from Manchester, N. H., Saco, Me., and points in Massachusetts 
to Lynchburg, Va., because commodity rate of 74 cents applied to 
shipments exceeded fourth class rate of 59% cents. Asks repara- 


tion. 
No. 18932. Corporation Commission of Oklahoma, Oklahoma City, 
Okla., vs. Santa Fe et al. 

Attacks rates on cotton between points in Oklahoma and points 
in Texas, and intrastate between points in Texas, domestic and 
export, as in violation of section 1 and Hoch-Smith resolution; 
also domestic and export rates between points in Oklahoma and 
points in Texas in violation of section 1 and Hoch-Smith resolu- 
tion; attacks rates between Oklahoma points and Texas ports as 
in violation of sections 1, 2, 3, 4, 18, 15 and 15a of the act, and 
Hoch-Smith resolution; similar allegations as to rates between 
points in Texas; also between Arkansas points and Texas ports. 
Asks rates, fares, charges and practices for future. 


No. 18933. American Potash and Chemical Corp., Trona, Calif., vs. 
Duluth, Missabe & Northern et al. 

Rates and charges in violation of sections 1 and 3 of the act, 
on muriate of potash containing not to exceed 75 per cent actual 
potash from Trona, Calif., to Meadowlands, Minn. Asks rates 
tor future and reparation. 

No. 18934. United States Potters’ Assn. et al., Pittsburgh, Pa., vs. 
A. EE & ¥. of a. 

Unreasonable rates on glass sand and ground flint from Gran- 
ville and other Pennsylvania points to Akron and other Ohio points 
and Chester and other W. Va. points. Asks rates for future and 
reparation. 

No. 18935. East St. Louis Cotton Oil Co., Chicago, Ill., vs. Abilene & 
Southern et al. : 

Unreasonable rates on cottonseed and cottonseed products from 
points in Louisiana, Arkansas, Texas, Missouri, New Mexico and 
Oklahoma to East St. Louis and from East St. Louis to points in 
Indiana, Ohio, Michigan, Pennsylvania, Virginia, West Virginia, 
New Jersey, Delaware, Maryland, New York, Connecticut, Mass- 
achusetts, Rhode Island, Maine, New Hampshire, Vermont and 
— in Canada. Asks cease and desist order, and rates for the 
uture. 

No. 18936. Culbertson Bros. Co., Duluth, Minn., vs. Chicago Great 
Western et al. 

Unreasonable charges on strawberries from points in Missouri 
to Duluth, Minn. Asks rates for future and reparation. 

No. 18936. Sub. No. 1. Gage Baldwin Co., Duluth, Minn., vs. C. M. 
& St. P. et al. 

Same complaint and prayer. 

No. 18937. Levene’s Sons, Binghamton, N. Y., vs. Pennsylvania et al. 

Rates in violation of sections 1 and 3 of the act, on rags from 
Baltimore and Philadelphia to Binghamton and Johnson City, N. 
Y. Asks rates for future and reparation. 

No. 18938. Swift & Co., Chicago, Ill., vs. Santa Fe et al. 

Unreasonable rates on cheese in carloads from points in Wis- 
consin to Kansas City, Kans., South St. Joseph, Mo., South 
Omaha, Neb., and Sioux City, Ia. Asks rates for future and 
reparation. 

No. a Woodbridge Lumber Co., Woodbridge, N. J., vs. A. C. L. 
et al. 

Unreasonable rates on lumber and other forest products taking 
slumber rates from points in Virginia, the Carolinas, Georgia, 
Florida and Alabama to Woodbridge, N. J. Asks cease and de- 
sist order and reparation. 

No. 18940. McClain Sand Co., Point Marion, Pa., vs. B. & O. 

Rates in violation of sections 1, 2 and 3 of the act, on sand 
and gravel from Point Marion, Pa., to points in West Virginia. 
Asks rates for the future and reparation. 

No. 18941. Simmons Co., New York City, vs. Western Pacific et al. 

Charges in violation of sections 1 and 6 of the act, on wood 
shipping blocks from Kenosha, Wis., to San Francisco. Asks 
reparation. 

No. beng T. N..& B. B. Sample et al., Fresno, Calif., vs. Santa Fe 
et al. 

Attacks car distribution plan designated as ‘‘The Grape Car 
Plan for 1926” of American Railway Association for the move- 
ment of grapes from California, and conditions and rules there- 
under, as discriminatory, prejudicial and injurious to complain- 
ants and in violation of the interstate commerce act. Asks cease 
and desist order and establishment of car service and car dis- 
tribution rules as the Commission may deem reasonable and just. 

No. gee Swift Specific Co., Atlanta, Ga., vs. Atlanta & West Point 
et al. 

Unreasonable charges on glass bottles from Alton, IIll., to At- 
lanta, Ga. Asks cease and desist order, rates for the future, and 
reparation. 

No. 18944. Swift Specific Co., Atlanta, Ga., vs. L. & N. et al. 

Unreasonable rates and charges on grain alcohol from New 
Orleans, La., to Atlanta, Ga. Asks cease and desist order, rates 
for the future, and reparation. 

No. 18945. West Lumber Co. et al., Atlanta, Ga., vs. Southern et al. 

Unreasonable rates and charges on paints, paint materials and 
oils, from points on the Ohio and Mississippi River crossings, in- 
cluding St. Louis, to Atlanta, Ga. Asks cease and desist order, 
rates for the future, and reparation. 

No. 18946. Peaslee-Gaulbert Co. of Georgia et al., Atlanta, Ga., vs. 
Atlanta & West Point et al. 

Unreasonable rates and charges on linseed oils from Minneapolis. 
Minn., to Atlanta, Ga. Asks cease and desist order, rates for 
the future, and reparation. 


No. 18947. Pine Bluff (Ark.) Chamber of Commerce, for Arkansas 
Textile Co. vs. Missouri Pacific et al. 

Unreasonable rates on textile machinery from Amsterdam, N. 
Y., to Pine Bluff, Ark. Asks reparation. 

No. 18948. Southern Traffic & Audit Association, Galveston, Tex., VS. 
International-Great Northern et al. ‘ 

Alleges overcharge on shipments of cotton fabrics in the original 
— from points in North Carolina to Galveston, Tex. Asks rep- 
aration. 

No. 18949. The Haydite Co., Kansas City, Mo., vs. C. B. & Q. et_al. 

Rates in violation of sections 1, 3 and 6 of the act, on haydite 
from Kansas City, Mg., to Des Moines, Ia. Asks cease and desist 
order, rates for the future, and reparation. , 

No. 18950. Simmons Co., New York City, vs. Atlanta & West Point 
et al. 

Rates and charges in violation of sections 1 and 6 of the act, 
on cottonseed hull shavings from points in Alabama, Kentucky and 
Tennessee to Atlanta, Ga. Asks reparation. 

No. =a _ Detroit (Mich.) Board of Commerce vs. Alton & East- 
ern et al. 

Rates in violation of first three sections of the act, on articles 
of iron and steel manufacture, between Detroit, Mich., and points 
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Wabash locomotive which 
made the 12 mile run from 
Meredosia to Morgan City, 
Ills. Nov. 8, 1838. Then 
Wabash was known as 
Northern Cross Road. 


Pacific type locomotive 
which today heads the 
Wabash "Banner Blue 
Limited,’?’ THE TRAIN 
OF TRAINS between St. 
Louis and Chicago. 


ATLANTA, GA., 620 eg Bldg. 
BIEMINGHAM. "ALA., 1507 pm Bank B 


_—— 331 Chamber of Commerce Bhic. 
¥., 972 Bllicott ae Bldg. 


FFALO, 
CHICAGO, iLL. McKinloch Bldg 
CINCINNATI, O., 
s LEVELAND, 


ALLAS TEX., “4907 Kirby Bldg. 
DECATUR: Tid., op — 
DENVER, COLO. 207 Bldg. 

“Union | Btat ion 


., 1716 First es Betts Bldg. 


y ILL., 211 Arcad 
FORT WAYNE, IND., Freight Station 


“FOLLOW THE FLAG? 


ROUTE 


TRAFFIC WORLD 
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lpenn. 


© PITTSBURG 


PARKER ENGRAVING CO,, ST. LOU! 


88 Years of Service 


The first puff from a steam locomotive in the Mississippi Valley 
was seen on November 8, 1838, on the Wabash Railway, at that 
time known as the Northern Cross Railroad. The line extended 
from Meredosia to Morgan City, Illinois, a distance of only twelve 
miles—today the Wabash extends over nine states, operating more 
than 2500 miles of road, touching more than 530 cities and towns, 
directly serving such important industrial centers as Chicago, 
St. Louis, Detroit, Buffalo, Toledo, Des Moines, Omaha, Kansas 
City, Decatur, Ft. Wayne, Quincy and Keokuk. 


Millions of dollars have been expended during the past 88 years 
to provide adequate transportation service. In order to maintain 
the present efficiency of the Wabash System and to keep pace with 
the industrial growth of our great country, over $17,000,000 is 
being invested in improvements during 1926. 


WABASH FREIGHT TRAFFIC AGENCIES: 


HANNIBAL, MO., Freight Station 

HOUSTON, "TEX., Bankers’ Mortgage Bldg. 
INDIANAPOLI Ss, "IND., 413 Roosevelt Bldg. 
KANSAS CITY, MO., 

KEOKOUK, IA., 


OTTUMWA, IA., Passenger Station 
PEORIA, ILL., 828 Jefferson Bldg. 
PHILADELPHIA, PA., 


318 Railway Exchange Bldg. OOINGY tLe PA., 


228 Johnson St. 
LITTLE ROCK, ARK., 216 Gazette Bldg. 
LOS ANGELES, CAL., 930 Van Nuys Bidg. 
MEMPHIS, TENN., 728 Exchange Bldg. 
MILWAUKEE. WIS., 1214 Majestic Bldg. 
MINNEAPOLIS, MINN., 616 Metropolitan Bldg. 


1720 Oliver Bldg. 


ST. THOMAS, ONT., Passenger Stati 
SAN FRANCISCO, CAL. 

EATTLHE, WASH., 561 * Stare Bldg. 
SPRINGFIELD, ILL., 802 Myers Bldg. 
TOLEDO, O., 440 Spitzer Bldg. 
TORONTO, ONT., 1101 Royal Spank Bldg. 


YORK, 
OMAHA, NEB., TULSA, OKLA., 316 Kennedy Bldg. 


¥., 8 
* 1007 Harney St. 


1206 Widener Bldg. 


- ULan, 206 “Fudge le. 
7 Monadnock Bldg. 


Vy “FOLLOW THE FLAG” 
GENERAL OFFICES: 


RAILWAY EXCHANGE BLDG., ST. LOUIS, MO. 


YOUR FREIGHT—CARE WABASH 
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- 18959, Sub. No. 1. 


- 18961. 


- 18962. 





in Michigan, Ohio, Indiana, Illinois, Pennsylvania, New York, West 
Virginia, Kentucky, Missouri, Iowa and Wisconsin, because of 
assessment of fifth class rates generally, while specific com- 
modity rates substantially less than fifth class are published on 
articles of steel and iron manufacture from and to such points 
as Pittsburgh, Youngstown, Buffalo, Cleveland, Chicago, Ft. 
Wayne, St. Louis and other points served by defendants at 


which are located competitors of complainants. Asks rates for 
future. 


. 18952. A. D. Adair & McCarty Bros., Inc., McCarty, Tenn., vs. 


Southern et al. wv 
Unreasonable and unduly prejudicial rates on fertilizer from 
McCarty to points in Georgia, Alabama and Tennessee. Asks for 
just and reasonable rates and reparation. 
18953. Atlantic Steel Co., Atlanta, Ga., vs. Southern et al. 
Unreasonable discrimination against complainant and Atlanta 
and undue and unreasonable preference and advantage to com- 
petitors of complainant and the Birmingham iron and steel dis- 
trict in rates on iron and steel from Atlanta to New Orleans or 
Baton Rouge and thence to Texas and Louisiana destinations. 
Asks for cease and desist order. 
18954. The B. F. Nelson Manufacturing Co., Minneapolis, Minn., 
vs. C. St. P. M. & O. et al , ‘ 
Unjust and unreasonable rates, by reason of mis-routing, on 
rags, from New Orleans to Minneapolis. Asks for reparation. 
18955. North American Creamery Co., Paynesville, Minn., 
American Railway Express Co. et al. ; 
Unjust, unreasonable and unduly prejudicial or preferential 
rates on cream, in cans, from points in Iowa, Minnesota, Montana, 
North Dakota and South Dakota, to its plants in Minnesota, North 
Dakota and South Dakota. Asks for just and reasonable rates 
free from undue prejudice for the transportation of cream in rail- 
way baggage or express, or both, and reparation. 
18956. Pine & Cypress Mfg. Co., Birmingham, Ala., vs. Norfolk & 
Western et al. 
Unjust and unreasonable rates and charges on lumber, by reason 


of misrouting, from Morton, Miss., to Roanoke, Va. Asks for 
reparation. 


VS. 


. 18957. Muscle Shoals Traffic Bureau, for Ware Bros. Agency, Tus- 


cumbia, Ala., vs. Alabama Central et al. 

Unjust and unreasonable rates and charges on new cotton bale 
covering, reworked cotton bale covering, new cotton baling ties 
and buckles, and reworked cotton baling ties and buckles, from 
Sheffield and Tuscumbia, Ala., to points in Arkansas, Alabama, 
Florida, Georgia, Kentucky, Louisiala, Missouri, Mississippi, North 
Carolina, South Carolina, Tennessee and Virginia. Asks for just 
and reasonable rates, and reparation. 


. 18958. Dallas Sash & Door Co. et al., Dallas, Tex., vs. Santa Fe 


et al. 


Excessive, unjust and unreasonable rates and charges on wood 
pulp board, wood pulp wall board and wall board from Black Rock, 
Buffalo and Lockport, N. Y., Minneapolis, Minn., Cornell, Wis., and 
Federal, Ill., to Brownwood, Dallas, Fort Worth, Lorain, Lubbock, 
Olney, Snyder, Sweetwater, Seagraves, Waco and Wichita Falls, 
Tex.; plaster board from Fort Dodge, Ia., to Dallas. Asks for just 
and reasonable rates and reparation. 
18959. Magnolia Petroleum Co., Dallas, Tex., vs. Santa Fe et al. 

Excessive, unjust and unreasonable rates on wrought iron pipe 
from various Texas points to various Oklahoma points between 
November 1, 1924, and December 14, 1925. Asks for reparation. 
Magnolia Pipe Line Co., Dallas, Tex., vs. Mis- 
souri-Kansas-Texas et al. 

Excessive, unjust and unreasonable rates on iron and steel pipe 
shipped from Groesbeck, Tex., to Maud, Okla. Asks for reparation. 


- 18960. S. H. Bowman Lumber Co., Minneapolis, Minn., vs. Illinois 


Central. 


Unjust, unreasonable and otherwise illegal, unlawful, and un- 
authorized rates on coal from Zeigler, Ill., to Logan and Woodbine, 
Iowa. Asks for reparation. 

Island Creek Coal Co., Charleston, W. Va., C. & O. 

Unjust and unreasonable rate on coke from Ashland, Ky., to 

Holden, W. Va. Asks for just and reasonable rate and reparation. 
Phoenix Construction Co., Inc., et al., Dallas, Tex., vs. C 

R. I. & P. et al. 

Excessive, unjust and unreasonable rates and charges on ma- 
chinery, in carloads, from points in Louisiana, Arkansas and Texas 
to destinations in Texas, Arkansas and Louisiana; asphalt kettles, 
in carloads, from North Fort Worth, Tex., to Little Rock, Ark.; 
graders’ outfits, in carloads, from Pierce Junction, Tex., to Norph- 
lett, Ark.; wagons from Mansfield, La., and Pierce Junction, Tex., 
to Navarro, Tex., and Smackover, Ark.; contractors’ outfits from 
points in Louisiana, Arkansas and Texas, to destinations in those 
states; contractors’ camp outfits from points in Texas and Louisi- 
ana to destinations in those states; and many other articles used 
je A contractors. Asks for just and reasonable rates and repara- 

on. 


18963. The American Agricultural Chemical Co., New York City, 
vs. Abilene & Southern et al. 


Rates in violation of sections 1 and 3 of the act, on fertilizers 
and fertilizer compounds from East St. Louis to Texas common 


points. Asks cease and desist order, rates for the future, and 
renaration. 
. 18964. Caruso Rinella Battaglia Co., Inc., Schenectady, N. Y., vs. 


Southern et al. 

Unreasonable. prejudicial and preferential rates and charges on 
peaches from Zebulon, Ga., to Saratoga, N. Y. Asks cease and 
desist order, rates for the future, and reparation. 
18965. Albert Lea Packing Co., Albert Lea, Minn., vs. receivers 
for C. M. & St. P. et al. 

Unreasonable demurrage charges on complainant’s shipments of 
fresh meat and packing house products made in refrigerator car 
equipment owned by Wilson Car Lines, a subsidiary of Wilson & 


Co., Inc. Asks cease and desist order, demurrage rules for the 
future, and reparation. 


- 18966. Hyman-Michaels Co., Chicago, Ill., vs. Michigan Central 


et al. 


Rates and charges in violation of the first three sections of 
the act, on old and/or scrap steel rails and angle bars from 
Lawton, Mich., to Whiting, Ind., St. Louis, Mo., East St. Louis 
and Aurora, Ill. Asks cease and desist order, rates for the future, 
and reparation. 

18967. The Viscose Co., Marcus Hook, Pa., vs. A. & V. et al. 

Attacks rates on shipments of cottonseed hull fibre or shavings 
other than bleached or dved. in machine pressed bales, from Mem- 
vhis. Tenn., to Nitro. W. Va., from Dyersburg, Tenn., to Nitro, 
W. Va., and from Jackson, Miss.. to Nitro, W. Va., as in violation 
of section 1, 4 and 6 of the act. Asks reparation. 


- 18968. Schuylkill Railway Co. et al., Philadelphia, Pa., vs. Reading 


Company. 
Alleges that Reading operates certain passenger trains between 
points in Schuylkill county, Pa., at a loss; that it has applied for 
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- 18977. 


- 18986. The Saline (Kans.) Chamber of Commerce et al. vs 
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authority from the Public Service Commission of Pennsylvania 
for a certificate of public convenience authorizing operation of 
motor busses in Schuylkill county for fares the same as or lower 
than the train fares between the points. Asks cease and desist 
order, reasonable and just fares, that defendant be directed to 
cease to operate specified trains, and that it be commanded to 
refrain from engaging in the motor bus business in Schuylkill 


county, unless terms and conditions are approved by the Com- 
mission. 
. 18969. National Mineral Water and Beverage Assn., Washington, 


D.C, ta. B & 0. & al. 

Alleges that, by reason of existing ratings, plants of the com- 
plainant have been required to and must now pay charges for 
transportation of empty returned beverage containers between 
points in official classification territory that are unjust and un- 


reasonable. Asks cease and desist order and just and reasonable 
ratings. 


. 18970. Perfection Metals Products Co. et al., Topeka, Kans., vs. 


Alabama & Vicksburg et al. ' 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on iron and steel articles from St. Louis, Mo., East 
St. Louis, South Chicago and Granite City, Ill., Indiana Harbor 
and Gary, Ind., Steubenville, Cleveland, Portsmouth and Youngs- 
town, O., Wheeling, W. Va., Tankin, Pa., Franklin, Johnstown 
and Pittsburgh, Pa., Newport, Ky., and Kansas City, Mo., to des- 
tinations in Oklahoma and Texas. Asks for just and reasonable 
rates and reparation. 


. 18971. Grasselli Powder Co., Cleveland, O., vs. Norfolk & Western 


et al. 

Unjust and unreasonable rates in violation of the long and 
short haul part of the fourth section, on black powder and high 
explosives from Quaker Falls and Walford, Pa., to points in 
Kentucky, Virginia and West Virginia. Asks for reparation. 


- 18972. Drake Produce Co., Miami, Fla., vs. Florida East Coast 


et al. 


Unjust, unreasonable, unjustly discriminatory, unduly prejudicial 
rates on potatoes from Boston, Mass., to Miami, Fla. Alleges 
also violation of the tenth section, the bills of lading act, and 
the Elkins act. Asks for reparation. 


. 18973. Meridian Traffic Bureau et al., Meridian, Miss., vs. Ala- 


bama Great Southern et al. 

Unjust, unreasonable, unjustly discriminatory and unduly pref- 
erential or prejudicial rates and charges on cotton by reason of 
failure to absorb switching charges at Meridian, Miss. Asks for 
absorption of switching charges, and reparation. 


- 18974. Chicago, Wilmington & Franklin Coal Co., Orient, Ill, vs. 


Cc. B. & Q. et al. 


Unjust and unreasonable rates on coal from Orient, Ill., to Eau 
Claire, Wis. Asks for reparation. 


. 18975. W. G. Head, Clovis, N. M., vs. Santa Fe et al. 


Unjust and unreasonable rates on carloads of gasoline, kerosene 
and other refined and distilled products of petroleum from Hous- 
ton, Wichita Falls, Burkburnett, Angus, DeLeon, Electra, Minerva, 
Summerset and Hearne, in Texas, and from Ardmore and Ponca 
City. in Oklohoma, to Clovis and Carlsbad in New Mexico. Asks 
for reparation. 


J. F. Johnson Lumber Co., Glen Burnie, Md., vs. B. & O. 
et al. 
Unjust and unreasonable rates on Portland cement from Le- 
high Valley district of Pennsylvania, Security and Union Bridge, 
Md., to Glen Burnie and Annapolis, Md. Asks for just and rea- 
sonable rates. 
18978. Pine & Cypress Manufacturing Co., Birmingham, Ala., vs. 
Chesapeake & Ohio. 
Unlawful rates on pine lumber from Alabama, Florida, Georgia, 
Louisiana and Mississippi, to Huntington, W. Va., of the arrival 
of which defendants gave no notice, the result being an accumula- 


tion of demurrage charges in excess of lawful charges. Asks for 
reparation. 


. 18979. Cascade Timber Co., Tacoma, Wash., vs. Santa Fe et al. 


Unjust, unreasonable, and unduly prejudicial or preferential 
rates on cedar poles and wooden piling from Tacoma, Wash., to 


destinations in California. Nevada, Arizona, and New Mexico. 
Asks for just and reasonable rates, and reparation. 
18980. Consolidated Lumber Co., Tuscaloosa, Ala., vs. Lehigh 


Valley. 
Unjust and unreasonable and illegal charges on a carload of 
lunmber shipped from Lamison, Ala., to Mauds, Ohio. and re- 
consigned to Hazleton. Pa., by reason of failure to notify of car 
not being claimed. Asks for reparation. 
18981. Lehr Lumber Co., Laurel. Miss., vs. Red River & Gulf et al. 
Unjust and unreasonable and unlawful rate on a carload of 
lumber shippned from Kurthwood, La., to Marine, IIll., reconsigned 
to Omaha, Neb. Asks for reparation. 


- 18982. Merrill Engineering Co., Jackson, Miss., vs. Gulf, Mobile & 


Northern et al. 


Unjust and unreasonable charges on asphalt from North Baton 
— La., to Louisville and Philadelphia, Miss. Asks for rep- 
aration. 


18983. National Show Case Co., Columbus, Ga., vs. Seaboard Air 
Line et al. 
Rates in violation of sections 1 and 3 of the act, on store and 


office fixtures from Columbus, Ga., to Miami, Fla. Asks rates for 
future and reparation. 


- 18984. Northwestern Leather Company Trust, Boston, Mass., vs. 


Georgia Southern & Florida et al. 

Rates and charges in violation of sections 1 and 4 of the act, on 
green salted cattle hides from Tifton, Ga., to Portville, N. Y. 
Asks rates for future and reparation. 

18985. Maine & New Hampshire Granite Corporation, North Jay, 
Me., vs. B. & O. et al. 

Unreasonable rates on building granite from Redstone, N. H., 

to Alexandria, Va. Asks rates for future and reparation. 


. Ark- 
ansas Railroad et al. 

Rates and charges in violation of section 1 and 8 of the act. on 
strawberries from points in Arkansas and Missouri to Salina, 
Kans. Asks rates for future and reparation. 
18987. William Danzer & Co., Hagerstown, Md.. vs. Southern et al. 

Rates and charges in violation of sections 1 and 6 of the act. 
on lumber from St. George, S. C.. to Boston, ordered reconsigned 
to Salem, Mass. Asks cease and desist order and reparation. 


- 18988. Louisville (Kv.) Cement Co. vs. Southern et al. 


Alleges discrimination against complainant at Milltown. Tnd., 
bv reason of rates on lime from Mitchell. Bedford and Salem. 
Ind., to California, Ohio. lower than from Milltown to Californ’a. 
Ohio. Asks rates for future. 
18989. S. M. Whitney & Co., Charleston & 
Western Carolina et al. 

Charges in violation of section 6 of the act, on cotton from 
Holly Springs, N. C., to Augusta, Ga. Asks reparation. 


Augusta, Ga., vs. 
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RICHMOND, INDIANA 


The snieiaamiiae City 


The National Automatic Tool Company 


RICHMOND, located on the eastern border of the State of Indiana, within fifty miles of the 
center of population of the United States is advantageously situated geographically. 


RICHMOND is a manufacturing city of diversified industries, among the products of which 
are agricultural implements, automatic tools, sheet metals, fibre conduits, foundry prod- 
ucts, gears, furniture, pianos, lawn mowers, and other iron and steel articles. 


RICHMOND has ample and dependable transportation facilities, being served by the main 
line of the CHESAPEAKE AND OHIO RAILWAY, which extends from Norfolk, 


Newport News and Washington on the east, through the great coal fields of West 
Virginia, to Chicago. 


RICHMOND is a city of 30,000 population, with an additional 10,000 residing in nearby towns 
and villages, from all of which can be secured an adequate supply of intelligent workers. 


RICHMOND’S geographical location, distribution facilities, labor, and extremely favorable 
living conditions, results in placing the products of her industries in all of the markets of 
the nation, and these advantages should attract industries seeking new or larger locations. 


The Greater Richmond Committee, through its Engineer, compiled complete data on the manu- 


facturing advantages of Richmond and will be pleased to render substantial assistance 
in locating new industries. 


The Industrial Department of the CHESAPEAKE AND OHIO RAILWAY will be glad to 
furnish data and information on request. 


K. T. CRAWLEY, D. C. BOY, 
Manager, Industrial Department, Industrial Agent, 
Richmond, Virginia. Huntington, West Virginia. 
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No. 18989. Sub. No. 1. Same vs. A. C. L. et al. 

Same complaint and prayer. 

No. 18990. Builders Supply Co., Inc., et al., San Antonio, Tex., vs. 
G. H. & S. A. et al. 

Unreasonable rates and charges on roofing and building ma- 
terial from Chicago, Ill., East St. Louis, Ill., and Kansas City, 
Mo., to Texas common points. Asks reparation. 

No. 18991. Flynn, Welch and Yates, Artesia, N. M., vs. Santa Fe et al. 

Unreasonable charges on ;wrought iron pipe from El Dorado 
and other Kansas points to Artesia, N. M. Asks rates for future 
and reparation. 


No. ar Twin Lakes Oil Corporation, Artesia, N. M., vs. Santa Fe 
et al. 


Unreasonable chargés on oilwell drilling equipment from Sayre, 
Okla., to Artesia, N. M. Asks rates for future and reparation. 


No. 18993. The Tanner Fruit Co. et al., Pueblo, Colo., vs. Colorado & 
Southern et al. 


Unreasonable charges on spinach from Big Wells and other 
Texas points to Pueblo, Colo. Asks reparation. 


TRANSPORTATION OF MAILS 


According to an announcement made by Postmaster General 
New, the United States mails were carried over 229,280 miles of 
railroad in the fiscal year ended June 30, 1926, at a cost of $106,- 
656,368. The mails were carried over 8,205 miles of electric 
railroads at a cost of $698,647, while service by power boats was 
maintained over 46,871 miles at a cost of $1,420,068. On June 
30, last, the aggregate length of star routes operated in the 
United States was 169,258 miles, the cost of such service to the 
government being $12,935,000. 

At the end of the fiscal year there were in operation 4,685 
railway postoffice trains, covering 203,546 miles of railway post 
office service, with 268,993,322 miles of annual travel. There 
was a total of 20,411 officers and employes of the railway mail 
service at the end of the year, a decrease of 1.36 per cent of the 
total as compared with the year previous. The cost of this 
service was $52,874,740.25. ah 

Government-owned -motor:frucks are now in use in 582 
cities, an increase of 30 over the preceding year. This service 
is under formal contract. The Post Office Department is also 
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renting motor trucks and horse drawn wagons for letter box 
collections and parcel post delivery in 787 cities. 

In the fiscal year of 1926 the expenditures for government- 
owned service amounted to $12,812,505 and for contract vehicle 
service to $3,929,012. 

“The Department finds that the service conducted by the 
government is more economical generally than contract service,” 
the statement said. 


CONDITION OF EQUIPMENT 


Fewer freight cars were in need of repair on November 1 
than at any time in the last five years, the car service division 
of the American Railway Association has announced. 

Reports show 139,484 freight cars in need of repair, or 6.1 
per cent of the number on line. This was a decrease of 5,843 
cars under the best previous record, established on October 15, 
1926, when there were 145,327 cars, or 6.3 per cent. 


Freight cars in need of heavy repair on November 1 totaled 
103,570, or 4.5 per cent, a decrease of 7,222 cars compared with 
October 15, while freight cars in need of light repair totaled 
35,914, or 1.6 per cent, an increase of 1,379 compared with Octo- 
ber 15. 

Class I railroads on November 1 had 8,654 locomotives in 
need of repair, or 13.9 per cent of the number on line, according 
to reports filed by the carriers with the car service division of 
the American Railway Association. This was a decrease of 636 
compared with the number in need of repair on October 15, at 
which time there were 9,290, or 14.9 per cent. 

Of the total number of locomotives in need of repair on 
November 1, 4,641, or 7.5 per cent, were in need of classified 
repairs, a decrease of 285 compared with October 15, while 4,013, 
or 6.4 per cent, were in need of running repairs, a decrease of 
351 compared with the number in need of such repairs on Oc- 
tober 15. Serviceable locomotives in storage on November 1 
totaled 4,102 compared with 4,242 on October 15. 
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Note. items in the Docket marked with an asterisk (*) are new, 
saving been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change In 
this Docket will be noted elsewhere. 


November 29—Washington, D. C.—Examiner Peterson: 
|. & S. 2790—Cement rates from southern producing points to points 
on Tallulah Falls Ry. 
1. & S. 2790 (ist supplement order)—Cement rates from Southern 
produsing points to points on Tallulah Falls Ry. 


eae of 29—Salt Lake City, Utah.—Public Utilities Commission of 


Finance No. 5543—Application of Los Angeles & Salt Lake R. R. 
for a certificate of public convenience and necessity. 


November 29—New Orleans, La.—Assistant Director Burnside: 
Finance No. 5809—Application of Texas & New Orleans R. R. for 
authority to acquire control, by lease, of the railroads of the 
Louisiana Western R. R., Morgan’s Louisiana & Texas R. R. & 
S.S. Co., Iberia & Vermillion R. R., Franklin & Abbeville Ry., 
Lake Charles & Northern R. R., Houston & Shreveport R. R., 
Galveston, Harrisburg & San Antonio Ry., Houston & Texas 
Central R. R., Houston East & West Texas Ry., Southern Pa- 

cific Terminal Co., and San Antonio & Aransas Pass Ry. 


November 29—Phoenix, Ariz.—Examiner Barron: 

15072—Maricopa County Farm Bureau et al. vs. A. & S. Ry. et al. 

Fourth Section Application 571—Filed by Southern Pacific Co.— 
Atlantic S.S. Lines—In re continuance commodity rates from 
pts. in Atlantic Seaboard yr to points in Mexica, via No- 
gales, Ariz., as named in Trf. I. C. C. 767. 

>. ~ae Application No. 4486, 4487 and 4491, filed by Mallory 

8. Co. 
— Section. Application 577, filed by Sou. Pac. Co.-Atlantic S.S. 


oO. 

Fourth Section Application 12825—Filed by Agent Dearborn—In re 
refrigeration charges on fruits and vegetables from points in 
Arizona via a newly constructed route of the Southern Pacific Co. 

Fourth Section Application No. 12836—Filed by Agent Dearborn—In 
re refrigeration charges on fruits and vegetables from points in 
California, designated as Group B, to interstate points. 


November 29—Providence, R. L—Examiner Williams: 
18418 (and Sub. No. 1)—Manville Jenckes Co. vs. A. C. & Y. Ry. et al. 


November 29—Chicago, Ill.—Examiner Walsh: 
18475—Chicago Granatine Manufacturing Co. vs. Ill. Cent. R. R. 


November 29—Washington, D. C.—Examiner Kephart: 
Valuation 875—In re tentative valuation of the properties of the 
Philadelphia & Reading Ry. et al. 
Valuation 762—Catasauqua & Fogelsville R. R. 
Valuation 772—Chester & Delaware River R. R. 
Valuation 680—Gettysburg & Harrisburg Ry. 
Valuation 624—Middletown & Hummelstown R. R. 
Valuation 490—Perkiomen R. R. 
Valuation 711—Philadelphia & Chester Valley R. R. 
Valuation 748—Philadelphia, Newtown & New York R. R. 
Valuation 752—Pickering Valley R. R. 
Valuation 622—Port Reading R. R. 
Valuation 766—Reading & Columbia R. R. 
Valuation 623—Rupert & Bloomsburg R. R. 
Valuation 708—Stony Creek R. R. 
Valuation 662—Williams Valley R. R. 
Valuation 827—Ironton R. R. 
Valuation 819—Tamaqua, Hazelton & Northern KR. R. 


e Commission 
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Valuation 738—Atlantic City R. R. 
Valuation 481—North East Pennsylvania R. R. 


November 29—Argument at Washington, D. C.: 
— D. Hawkins & Earl C. Chitwood vs. C. B. & Q. R. R. et 


al. 

17291—Indianapolis Board of Trade vs. B. & O. R. R. et al. 

—. — Commercial Club et al. vs. Camas Prairie R. R. 
oO. et al. 


November 29—Pittsburgh, Pa.—Examiner Keeler: 
18061 (Sub. No. 1)—Piedmont Oil Co. vs. A. & V. Ry. et al. 
ber a. No. 1 and 2)—The Pure Oil Co. et al. vs. A. & R. R. R. 
et al. 


November 29—Harrisburg, Pa.—Examiner Jewell: 
* 18718—American Window Glass Co. vs. B. & O. R. R. et al. 


November 30—Sioux Falls, S. D.—Examiner Cheseldine: 
1. & S. 2783—Class and commodity rates from Iowa and South Da- 
kota to Colorado and Utah. 
18730—Board of Railroad Commissioners of the State of S. D. vs. 
A. T. & S. F. Ry. et al. 
18787—Board of Railroad Commissioners of the state of Iowa vs. 
A. T. & So. O. Ry. et al. 


‘November 30—Chicago, Ill.—Examiner Walsh: 
18490—Allied Packers, Inc. et al., vs. A. T. & S. F. Ry. et al. 


November 30—Argument at Washington, D. C.: 

17256—Chicago Coal Merchants Assn. vs. N. Y. C. R. R. et al. 

17205—A. M. Blomgren trading as the Blomgren Coal Co. et al. vs. 
C. & N. W. Ry. et al. 

17304—International Oil Co. et al. vs. A. & S. Ry. et al. 

Valuation No. 713—In re tentative valuation of the property of Mon- 
tana, Wyoming & Southern R. R. 

Valuation No. 714—In re tentative valuation of the properties of the 
Union R. R. (Pittsburgh, Pa.), and Monongahela Southern R. B. 


December 1—Argument at Washington, D. C.: 
1. & S. 2729—Grain and grain products from Minneapolis, St. Paul 
and Duluth, Minn., and Groups to Eastern points. 


December 1 —Washington, D. C.—Examiner Law: 
Finance No. 3829—Excess Income of the Midland Valley R. R. Co. 


December 1—New York, N. Y.—Examiner Williams: ; 
18611—National Association of Hat Manufacturers, Inc., et al. VS. 
A. & V. Ry. et al. 


December 2—Chicago, Ill.—Examiner Walsh: 
18435—John Morrell & Co. vs. Gt. Nor. Ry. et al. 
18090—Swift & Co. vs. C. M. & St. P. Ry. et al. 


December 2—Houston, Tex.—Assistant Director Burnside: 
Finance No. 5869—Application of San Antonio & Aransas Pass Ry. 
aan authority to construct a line of railroad in Cameron County, 
ex. eae 
Finance No. 5744—Application of San Benito & Rio Grande Valley 
Ry. Co. for authority to construct lines of railroad in Cameron 
county, Tex. 


December 3—Syracuse, N. Y.—Examiner Williams: 
18471—International Paper Co. vs. B. R. & P. Ry. et al. 
18472—International Paper Co. vs. C. R. R. of N. J. et al. 
18474—-St. Regis Paper Co. vs. B. & O. R. R. et al. ™ 
18849—Syracuse Chamber of Commerce and Manufacturers SS! 

of Syracuse, N. Y., vs. B. & O. R. R. et al. R 
—— Chamber of Commerce, Inc., et al., vs. B. & oO, & 
. et al. 
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Che Lehigh Valleys 


THIS DAYLIGHT train, * 
equipped with Observation- Chica Oan 
Lounge Car, leaves daily 
from the PENNSYLVANIA 
STATION, New York, and 
arrives in Chicago at a convenient hour for connections to 


all points West. Eastward, The New Yorker provides equally 
as good service. 








The Chicagoan The New Yorker 
cance menace §=Ly, New York...11.50 AM Lv. Chicago ....*12.45 Noon 
Rann Ly. Philadelphia..12.40 PM Ar. Philadelphia... 5.05 PM 
ew or e 
Philadelphia Ar. Chicago ..... *2.50 PM Ar. New York... 5.45 PM 
and NEXT DAY NEXT DAY 
Ithaca *Dearborn Station, Grand Trunk-Canadian National Rys. 
Rochester 
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December 3—Beaumont, Tex.—Examiner Disque: 

18523—Josey Miller Co. vs, A. T. & S. F. Ry. et al. 
December 4—New York, N. Y.: 

* 17000—Rate Structure Investigation, part 6, iron and steel articles. 
* 17878—Rates on iron and steel articles, in carloads, within state of 


Ohio. 
* a 9 na Cleveland Chamber of Commerce vs. A. T. & S. F. Ry 
et al. 
18548—Jones & Laughlin Steel Corp. vs. A. & E. R. R. et al. 
18627—Cumberland Steel Co. vs. B. & O. R. R. et al. 
18667—The American Rolli Mill Co. vs. Pa. R. R. et al. 
18688—Inland Steel Co. et al. vs. A. C. & Y. Ry. et al. 
18951—-Detroit Board of Conumeres vs. A. & E. R. R. 
December 4—Minneapolis, Minn.—Examiner Weaver: 
18616—Minneapolis Traffic Assn. vs. C. M. & St. P. Ry. 
1. & S. 2735—Transit provisions on grain and related articles des- 
tined to Duluth, Minn., and related points. 
December 4—Argument at Washington, D. C.: 
a Corporation Commission vs. Arizona Eastern R. R. 
et we Lead 
December 6—Milwaukee, Wis.—Examiner Archer: 
17713—Edward Nordman, a. of Markets of State of Wis- 
consin vs. Aberdeen & Rockfish R. R. et al. 
Syoeter 6—Chicago, Ill.—Examiner Walsh 
. & §S. 2793—Lumber from Chicago, IIL, to Illinois and Wisconsin 


ee uenee 


et al. 


* points. 
December 6—Washington, D. C.—Examiner Fuller: 
1. & &. 2787—Coal from Kentucky and Tennessee to Tennessee and 


December 6—Dallas, Tex.—Assistant Director Burnside: 

Finance 5472—Application Gulf, Colorado and Santa Fe Ry. for 
authority to construct and operate a line of railroad in Dallas 
county, Tex. 

December 6—St. Louis, Mo.—Examiner Ames: 
= (and a. 197 y tee Cement Mills Traffic Assn et al. vs. A. 
. Ry. et al. 

18264 Lehigh Portland Cement Co. vs. A. T. & S. % Ry. et al. 
18299—Kansas Portland Cement Co. vs. A. a & S. F. Ry et al 
(further hearing). 

December 6—Shreveport, ee Disque: 
16002—Roy A. Gibson vs. K. C. Ry. et al. 
18702—Tenn.-Ark. Gravel Co. he “Mo. Pac. R. R. 

December 6—Bisbee, Ariz.—Examiner Barron: 

17866—Apache Powder Co. vs. A. T. & S. F. Ry. et al. 
hearing upon question of awarding reparation). 

December 7—Chicago, Ill——Examiner Walsh: 

* 1, & S. 2796—Sand and gravel to and from the Chicago district. 

December 7—Minneapolis, Minn.—Examiner Weaver: 

1. & S. 2789—Grain and grain products from stations on the Northern 
Pacific Ry. in N. D. to St. Louis, Mo., etc. 

December 7—Washington, D. C.—Director Mahaffie: 

Finance No. 5688—Application Cleveland, Cincinnati, Chicago & St. 
Louis Ry. for authority to acquire control under lease of the rail- 
roads and properties of the Cincinnati Northern R. R. and Evans- 
ville, Indianapolis & Terre Haute Ry. 

Finance No. 5690—Application of New York Central R. R. for au- 
thority to acquire control under lease of the railroad systems of 
the Cleveland, Cincinnati, Chicago & St. Louis Ry., the Michigan 
Central R. R. and the Chicago, Kalamazoo & Saginaw Ry. 

December 8—Argument at Washington, D. C.: 

1. & S. 1953—Lignite coal from N. D. to stations in N. D., S. D. 
and Minn. 

1. & S. 2743—Sugar between Louisiana and Texas points. 

Finance No. 4270—Application of W. io Wheelock and W. G. Bierd, 
as receivers of the C. & A. R. R., and the C. & A. R. R. for 
— st. to abandon operation of the Rutland, Toluca & North- 
ern 

December 8—Washington, D. C.—Examiner Hendon: 

Valuation No. 869—In re tentative valuation of the property of the 

Oklahoma City Jct. Ry. 


December 9—Chicago, Ill—Examiner Walsh: 
18432—Armour & Co, vs. A. C. L. R. R. et al. 
December 9—Washington, D. C.—Examiner Peterson: 
18641 (and Sub. No. 1)—Potomac Elecrtic Power Co. et al. vs. 
O. Ry. et al. 
December 9—Minneapolis, Minn.—Examiner Weaver and Commissioner 
McAnamy: 
'h & &. pipe and piling from North Pacific Coast to 
destinations east of Rocky Mountains. 
9971—-National Pole Co. vs. A. T. & S. F. Ry., Director General, 
as agent, et al. 
- & S. 2785 (ist supplemental order)—Cedar poles and piling from 
North Pacific Coast to destinations east of Rock Mountains. 


December 9-10—Argument at Washington, D. C.: 
iF S. 2560—Commodity rates to and from Gulf Ports. 
12798—Galveston Commercial Association vs. G. H. & S. 
17850—North Texas Petroleum Traffic Bureau vs. A. 


December 10—Chicago, I!l.—Examiner Walsh: 
18844—Aluminum Co. of America vs. A. T. & S. F. Ry. et al. 


December 11—Argument at + ore dD. C3 
ay gree ~ Lake & Utah R. R. A. T. & S. F. Ry. et al. 
-&S. as re as Routing on Westbound Transcontinental 
,_ Traffic via S. L. & U R. 
. & S. a7ii- Resteictions in Routing via Salt Lake & Utah R. R. 
“on westbound Transcontinental Traffic. 


December 13—Washington, D. C.—Examiner are 
* 1§5199—Washington Publishers’ Assn. et al. B. & O. 7 R. et al. 
: 15229—-Evening Star Newspaper Co. vs. Can. Pac. Ry. et a 
* 17596—Labor-Co-operative, Educational and Publishing i vs. B. 
& O. R. R. et al. 
(Further hearing on question of damage.) 
December 13—Washington, D. C.—Examiner Law: 
Finance No. 3633—Excess Income of the Bessemer & Lake Erie 


mm me 
Finance No. 3966—Excess Income of the Union R. R. Co. (of Pa.). 


ee 13—St. Louis, Mo.—Examiner Disque: 
.& 2755—Stoves and gas ranges from eastern points to Pacific 
Goat states, transcontinental. 
17075—Peninsular Stove Co. vs. Mich. Cent R. R. et al. 
ae wr yg 13—Chicago, Ill.—Examiner Walsh: 


& S. 2788—Pig iron between points within Central — Associa- 
tion Territory. F 


(further 


C. & 


. Ry. et al. 
& 3° Ry. et al. 


i 
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December 13—New York, N. 
—_ (and Sub. Nos. 
R. R. R. et al. 


sata 14—Memphis, Tenn.—Examiner Glover: 
Fourth Section Application 2331 filed by St. St. L.-S. F. 
Fourth Section Application 2421, Ns hy 2474 filed by St. = 4 F. Ry. 
Fourth Section 12210—Filed by F. L. Speiden. 
_— | oes Application 12823 and 1618 (portion) filed by F. A. 

an 

Fourth Section Application 12835 filed by F. A. Leland. 
Fourth Section Application 12873 filed by Mo. a R. R, 
Fourth Section Application 12890 filed by G. & N. R. 
Fourth Section Application 458 (portion) flied 1 by N.C. & St. L. Ry. 
Fourth Section Application 12898—Filed by Columbus & Greenville 


y. 
Fourth Section Application 12907—Filed by J. 
Fourth Section Application 12958—Filed by G. z 


Y.—Examiner Satterfield: 
1 and 2)—Certain-teed Products Corp. vs. A. 


Johanson. 
& N. R. R. 
ee & Fourth Section Application No. 4948 filed by N. O. M. & 
— Fi Seattle, Wash.—Commissioner McAnamy and Examiner 
eaver: 
18635—In the matter of application of Great Northern Ry. for an 
order requiring the Northern Pacific Ry. to grant the Great North- 
ern Ry. the use of certain terminal facilities at Seattle, Wash. 
December 15—Washington, D. C.—Examiner Boat: 
* Fourth Section Application 12696—Filed by H. Wilson. 
* en Section Application Nos. 12853 and 12870—Filed by F. L. 
eiden. 
* Fourth Section Application Nos. 4309, 601, 1546, 609 et al. 
eed 15—Seattle, Wash.—Commissioner McAnamy and Examiner 
eaver: 
1. & S. 2785 (ist supplemental order)—Cedar poles and piling from 
North Pacific Coast to destinations east of Rocky Mountains. 
December 15—Washington, D. C.—Examiner Law: 
" a” 3984—-Excess Income of the West Virginia Northern 
0. 
Doseuper 15—Argument at Washington, D. C.: 
ee” enor Paint Co. et al. vs. Director General, A. & V. Ry. 
13860 “(ana Sub. No. 1)—Certain-teed Products Corp. vs. Sou. Ry. 
et a 
13966. Central Cement & Supply Co. et al. vs. A. & W. P. R. R. 


et al. 
14101—Birmingham Traffic Bureau vs, A. G. S. R. > et ~. 
- et al. 


14360—Allen and Jemison Co. et al. vs. A. G. S. R. 
Wash.—Examiner Weaver and Commissioner 


December 15—Seattle, 
McAnamy 
9971-_National Pole Co. vs. A. T. & S. F. Ry., Director General, 
as agen, et al. 
1.a&s 2785—Cedar poles and piling from North Pacific Coast to 
destination east of Rocky Mountains. 
December 16—Argument at Washington, D. C.: 
15006—In the matter of rates, charges, classifications, regulations 
and saactices governing the transportation of anthracite coal. 
Amos Coal Co. vs. L. V. R. R. et al. 
1. & S. 2637—Antliracite Coal, Pennsylvania to New Jersey, New 
York and Pennsylvania, 
December 17—Argument at Washington, D. C.: 
Finance No. 3908—Excess Income of St. Louis & O’Fallon Ry. 
Finance No. 4026—Excess Income of Manufacturers Ry. 
16719—Southern Agricultural Chemical Corp. vs. A. & V. Ry. et al. 
December 18—Argument at Washington, D. C.: 
15255 (and Sub. No. 1)—Chestnut and Smith Corp. et al. vs. A. & R. 
R. R. et al. 
December 18—Argument at Washington, D. C.: 
15724 Sub. No. 1)—Indian Refining Co., Inc., vs. L. & N. R. R. 
et al. 
December 20—Washington, D. C.—Examiner Konigsberg: 
* 18207—The Cliquot Club Co. et al. vs. A. C. L. R. R. et al. 
* ee Mineral Water & Beverage Assn. vs. B. & O. R. R. 
et al. 
December 20—Argument at Washington, D. C.: 
16341 (and Sub. Nos. 1 and 2)—Nebraska State Ry. Commission vs. 
A. & W. Ry. et al. 
16517—Black Hills Wholesale Grocery Co. vs. C. & N. W. Ry. et al. 
17536—Rates and minimum weights on salt within the state of Ohio. 
December 21—Argument at Washington, D. C.: 
16016—Savannah Traffic Bureau, Inc., vs. S. & A. Ry. et al 


16148 Sub. 1)—Sinclair Wyoming Oil Co. vs. C. & N. W. Ry. 
et al. 

16696 (and Sub. Nos. 1 and 2)—Sinclair Crude Oil Purchasing Co. 
va. ¢. & A. BR... et.al. 


16479 (and Sub. 1)—Southern Sewer Pipe Works vs. L. & N. R. R. 
Finance No. 5656—Acquisition of control of Buffalo, Rochester & 
Pittsburgh Ry. by Delaware & Hudson Co. 


December 22—Argument at Washington, D. C.: 

16678—Chamber of Commerce of Beaver Dam, Wis., et al., vs. A. C. 
& Y. Ry. et al. 

16951—Manufacturers’ Assn. of Chicago Heights on behalf of Amer- 
ican Manganese Steel Co. vs. Penna. R. R. et al. 

17188—Sub. 3—Chicago Fire Brick Co. vs. C. & N. W. Ry. et al. 

bar 5” geeeaaneaa Vegetable Parchment Co. vs. C. K. & S. Ry. 
et a 

December 23—Argument at Washington, D. C.: 

15216—John M. Buckland, Trading as National Slag Co. vs. B. & 
Le me Co. 2. C Be R., lessee) et al. 

17145—Rome Metallic Bedstead Co. vs. B. & A. R. R. et al. 

17311—Medal Brick & Tile Co. vs. B. & O. R. R. et al. 

17426—The West Virginia Rail Co. vs. C. & O. Ry. et al. 

December 28—Argument at Washington, D. C.: 
17838—American Linseed Co. vs. C. M. & St. P. 
17880—United Zinc Smelting Corp. vs. Penna. R. 
17892 (and Sub. 

Md. Ry. et al. 
17927—-J. G. Curtiss Leather Co. vs. Penna. 


December 29—Argument at Washington, D. C.: 
17397—Manufacturers’ Traffic Bureau et al. vs. B. & O. R. R. et al. 
17413—The Keystone Steel & Wire Co. vs. C. & A. R. R. et al. 
17452—Southern Clay Manufacturing Co..vs. A. G. S. R. R. et al. 
17665—Manufacturers’ ay Bureau for Auto Specialties Manufac- 

turing Co. et al. vs. B. & O. R. R. et al. 

December 30—Argument ‘a Washington, D. C.: 
17465—Traffic Bureau—Chamber of Commerce (Lynchburg, Va.) V5 

a, &- G we Ct al. 
16968 (and Sub. 1)—Traffic Bureau—Chamber of Commerce vs. D. 
& V. R. R. et al. 


Ry. 
R. et al. 
1 and 2)—North American Cement Corp. vs. W: 


R. R. et al. 
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THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET STREET 
Phone, Main 3840 Telephone, State 8635 
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Every delayed shipment 


delays a profit. Some- 
times it ruins a customer. 
Always it is expensive. 


This is one of the points 
in Trans- Continental 
Freight service which has 
always been obligatory. 


Delivery on time—and in 
good condition. These 
things pay. 


Ask our nearest branch. 








Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Los Angeles, Cal. 

Minneapolis, Minn. 

Philadelphia, Pa. 

Portland, Ore. 

St. Paul, Minn. 

Salt Lake City, Utah 

San Francisco, Cal. 
Seattle, Wash. ; 


Boston, Mass. 
Buffalo, N. Y. 
Cincinnati, Ohio 
Cleveland, Ohio 
Denver, Colo. 
Detroit, Mich. 
Kansag City, Mo. 


Consolidators of Machinery, Merchan- 
dise, Household Goods, Automobiles, 
etc., for more than 28 years. 
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North American Car 
Corporation extends the 
season’s greetings—con- 
ératulating them on hav- 
ing directed in 1926 the 
largest amount of traffic 
ever handled by Ameri- 
can railroads, and hoping 
that next year business 
will: be so good that the 
records of ’26 will have 
to yield to the better 
records of ’27. 





North American Car Corporation 
c 327 South La Salle Street Chicago, Illinois 
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Great Northern Railway 


Offers 


_ An Unsurpassed Transportation Service 






Between 


St. Paul, Minneapolis, Duluth, Superior, 
Sioux City, Billings and North 
Pacific Coast Points 


With Rail and Steamer Connections to and 
from Points Beyond 


~ The New Oriental Limited 


The Finest Train to and from the Pacific Northwest 
No Extra Fare 


G. H. Smitton 
Freight Traffic Manager 
St. Paul, Minn. 


H. G. Dow 
Assistant General Freight Agent 
New York City 


A. J. Dickinson 
Passenger Traffic Manager 
St. Paul, Minn. 


M. J. Costello 
Western Traffic Manager 
Seattle, Wash. 


Great Northern Railway 
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“75 Years of Service” 


MISSOURI PACIFIC LINES 


MISSOURI PACIFIC RAILROAD 
GULF COAST LINES 


INTERNATIONAL-GREAT NORTHERN 
AND SUBSIDIARY LINES 


American Railroads Are 
Genuine Super-Service 
Institutions! 


MERICAN railroads are not only adequately handling an ever-increasing volume of 
traffic at an ever-increasing rate—they are voluntarily offering to the public they 
serve countless services outside the routine business of providing transportation. 

The Missouri Pacific Lines, for instance, maintains a corps of experts who are work- 
ing ceaselessly to assist the people in the territory served by our lines to bring about 
proper agricultural development. ‘This one branch of special service alone reaches into 
thousands of communities and includes expert assistance in standardizing and marketing as 
well as in the field of production. 

Another corps of experts devote their time to bringing about industrial development. 
Any person, group or industry can have the assistance of these men for the asking. So 
can any community. And the entire Missouri Pacific Lines organization is ready to help 
in every possible way at all times to bring about further development in any community 
and along any line that offers hope of success. 

There are in the Missouri Pacific Lines organization experts who are helping to 
bring together the producers and consumers of raw materials and this staff includes such 
experts as a geologist. 

We are proud of the fact that Chambers of Commerce, civic organizations of all 
kinds and state-wide and nation-wide organizations call on us for assistance and co- 
operation. This includes such vitally necessary work as taking to the people who need 
it most demonstrations and information regarding such things as malaria and typhoid 
control, etc. 

We are proud of the fact that agricultural organizations of all kinds call on us for 
assistance of ‘every conceivable nature and most of all we are proud of the fact that 
somewhere in our organization there is some expert or someone who can be of assistance 
to any firm, individual, community, industry, or organization in need of help. 

That is why I say that the American railroads are super-service institutions. And 
I want to add that we are glad that we are able to be of service to so many in so 
many ways. 

It has been said that “the measure of a man’s bigness may be counted by the little 
things he is willing to do.” Our ambition is to be the biggest railroad in the world, 
judged by that standard. We seek the opportunity to be of service in any way we can 
in addition to providing adequate and dependable transportation for all the traffic that 
is offered. 

T solicit your co-operation and suggestions. 


President 
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The remarkable improvement that has been 
effected in the efficiency and economy of rail- 
way operations has exerted a great beneficial 
influence upon the economic life of the coun- 
try. In support of that view we have the well- 
informed testimony of the Secretary of Com- 
merce, Mr. Hoover. In his recent annual report 
upon commercial conditions in the United 
States, Secretary Hoover made the following 
statements with respect to railway service: 


“Probably the most outstanding single in- 
dustrial accomplishment since the war has 
been the reorganization of our American rail- 
roads. Our transportation not only was de- 
moralized by government operation during the 
war but had suffered from chronic shortages 
and insufficient service, not only after the war 
but for many years before. The annual loss 
from this periodic strangulation in transporta- 
tion was estimated in the department’s annual 
report of 1925 to amount to hundreds of mil- 
lions a year. 


“The railroads during the past five years not 
only have built up adequate service and 
given a complete correction to these ills, but 
they have, by great ability of their managers, 
greatly reduced transportation costs and thus 
made rate reductions possible which would not 
have been otherwise the case.” 


These accomplishments are a matter of rec- 
ord. For example, in the year ended June 30, 
1926, the railroads handled more loaded freight 
cars, carried more tons in the average freight 
train, moved freight cars more miles per day, 
performed more freight service per employe 
and received a smaller average revenue. per 
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ton-mile of freight service than in any of the 
five fiscal years preceding. 


The result of this great improvement upon 
the whole economic fabric of. the country has 
been far-reaching. It has stabilized and in- 
creased the efficiency of all production and 
distribution. 


A share of the credit for improved railway 
conditions belongs to the splendid co-opera- 
tion between the various industries and the 
railroads. Outstanding examples of this co- 
operation are the regional advisory boards, 
composed of shippers and receivers of freight, 
which help the railroads to forecast traffic con- 
ditions and to obtain more efficient use of their 
facilities. 


If the railroads are to continue to provide 
good service, with its beneficial effects upon 
all production and distribution, there must be 
a continuance of conditions favorable to suc- 
cessful railway operation. The railroads as a 
whole must be allowed to realize net earnings 
sufficient to safeguard their credit and to make 
possible the further expansion of their facili- 
ties. The difference between good service and 
poor service is nothing more nor less than the 
difference between adequate and inadequate 
railway net earnings. Good service is worth 
many times its cost. 


Constructive criticism and suggestions are 
invited. 
L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, December 1, 19206. 
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Merchants Bank Bidg. 


KANSAS CITY 
® Railway Exchange Bidg 


@ INDIANAPOLIS 


Majestie Bidg. 
Manzana de Gomes 


@ DETROIT 
@ HAVANA 


@ CLEVELAND 
Hippedreme Bidg. 
@ DENVER 
Boston Bldg. 


Southern Pacific Bldg. 
@ CHICAGO—PASSENGER DEPT. 


33 West Jackson 


@ CHICAGO—FREIGHT DEPT. 


@ BUFFALO 

Ellicott Square Bldg. 
@ CINCINNATI 

Wiggins Bldg. 


Old South Bidg. 


Woodward Bidg. 


@ BOSTON 


® BIRMINGHAM 


@ ATLANTA 
Healey Bldg. 
@ BALTIMORE 
Unien Trust Bidg. 
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San Jose, California 


Southwest of San Francisco Bay and fifty 
miles from the Golden Gate stands the City of 
San Jose, known because of the profusion of 
flowers and verdure surrounding its innumer- 
able beautiful homes, as the “Garden City.” 


San Jose is the county seat of Santa Clara 
County and the key to one of the most produc- 
tive fruit growing regions in California. Santa 
Clara County is the largest fruit canning and 
dried fruit packing center in the world. 


In addition to numerous canneries, the county 
has more than 350 factories, including several 
large plants for manufacturing irrigating and 


orchard implements and machinery, gasoline and 
electric engines, dehydraters, fruit containers, 
etc., with an annual business of approximately 
$200,000,000 and a payroll of $40,000,000. In 
1925 San Jose’s bank clearances totaled 
$143,791,357. 


While historically interesting as the oldest 
incorporated city in California, San Jose is a 
modern community possessing every metro- 
politan advantage. With a population of 
74,000 the city has six banks, six theaters, sev- 
enty churches, three first class hotels, several 
beautiful parks and a 600 acre civic playground 
outside the city limits, a country club and a 
number of notable fraternal buildings. 


For information 


Write, telegraph or phone 
® ‘‘General Agent, Southern Pacific Lines”’ ® 
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